








OcrToBER 29, 1915 


Railway Age Gazette 


PuBLISHED Every Fripay anp Dairy E1cut Timers In JUNE BY THE 
SIMMONS-BOARDMAN PUBLISHING COMPANY 
WootworTtn Buitpinc, New York. 


CHICAGO: Transportation Bldg. CLEVELAND: Citizens’ Bldg. 
LONDON: Queen Anne’s Chambers, Westminster. 


E. A. Simmons, President. 
L. B. SuHerman, Vice-President. Henry Lez, Sec’y & Treas. 
The address of the company iis the address of the officers. 





EDITORS: 
SamueEt O. Dunn, Editor. 
Roy V. Wricut, Managing Editor. 





W. E. Hooper H. F. Lane W. S. LacHer 

B. B. Apams R. E. THAYER C. W. Foss 

E. T. Howson A. C. Loupon F, W. KRrarcer 

H. H. Simmons C. B. Peck G. L. Lacuzr 
Subscriptions, including 52 regular weekly issues and special daily 


editions published from time to time in New York, or in places other than 
New York, payable in advance and postage free: 
Wimited: States ad ~ MamiCO secs ceccvsdccccvvsscvcccccssccees 
Canada as 
Foreign Countries (excepting daily editions) 
EE CINE saiicnen cecscoehviniGnateseedseraawessees 

Engineering and Maintenance of Way Edition and four Maintenance of 
Way Convention daily issues, North America, $1; foreign, $2. 

Entered at the Post Office at New York, N. Y., as mail matter of the 
second class. 

WE GUARANTEE, that of this issue 8,750 copies were printed; that of 
these 8,750 copies 7,230 were mailed to regular paid subscribers to the 
weekly edition, 122 were provided for counter and news companies’ sales, 
1,047 were mailed to advertisers, exchanges and correspondents, and 351 
were provided for new subscriptions, samples, copies lost in the mail 
and office use; that the total copies — this year to date were 
405,200, an average of 9,209 copies a wee 

The RAILWAY AGE GAZETTE and all other Simmons-Boardman pub- 
lications are members of the Audit Bureau of Circulations. 





Poem eee e meee eee ere e eres eeesesssesessesese® 














VoLuME 59 OctosBerR 29, 1915 No. 18 
Contents 
EDITORIAL: 
MIMO TIARIMR NE NS 3 5iso2-5) ns Scie as slag dua Wea ia sme ie ai Minis a Oto eink os Hel BS 5:8 SRS 787 
The Panama Canal: and Railway Rates... cccrccccessscccescesees 788 
wp A Ae err ie ere eee eee 789 
UOIOW VOU Trew. TROVOD Te TIGVIOR ss 650 60s cicewe sede a eseseeecere 790 
Oe aCe See EMMREOERN fuses (aca 4 ai.6r0\% w) &i0 W0)'9 sv 6 6.4-0-9;0 ged Wie oe BENS 792 
RMI a IER ana ls 9 4.6.6 nic ee) a 6 aie 10% oKvkw Sieh Gla Wiatieien genes sa earabar ps 793 
IN IR ou a''s cs sre ialigs sie 6 Ge ala. sie a6 8 a)9i0 0 gcd Sids) SA eile o) ala 4 ASK: we 795 
LETTERS TO THE EDITOR: 
Importance of Cab Lights; William E, Watts........ss.seeeeeereeees 796 
Oroville Signaling Criticized; Py” SB MNMIOTN au ave vi 016010 0'9.0)e d's )g.0 4 ae e'w'a alesse 796 
French Passenger Service..... Rei ees aN GAG Ad oo wD sao 0 6 ix Gaia Me a 798 
MISCELLANEOUS: 
Se Bi ars IRN NUS UNAM vce nd o:¢ dverdiate ries 8.4 a's asa ee’ agin eee 798 
*Elimination of the Tower Grove Crossings, St. Louis; E. L. Wonson bs 
Railway Electrical Engineers’ Convention.......cccccccecccscccsesece 
The Railway and the Automobile; C. T. Powell............ccceeeees Soa 
ee 9s @ Qc oy > Seater 804 
Comparative Statistics of the World’s Railways.......e.sseseceees -. 805 
MEPMSNE Cs OR Ao as MOREROD EOGEIOL «oc. cdo cs Sie id 000410 6: 6;616 <6 oc gil's Vie via 808 
*Completing the Summit Cut-Off of the Lackawanna................. 809 
The Railroad Soldier at the Front; Walter - a See ore eee. 811 
The Prospects of Railway Legislation; Wie Ais NOG OREU cciae's 000s sicees 812 
Railroad Sessions of National Safety Congress...........csceceeees 813 
Tee Vane ot Beoter Cares W. Tk. BECMOCN Gs . 6occcecsccescectececace 816 
GCS, TRAD WY ee ORO BIN 6s o.00 0 10'5 5 0/4 8g Sas winindéibec see's coe bees 818 
*Tilustrated. 








Many railroad officers other than those in the executive and 
accounting departments do not realize the scope of the Associa- 
tion of Railway Accounting Officers or 
the importance of the work which is be- 
ing done by it. The association has 600 
individual members, representing over 
280,000 miles of railroad, some express 
companies and some steamship lines, and has members in the 
United States, Canada, Mexico, South America, Cuba, Porto Rico, 
Philippine Islands and South Africa. With the change that 
has been taking place in the attitude of railroad managements 


An Association 
Representing 
280,000 Miles 
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toward the quantity and quality of the information which they 
give out about the company’s affairs has come an opportunity 
for the association to make its work better understood and more 
fully appreciated by the layman. Two little leaflets have recently 
been published by the association, one setting forth concisely 
its objects. and what it accomplishes, and the other containing 
abstracts from the comments of some of the members on the 
work of the association. One thought that runs through all of 
these comments is that an accounting officer must continually 
guard against losing touch with the other branches of the serv- 
ice and of the progress being made in the science of his own 
work. Frank Nay, controller of the Chicago, Rock Island & 
Pacific, puts this aptly: 


Our work is done in offices in the top stories of buildings; rarely do we 
meet the patrons of the road, and only occasionally meet our own brother 
officers outside of the circle of a certain half dozen with whom we come 
in contact regularly; that very fact makes our work more difficult, and it 
is apt to appear to be drudgery. Without the constantly broadening in. 
fluences of contact with people outside of our own department, and out- 
side of railroad service, as is the case with nearly all other departments 
of railroad operations, it is no wonder that we do sometimes become 
narrow. 


The work of the association deserves not only the support 
of its members but more attention than it is getting from a great 
many railroad officers in other branches of the service. On the 
other hand, the association itself can help, and apparently realizes 
the fact, in making a better understanding between accounting 
officers and other officers of the railroad possible. 





No more complete statistical demonstration of the overwhelming 
superiority of the railways of the United States over those of the 
rest of the world has ever been made than 
that afforded by the bulletin just issued by 
the Bureau of Railway Economics, pre- 
senting comparative statistics for the 
United States and 38 foreign countries, 
covering 606,000 miles of line, or seven-eights of the total railway 
mileage of the world. In the tables published elsewhere in this 
issue it is shown that with one exception the railways of the 
United States pay a higher average wage than prevails in any 
other country, yet with one exception, freight rates per ton per 
mile in the United States are lower than the rates in any other 
country. In most other countries freight rates are 50 per cent 
higher than in the United States, and average wages are 50 per 
cent less than in the United States. In capitalization per mile 
of its railways the United States is exceeded by every one of the 
principal countries of the world. The one important particular 
in which the railways of the United States are surpassed, from the 
viewpoint of the public, is in the rate per passenger per mile, and 
even in this respect, taking into account the accommodations fur- 
nished and the service performed, rates in the United States are 
lower than in any of the countries with which comparison is 
made. The low fares in many countries are shown to be due to 
the different character of the service, which is indicated very 
clearly by the figures showing the great density of low class 
passenger traffic, such as we do not have in this country, and 
the average number of passengers per train. 


The Superiority 
of Railways in 
United States 





In only one country, Denmark, are so few passengers carried per 
train as in the United States, where the average is 53, although 
the trains have space accommodations for 
many more. In most European countries 
the number of passengers per train is from 
30 to 60 per cent greater, and in India the 
average reaches 176. Just as the low 
freight rates in the United States are made possible by the fact 
that the freight density is greater than in any other country ex- 
cept Germany, and that in hauling 406.8 tons of freight per train 
the United States leads every other country by a long interval, 
the low passenger faces in some other countries are made possible 
by heavy loading—in other words, crowding—of passengers. In 
fact, in many of the countries where the prevailing fares are 


Passenger Fares in 
the United States 


and Elsewhere 
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lower than in this country the passengers are handled very much 
like freight. Instead of crowding the passengers we crowd the 
freight. The fact that the freight rates in Germany or Russia 
more closely approximate our passenger fares than our freight 
rates, while their fares are nearly as low as our rates for 
freight, may indicate the relative degree of respect paid to people 
and to property in a country where the boys are raised to be 
targets. A Chicago newspaper recently printed a story that 
about one thousand college students are trying to make arrange- 
ments with the railroads to transport them to a football game in 
Minneapolis in cattle cars, so that the reduction in railroad fares 
thus obtained will enable the university to have a larger represen- 
tation at the game and to make its “beef” count in the cheering 
section as well as in the scrimmage line. The rates which the rail- 
roads quote for such an occasion may give us something to com- 
pare with the low European fares. Such a proposition ought to 
appeal to the railroad rate-makers on the theory of charging what 
the traffic will bear, but the Cummins amendment, which imposes 
on the railroads full liability, presents a possible obstacle, unless it 
be held that a college student under such circumstances constitutes 
a shipment the value of which is concealed by the package, in 
which case the value could be declared to be “not over $100.” As 
this scheme is said to have originated at the University of Iowa, 
railroad men are liable to suspect in it a crafty inspiration on 
the part of Clifford Thorne, moving in this mysterious way to 
establish a precedent for lower passenger fares. With the rate 
once established it might not be impossible to persuade the Iowa 
legislature to impose some legal requirements as to the service 
and equipment, such as padding for the interior of the cars or 
springs for the trucks. 


The total amount of time that might be devoted to a study of 
the big problems that are involved in government regulation 
of railroads and public utilities by members 


A of the Interstate Commerce Commission 
and state commissions that is wasted 
through having to hear complaints that 
ought never to have been brought is as- 
tonishing. The “residents” of Port Ewen, Ulster county, N. Y., 
recently brought a complaint before the New York Public Serv- 
ice Commission, Second district, against the Western Union 
because it discontinued the use of a telegraph wire, about a mile 
long, to that village, and instead of a Morse operator at the 
village had an agent who transmitted the telegraph messages by 
telephone to a telegraph office about a mile distant. A local 
druggist, who was jalso a telegrapher, had been the company’s 
telegraph operator at Fort Ewen, receiving half the amount taken 
in as compensation for his work as telegrapher. This amounted 
to considerably less than the regular wages of a telegrapher. 
Card—-that was the local druggist’s name—was so slow in get- 
ting his accounts in that the Western Union decided to make a 
change. Another man was hired to transmit telegraph messages 
by telephone to the nearest office. Card and other “residents” 
of Port Ewen brought a complaint before the Public Service 
Commission. Commissioner Emmet, in dismissing the complaint, 
calls it a fairly typical one. It is hardly believable, however, 
that there is not one touch of the unique in this case. When 
Card was notified that the commission would hold a hearing 
on his complaint at Albany on a certain date he informed the 
commission by letter that Albany was inconvenient as a place 
for a hearing and asked that further public hearings, if any were 
necessary, should be held at Port Ewen. There is no doubt 
that one of the important functions which the Interstate Com- 
merce Commission and state commissions perform is to offer 
an open court where any one’s grievance against a railroad or 
public utilities company can be thrashed out. Might it not be 
just possible, however, to divide some of the state commissions 
into two sections, one to hear complaints of the Port Ewen order 
and the other to study the somewhat broader problems of gov- 
ernment regulation and pass on such questions as a two-cent 
rate for passengers? 


Typical 
Case 
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THE PANAMA CANAL AND RAILWAY RATES 


_— who think of the railways as always demanding in- 
creases in rates and quarreling with their customers, the 
shippers, should take note of the fact that the transcontinental 
railways recently have been appearing, together with the shippers 
of the middle west, at a hearing before the Interstate Commerce 
Commission at Chicago for the second time within a year, ask- 
ing permission to make further extensive reductions in their 
rates to the Pacific coast. The purpose of these is to meet 
water competition via the Panama Canal and to enable some 
of the middle western shippers, whom Uncle Sam’s waterway 
has left high and dry, to retain some of their former business 
on the Pacific coast. 

This is in spite of the fact that the railways of the middle 
west, including some of the same lines, are still seeking ad- 
vances in rates by asking the commission for a rehearing of 
the western rate advance case. Of course, both the western 
and the transcontinental groups of roads are trying to increase 
their revenues, the western trunk lines by advancing rates which 
they consider unremunerative and the transcontinental lines by 
reducing rates to a point which will restore to them a part of 
the traffic they have been obliged to relinquish to the canal route 
during the past year. 

Last fall the transcontinental roads asked the commission to 
approve reductions in the rates on a list of about 100 com- 
modities which were not low enough to prevent the water lines 
through the canal from taking business away from them. These 
were to be made without corresponding reductions to inter- 
mediate points. The commission granted the authority asked 
with some modifications. Now the canal has been in opera- 
tion for over a year and both the railways and the middle 
western shippers, as they testified at the hearing, have found 
that it is necessary to make reductions in the rates on several 
hundred more commodities, if they are to retain any con- 
siderable portion of the business. Ever since the canal was 
opened the Interstate Commerce Commission has been bom- 
barded with petitions and letters from shippers in the middle 
west for some relief from a condition under which their com- 
petitors on the Atlantic seaboard have been given such low 
rates by water through the canal that they can undersell the 
shippers in the Mississippi valley who are dependent on the 
through rail routes to the coast. The railroads could not, with- 
out the permission of the commission, reduce their rates to 
the coast without at the same time reducing their rates and 
revenues on traffic to intermediate points not subject to the 
water competition. These petitions and letters the commission 
turned over to the railroads and from March 1 until September 
1 a committee of representatives of the transcontinental lines 
was in session at Chicago hearing the stories of shippers whose 
business has been hurt by the canal. 

The result has been the presentation of a petition for relief 
from the commission’s fourth section orders, similar to that 
granted in connection with the application of last fall—relief 
which would allow reductions to the coast without proportionate 
reductions to interior points on a large number of additional 
commodities. 

It was testified at the hearing that many commodities which 
have never before been considered subject to water competi- 
tion are now moving almost entirely by water; that during the 
past four months 42 vessels have been operated through the 
canal westbound with general cargoes between the Atlantic and 
Pacific ports of the United States; and that in the first 11 
months after the opening of the canal the tonnage of this class 
of traffic had amounted to 900,000 tons, substantiating the esti- 
mate made by the roads last fall that it would amount to 1,000,- 
000 tons a year. A large number of shippers who appeared 
at the hearing described in detail how their business was being 
affected, and asked that the reductions be allowed, while the 
representatives of western intermountain cities were on hand 
to protest against any reductions in the rates to the coast, 
unless they are to be given similar concessions. 
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The controversy over transcontinental rates now presents very 
much the same features that it always has during the quarter 
of a century it has been before the commission. The interior 
cities always have been at a disadvantage as compared with 
the coast cities that have both rail and water transportation, 
and this disadvantage the government has increased by building 
the canal. Although the commission a few years ago reduced 
the difference between their rates and the coast rates, it has 
not yet been able to give the interior cities the advantages that 
the coast cities derive from their location on the water. So far 
as the present case is concerned, if the rail rates are not re- 
duced the business will go to the coast by water, and while the 
intermountain cities would thus be spared the chagrin of see- 
ing the freight pass by rail on its way to the coast they would 
be no better off than if reductions in the rail rates enabled 
some of the business to move by rail to the coast. In fact, it 
is better for the interior cities to have traffic move to the coast 
by rail than by water, because the railways do employ people, 
buy supplies and pay taxes in intermountain communities, while 
the water lines do not; and, therefore, whatever causes the 
water carriers to take business from the railways injures the 
intermountain communities by injuring the railways. 

The Panama canal was built by the people of the United 
States, partly for benefit of the shippers of the United States. 
As it has turned out, the canal is benefiting only the shippers 
of the Atlantic and the Pacific coasts, and it is necessary 
for the railroads to come to the assistance of the remaining 
shippers to prevent them from being harmed while the shippers 
on the coasts are being benefited. 





SOUTHERN PACIFIC 


& news as severe a test as is likely to be applied to a rail- 
road company operating in eight states was applied to the 
Southern Pacific in the two years ended June 30, 1915. The 
law of chances would be strongly in favor of prosperity in some 
of these states—they include the Southwest, Pacific coast and 
mountain states—in at least one out of two successive years. 
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Operating revenues. for the 10,311 miles of railroad operated 
by the Southern Pacific in 1913 amounted to $142,775,000. In 
1914, with 111 more miles in operation, operating revenues 
amounted to $138,520,000, and in the fiscal year ended June 30, 
1915, with 10,554 miles of line in operation, operating revenues 
amounted to $129,866,000. Operating expenses and taxes in 1913 
amounted to $98,567,000; in 1914 to $100,825,000, and in 1915 to 
$94,125,115. In 1913 the Southern Pacific earned a surplus avail- 
able for dividends of $26,868,000, the equivalent of 9.85 per cent 
on its stock. In 1915, notwithstanding all the difficulties which 
it had to contend with in the two years, the company earned 
$20,452,000 surplus available for dividends, or the equivalent of 
7.50 per cent. The Southern Pacific is paying 6 per cent. 

Two years previous to the floods and crop failures of 1914 
the Southern Pacific had just finished going through a strike of 
machinists which would have tried the resources of the strongest 
of American railroads. In 1915 the prostration of industry, and 
with it the cessation of all but the most necessary purchases 
and of all but the most necessary railroad journeys, was a 
factor which all of the railroads serving the cotton producing 
states had to face, and while only a small proportion of the 
Southern Pacific’s lines are in the cotton producing states, the 
loss was considerable. The lumber trade was in as bad a way 
as cotton. What increase there was in passenger business 
from the expositions at San Diego, Cal., and San Francisco was 
more than offset by the effect of the business depression on pas- 
senger traffic. 

Passenger revenue in 1915 amounted to $36,865,000, a loss of 
$3,550,000, or 8.78 per cent, as compared with the previous year. 

The real reasons which underlie the Southern Pacific’s ability 
to get through such a long period of continuously and severely 
adverse conditions date back to the early history of the company. 
For years and year Collis P. Huntington poured money back 
into the Southern Pacific to an extent that it would be almost 
impossible to determine from the records. What is known of 
these records, however, leads one to suspect that when the valua- 
tion of the Southern Pacific is concluded the cost of reproduc- 
tion new for that property will be so far in excess of the cost 
of the value of the property as carried on the books as to 
astonish any one not intimately familiar with the history of 
the Huntington and Harriman regimes. The fact that the com- 
pany has never gone through a receivership is of importance in 
this connection. Deferred maintenance will eat into the whole 
structure of a transportation plant at a constantly increasing 
ratio that makes it the most expensive way that there is for a 
railroad to save money. The Southern Pacific never had the 
necessity for saving money in this way. On the other hand, alk 
the traditions of the operating and maintenance departments 
have been to make maintenance so complete as to keep the prop- 
erty abreast of advancing standards. The fact that the mainte- 
nance of way officers of the division report to the division super- 
intendent makes it easy and natural to live up to these traditions. 

In 1915 a total of $15,356,000 was spent for maintenance of way 
and structures, a decrease as compared with the previous year 
of $1,159,000; but in 1915 the average expenditure for mainte- 
nance per mile was $1,455. This is liberal maintenance. 

The total spent on maintenance of equipment was $19,816,000. 
The following table shows the cost of repairs and the cost of 
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The Southern Pacific 





depreciation and retirements together for locomotives and cars: 
1914 
$3,920 

309 


1915 


Per locomotive: 
epairs 

Depreciation and retirements 
Per passenger-train car: 

epairs 838 

Depreciation and retirements 137 
Per freight-train car: 

Repairs 93 

Depreciation and retirements 21 

The higher charges for depreciation and retirements are made 
in compliance with the orders of the Interstate Commerce Com- 
mission, which require a charge to operating expenses for the 
depreciation portion of rental paid on equipment, which in 1914 
the Southern Pacific charged to income and not to expenses. 

Transportation expenses in 1915 amounted to $44,007,000, a 
saving as compared with the previous year of $2,393,000, or 5.16 
per cent. The average trainload of all freight was 464 tons in 
1915, as against 471 tons in 1914. One reason for the smaller 
trainload was the greater proportion of unbalanced traffic on 
the lines east of El Paso. The percentage of loaded freight 
car miles to total car miles in 1915 on the lines fast was 69.22, 
as against 70.91 in the previous year. There wasjan increase in 
the price of locomotive fuel, which resulted in a cost for the 
fuel used in 1915 $765,000 greater than would hav | been the cost 
for the same quantity of fuel in 1914. To offset this there was 
a saving of $450,000 made through the more economical use of 
fuel. The same amount of fuel in freight service moved 6.83 
per cent more gross tonnage in 1915 than in 1914, and in passen- 
ger service, 2.85 per cent more gross tonnage. 

The total tonnage of revenue freight in 1915 was 31,857,000. 
The tonnage of all classes of freight, except agricultural prod- 
ucts, was less than in 1914, the total in 1914 being 31,960,000. 
The greatest falling off was in lumber and other forest products, 
which furnished 4,992,000 tons, or 15.80 per cent of the total ton- 
nage in 1915, while in 1914 these classes of commodities furnished 
5,717,000 tons, or 17.89 per cent of the total tonnage. In 1915 
products of agriculture furnished 6,881,000 tons, or 21.78 per cent 
of the total tonnage, while in 1914 they furnished 5,803,000 tons, 
or 18.16 per cent of the total tonnage. 

It will be recalled that in 1914 the United States Supreme Court 
decided that proven fraud alone could defeat the Southern 
Pacific’s title to its oil lands. Since that decision the attorney 
general has brought suit to show that there was fraud in the 
Southern Pacific land case and that because of the fraudulent 
concealment of its acts by the railroad company the six-year 
period of limitation does not apply. The chairman of the execu- 
tive committee says that the institution of these suits does not 
lessen-the confidence expressed last year as to the ability of the 
company to sustain title to the lands in question. The Supreme 
Court during the past year decided the case that was brought by 
the government to compel the Southern Pacific to forfeit its 
title to unsold lands which had been granted to the Oregon & 
California Railroad, holding that an injunction should be granted 
against the disposition of these lands and the timber thereon 
until Congress should provide legislation for their disposition, 
“and at the same time secure for the defendants all the value 
the granting acts conferred upon the railroads.” 

During the year there was an increase in funded debt of the 
Southern Pacific and proprietary companies of $3,832,000, and in 
non-negotiable debt to affiliated companies of $4,425,000. There 
was $6,080,000 spent for additions and betterments to road and 
equipment and an additional investment in affiliated companies’ 
securities and in advances to these companies of $20,559,000. The 
company had on hand at the end of the year $16,308,000 cash 
and demand loans and deposits, which was $2,863,000 less than 
at the beginning of the year, with no loans and bills payable and 
but $7,693,000 audited accounts and wages payable. For a com- 
pany doing a business of more than one hundred and a quarter 
millions this is a particularly good showing for accounts and 
wages payable. 

Mention should be made of the Southern Pacific’s safety 
record. With one exception, no passengers have been killed in 
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train accidents for six years and 11 months, and during this time 
12,046,000,000 passengers were carried one mile. During the year 
six employees out of 8,664 employed in train service lost their 
lives in train accidents. 

The following table shows the principal figures fot operation 
in 1915, as compared with 1914: 


1915 


10,554 
$80,020,751 
36,864,998 
129,865,675 


1914 
10,422 
$85,864,379 
40,414,932 
138,520,259 
16,515,452 
21,475,526 
3,114,348 
46,400,045 
2,292,153 
3,864,742 
93,662,267 
7,162,625 
37,695,367 
53,580,277 
21,257,918 
805,702 
16,361,088 
4,090,128 


Average mileage operated 
Freight revenue 
Passenger revenue 
Total operating revenues 
Maintenance of way and structures 
Maintenance of equipment 
Traffic expenses 
Transportation expenses 
Miscellaneous expenses 
General expenses 
Transportation for investment—Cr. .......... 
Total operating expenses 
Taxes 
Operating income 
Gross income 
Net income 
Applied to sinking funds 
Dividends 
Surplus 


327,13 
87,753,842 
6,371,273 
35,689,614 
53,481,178 
20,570,319 
939,725 
16,360,464 
3,270,130 


NEW YORK, NEW HAVEN & HARTFORD 


HERE have been numerous instances in the history of 

American railroads where far too much emphasis has been 
laid either on the traffic problems of a road or on its financial 
exploitation to the eventual detriment of profitable operation of 
the property. In the testimony last week of Charles S. Mellen, 
former president of +the New York, New Haven & Hartford, 
before the jury which is trying some of the former directors of 
the company under indictment for violation of the anti-trust 
law, there was ample evidence that the traffic problems of New 
England at the time of the formation of the present New York, 
New Haven & Hartford were complex and difficult enough to 
tax the resourcefulness of any group of railroad men or bank- 
ers. It was not a question of stifling competition but of organiz- 
ing the transportation facilities of New England in such a way 
as to meet the competition of Canadian ports on the north, New 
York and the southern Atlantic ports on the south, and the vary- 
ing interests of the trunk lines. With this attempt at organiza- 
tion went a series of financial problems of the first magnitude. 
The result was that these two large problems were allowed to 
overshadow the importance of the fundamental fact underlying 
all railroad operation, which is that the business of the railroad 
is to manufacture and sell transportation of the best quality at 
the lowest cost. 

The financial problems of the New Haven in the last three 
years have been difficult beyond any conception of an earlier 
time. The underlying competitive conditions have been just as 
necessary to meet; but while never losing a grasp on these two 
factors in the situation, the management has applied itself to the 
task of more economical operation with results that must go far 
toward compensating for the almost heartbreaking strain of the 
last three years. 

Total operating revenues in the fiscal year ended June 30, 
1915, were $65,379,000, a decrease as compared with the previous 
year of $2,073,000. Operating expenses amounted to $44,127,000, 
a saving of $5,106,000. The New Haven, after paying all fixed 
charges and without including in its income account interest due 
it from subsidiary companies, except that which was actually 
paid, had a net income (profit belonging to the stockholders) of 
$2,308,000. Needless to say, stockholders were called on by their 
directors to leave this net income in the property; but the fact 
that it was earned is something which should be a gratification 
to them. More especially is this so because the saving that was 
made in expenses was in large part in transportation expenses. 

Maintenance expenditures were somewhat lower than in the 
year before, but apparently do not represent deferred mainten- 
ance, except in the case of repairs to freight cars. President 
Elliott frankly points out that the company is somewhat behind 
in repairs to freight cars and in varnishing and painting of 
passenger cars and locomotives. As a matter of fact, only 11.26 
per cent of all freight cars were in need of repairs, either light 
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or heavy, at the end. of the year, and although this is not as 
small a number of bad order cars as should be permitted in years 
of good business, it is not an unusually high one. 

Maintenance of way und structures cost $7,729,000, or 
$1,102,000, (12.48 per cent) less than in the previous year. The 
item in which there was the i:argest reduction was in maintenance 
of signals and interlocking piants, which cost $370,000 in 1915, 
or $309,000 less than in the previous year. The fact was, prob- 
ably, that in 1914 and in 1913 extraordinarily large amounts were 
spent for maintenance of signals and interlocking plants. The 
road had had a series of bad train accidents and the management 
probably felt that insofar as it was possible there would be 
safety first, cost what it might. There was also a reduction of 
$101,000 in the amount spent for rails, the total in 1915 being 
$400,000, and of $156,000 in the amount spent for other track 
material, the total in 1915 being $227,000. 

Transportation expenses is where the New Haven has been 
weak for a number of years. It is argued, and correctly so, that 
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in fuel was due to less train mileage, which-is also shown in a 
reduction in wages of trainmen of $278,000, the total in 1915 for 
trainmen being $2,818,000. Thus, the reduction in trainmen’s 
wages is a little more than 9 per cent and if fuel were in the 
same -proportion there would have been a saving of about 
$400,000, leaving $377,000 to be accounted for in some other way 
against a total increase in cost of power produced and purchased 
of $176,000. 

The average trainload in 1915 was 333 tons, an increase of 29 
tons, or 9.61 per cent, over the previous year. The average num- 
ber of freight cars, including caboose, per train was 31.78 as 
compared with 28.35. President Elliott says: “This is a step in 
the right direction, but there is much chance for further econo- 
mies through the purchase of heavier locomotives, in lengthening 
side tracks, and the creation of better terminal facilities.” In 
other words, the gains made in 1915 were through the more 
effective use of the old facilities. Other roads, through the 
introduction of heavier locomtives, have increased their average 
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The New York, New Haven & Hartford and Its Subsidiary the Central New England 


a road with so large a proportion of its business made up of 
passenger transportation and so large a proportion of the 
freight business short haul, high class freight, necessarily has 
high transportation expenses; but that these transportation ex- 
penses are capable of reduction has at last been demonstrated. 
These expenses in 1915 amounted to $23,959,000. This is a de- 
crease as compared with the year before of $3,020,000, or 11.19 
per cent. The largest saving was made in fuel and in the pay- 
ments for loss and damage and injuries to persons, and for 
clearing wrecks. The amount spent on loss and damage and 
injuries was $1,413,000, a decrease of $553,000. Fuel for train 
locomotives cost $3,768,000 in 1915, a decrease of $777,000 as 
compared with the previous year. The use of electric locomo- 
tives for hauling freight trains from New York has been 
gradually extended towards Stamford, Conn., and this quite 
surely has helped materially in the reduction in expenses for 
fuel. If this assumption is right the economies of electric opera- 
tion are beginning to show themselves. Train power produced 
cost $412,000 in 1915, an increase of $155,000 over the previous 
year, and train power purchased cost $190,000, or $21,000 more 
than in the previous year. Part, of course, of the $777,000 saving 





trainload by 50 per cent or more. Whether or not the nature 
of the New Haven’s traffic will permit of any such increased 
trainload as this is too much to say; but that there are large pos- 
sibilities is evidenced by Mr. Elliott’s remarks. As it is now, 
the New Haven has 1,165 locomotives, and of these, 343 are 
Moguls, with an average tractive power of 27,427 lb., and 367 
are American type, with a tractive power of 17,115 lb. The 
New Haven has such a large volume of light passenger business, 
branch line trains, etc., that its American type locomtives can be 
used to advantage; but the opportunity for increased trainloading 
by the substitution of Mikados for Moguls and the equipment of 
more locomotives with superheaters—the New Haven now has 8&8 
locomotives equipped with superheaters—is very large. 

Since July 1, 1903, the New Haven has issued $317,203,000 of 
its own securities, of which $87,217,000 has been stock and the 
remainder interest bearing debt; and $37,200,000 of bonds and 
notes of the New England Navigation Company, the New York, 
Westchester & Boston, and the New York Connecting, making 
a total of $364,403,000 of securities, and for all of these securities 
the New Haven must be responsible, although the guarantee of 
the Connuecting railroad’s $8,000,000 bonds is shared by the 
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Pennsylvania Railroad. The New Haven received $388,049,000 
for these securities and spent $171,669,000 on additions and better- 
ments to its own property and to its leased lines and on obtaining 
securities of leased lines. About $39,000,000 was spent on the 
New York, Westchester & Boston; about $9,500,000 on the New 
York Connecting, and about $6,000,000 on the Grand Central 
terminal, making a total of $225,971,000 spent on steam railroads 
and terminal properties. In addition there has been an investment 
of $167,000,000 in outside property, including $100,527,000 spent 
on trolley lines and their securities. 

The balance sheet at the end of the year has a credit to profit 
and loss surplus of $3,733,000; but as the annual report points 
out, if under the terms of the settlement of the government suit 
against the New Haven the company has to sell its trolley and 
steamship lines at a heavy loss, it may be forced to show a very 
considerable debit to profit and loss. On the other hand, a physi- 
cal valuation of the property will pretty surely show very much 
higher cost of reproduction new than the cost of assets as shown 
by the books, and it may be that loss on securities which the com- 
pany will have to sell will be offset, or even more than offset, 
by the appreciation in its property, as shown by valuation. 

The following table shows the principal figures for operation 


in 1915 as compared with 1914: 
1915 


2,003 
$31,179,319 


1914 


Average mileage operated 
Freight revenue 
Passenger revenue 

Total operating revenues 
Maint. of way and structures 
Maintenance of equipment 
Traffic expenses »368 
Transportation expenses 23,958,702 
Miscellaneous expenses 592,054 
General expenses 1,611,243 
Transportation for Investment—Cr 

Total operating expenses 

Taxes 

Operating income 

Gross income 

Net income 


2,046 
$32,476,640 
8,831,064 
10,392,278 
502,020 
26,978,871 
614,447 
1,924,120 
9,790 
49,233,010 
3,578,444 
14,641,138 
22,471,648 


2,307,971 68,662 


ST. LOUIS SOUTHWESTERN 


OF the total tonnage carried by the St. Louis Southwestern 
only about 12 per cent is made up of cotton, cotton 
seed and cotton seed products. While there was a decrease in 
the fiscal year ended June 30, 1915, of 7 per cent in the tonnage 
of cotton and 9 per cent in the tonnage of cotton seed, there 
was a 16 per cent increase in the tonnage of cotton seed 
products, so that the total tonnage of these three commodities 
was about 297,000 tons in 1915, as compared with 309,000 tons 
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road, earned $10,628,000. This is less by $2,164,000 than the 
revenues in 1914, and amounts to a decrease of 16.92 per cent 
as compared with the year 1914. The number of passengers 
carried one mile totaled 88,411,000 in 1915, a decrease as com- 
pared with the previous year of 22.15 per cent, and the ton 
mileage of freight totaled 747,474,000, a decrease of 9.95 per cent. 
Furthermore, the receipts per passenger per mile averaged 2.29 
cents in 1915, or 2.14 per cent less than in the previous year, 
and the receipts per ton per mile averaged 1.06 cents, a decrease 
of 5.36 per cent, as compared with the previous year. With 
this reduction in business to be handled the company’s trans- 
portation expenses amounted to $3,809,000, or 8.29 per cent less 
than in the previous year. The total saving made in expenses 
was $1,473,000, of which $344,000 was in transportation expenses. 
It will be seen, therefore, that the greater part of the cut in 
expenses was made in maintenance. 

Maintenance of way and structures cost $1,586,000 in 1915, or 
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in 1914. The direct loss, therefore, from an unprecedentedly 
bad year for the cotton growers of the territory served by the 
St. Louis Southwestern was not serious; but the indirect loss 
to the railroad, due to the loss of purchasing power of the 
cotton growers and the economies both in traveling and in 
purchases, hit the railroad hard. 

In 1915 the St. Louis Southwestern, operating 1,754 miles of 


The St. Louis Southwestern 


$351,000 (18.13 per cent) less than in the previous year, and 
maintenance of equipment $2,076,000, or $587,000 (22.03 per 
cent) less than in the previous year. President Britton states 
quite frankly that a considerable portion of the saving in main- 
tenance of equipment expenses is due to deferred repairs of 
freight cars, which with the smaller traffic were not needed in 
service. The fact also that the company received 2,120 new 
freight cars early in the year made it easier to store bad order 
cars and allow their repairs to await better business. 

The St. Louis Southwestern did not reduce its passenger 
service in anything like the proportion of the reduction in 
business. It is almost never possible for a railroad to cut off 
passenger service in full measure with the loss in passenger 
mileage, but the Southwestern runs only two passenger trains 
each way a day on most of its lines. Its service is highly com- 
petitive and to cut off one of these trains was considered to be 
out of the question. On branch lines the passenger service con- 
sists of a mixed train each way each day and this service cannot 











Ocroser 29, 1915 


very well be cut. There was a reduction of 6 per cent in passen- 
ger car miles and of 17 per cent in parlor and observation car 
miles, but a very large increase in the mileage of dining cars— 
from 314,000 miles in 1914 to 794,000, or one and a half times as 
many more. Competitive conditions through the Memphis gate- 
way were such as to make it advisable, the management thought, 
to change from a buffet parlor car to a full dining car service. 

For the first time the company began running motor cars 
and a total of 238,000 miles was made by these cars. Much of 
this service was necessary to forestall orders of the state com- 
missions for putting on passenger trains, the service rendered 
by the motor cars being just as satisfactory and the saving, as 
compared with the cost of running steam trains, being quite 
considerable. 

This decision not to reduce passenger service accounts pretty 
surely in large measure for the failure to reduce transportation 
expenses to a greater extent. President Britton also mentions 
some large judgments for personal injuries which were settled 
in 1915, although the accidents occurred in a previous year. The 
total payments for injuries to persons were $243,000, an increase 
as compared with 1914 of $54,000. This was in part offset by a 
reduction of $43,000 in payments for loss and damage. 

The tons of revenue freight per train-mile averaged 304 in 1915 
as against 394 in the previous year, an increase of 3.32 per cent, 
and the total trainload, including company freight, averaged 345 
tons in 1915, as against 338 tons in the previous year, an increase 
of 2.24 per cent. 

The apparently low trainload is due very largely to competitive 
conditions. For probably three-quarters of the time at least the 
fast freights out of St. Louis at night could haul from half as 
much again to twice as much tonnage if the necessities of this 
service did not preclude waiting to fill out full rating. In connec- 
tion with transportation economies, however, mention should be 
made of the results which were obtained in getting foreign cars 
off the line so as to avoid per diem payments. The miles run per 
car per day for foreign cars in 1915 was 44.63, as against 40.21 the 
year before, and the average number of days each foreign car was 
on line was five in both years, while the average number of days 
each home car was on foreign lines was 153 in 1915 and 203 in 
1914. 

The company spent a total of but $2,783,000 on additions and 
betterments to its property, of which $2,048,000 was for additional 
equipment. Nearly all the money for this additional equipment 
had been raised in the previous year and at the beginning of the 
year was deposited in the form of cash. At the end of the year 
the company had still on special deposit $383,000 and had current 
cash on hand amounting to $676,000, and during the year had 
borrowed and carried on its balance sheet as loans and bills 
payable $1,622,000. The outstanding securities of the company 
were reduced through the payment of equipment trust certificates 
by $350,000. 

The prospects for the present year are much brighter. The 
Arkansas Railroad Commission has approved of rates which went 
into effect May 20, 1915, which will give the company approxi- 
mately 7 per cent greater revenue on its Arkansas intrastate 
traffic than it had been getting under the old rates. The com- 
pany has petitioned the Interstate Commerce Commission to 
increase its interstate passenger fares, which it had previously 
reduced to two cents a mile because of intrastate rates, to three 
cents a mile, and the Interstate Commerce Commission has 
permitted increases on hardwood lumber which will give the St. 
Louis Southwestern from two to five cents better rates per 
hundred pounds on this commodity. Cotton prices are, of course, 
much better than they were and the outlook in the Southwest 
as in the Southeast has been much improved by the restriction 
in acreage planted to cotton and by more diversified agricul- 
ture. 

In regard to operating conditions President Britton says: “In 
order to handle the present volume of traffic more economically, 
there should be expended on the property, including the Texas 
lines, as soon as financial conditions justify, about $1,400,000, 
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which includes the development of terminals at East St. Louis, 
Ill., extension of yards at Illmo and Malden, Mo., Pine Bluff, 
Ark., and other points; re-establishing incline at Birds Point, 
Mo., washed out by flood; completion of ballasting on the Texas 
lines from Lavon to Ft. Worth and Addison to Dallas, Tex., a 
distance of approximately 75 miles; also, the relaying of branch 
lines with second-hand 75-lb. rail secured from main line where 


necessary to remove it on account of worn condition. There 
should be provided at once, however, at least 20 miles of new 
75-lb. rail to replace worn rail in the track, and in order to 
release 56-lb. rail from branch lines for use in industry and 
business tracks.” 

The following table shows the principal figures for operation in 
1915 as compared with 1914: 





1915 1914 
AVECORE MWNEE ONSTALE o.6: 6 606 ce dec decciccccecas 1,754 1,735 
ee III ora lira ck.ce.o Keaasccadiedpe ecaad $7,891,642 $9,295,143 
ee I See ee re Poe a 2,030,950 2,659,656 
Total operating revenues........ceeeeeeeecceee 10,627,861 12,791,904 
Maintenance of way and structures........+.. 1,585,88 1,937,045 
Maintenance of equipment.............seee0e 2,076,048 2,662,760 
Traffic EXPens€S ....ccccececccscccccccsccece 450,245 505,820 
Transportation €XpensesS..........eeeeeeeeees 3,808,827 4,152,955 
Miscellaneous expenses 47,7 60,13 
General expenses ............ 515,091 
Total operating expenses... .........ececeeceees 9,833,801 
CHIEN TUONO, sie oe oak coe ks Cocedeeiecedes 2,356,217 
Taxes Vee ciness eelsiideceseeessiageccsecceenesasicc 601,883 
SSFOBS INCOME 2. eer cccccccccsccccccececcesece 2,909,164 3,424,435 
EE RMN 5s, oo ooo 46 le Rd kid olka aemate *280,993 335,771 
* Deficit. 


MISSOURI PACIFIC 


HE Missouri Pacific’s report for the fiscal year ended 
June 30, 1915, furnishes all the information which is 
available to the general public upon which to base any estimate 
of the chances for success of the present reorganization plan and 
is therefore of special interest. The road went into the hands 
of a receiver since June 30, so that the report for the 1915 
fiscal year is made by Mr. Bush as president and chairman of the 
board and not as receiver. 

The company * finished the year with a deficit, after paying 
interest and rental charges, of $1,241,000. In 1914 it just broke 
even. There was a loss. of $1,295,000 in passenger revenue, the 
total being $9,865,000 in 1915, and an increase in charges for 
maintenance of equipment of $468,000, due to a charge made for 
the first time for depreciation, which two factors were not off- 
set by a saving in transportation expenses of $756,000, the total 
spent on this account in 1915 being $20,576,000. The operating 
ratio in 1915 was 73.11 and in 1914, 72.33. If either through 
increased revenues or decreased expenses, or both, the Missouri 
Pacific cannot earn more than the $13,054,000 operating income 
earned in 1915, the total capitalization on which it could earn 7 
per cent would be but $25,600 per mile on its 7,285 miles of 
road. 

A lower operating ratio might be the result either of a 
higher average ton-mile rate or decreased expenses per unit of 
business handled, or both. The ton-mile rate in 1915 was 7.69 
mills, comparing with 7.99 mills the year before. In 1915 operat- 
ing revenues per mile of road amounted to $7,990. The freight 
density (revenue ton-miles per mile of road) was 780,000, an 
increase as compared with the previous year of 3.16 per cent. 
The passenger density was 67,625, a decrease as compared with 
the previous year of 10.25. A single-track road with as low a 
density of freight and passengers as the Missouri Pacific has 
an opportunity for materially decreasing its expenses per unit 
of business handled if it can obtain an increase in traffic. This 
holds good, however, only if the road and equipment are in such 
shape as to permit of the use of modern methods of reducing 
transportation expenses. The physical condition of the Missouri 
Pacific has been very greatly improved under Mr. Bush’s man- 
agement, but any heavy increase in traffic could probably only 
be handled with the purchase of some new equipment and 
especially of heavy locomotives. Together with this would have 
to go further improvements of the roadway and the bridges, 





* Except where otherwise specifically mentioned the figures are for 
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system including with the Missouri Pacific and the St. reais Iron p> Bins 
tain & Southern. 
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along the lines which have already been laid down by Mr. Bush. 

To secure additional traffic, however, the Missouri Pacific has 
got to get it in competition with the other roads serving the 
same territory, and the only way that this can be done is through 
service. It is possible to greatly improve freight service and 
passenger service and still to reduce operating costs, as has been 
shown in the case of the Erie, but this means the expenditure 
of a large amount of additional capital. The Missouri Pacific 
has the backing of Kuhn, Loeb & Co., New York, which assures 
strong and adequate banking support, but additional capital ex- 
penditures can only be justified by a reasonably safe prospect of 
earning adequate returns on them. 

Under normal conditions the total tonnage of freight for the 
Missouri Pacific is divided about as follows: Products of mines, 
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The Iron Mountain serves a territory which is either industrial 
or whose principal money-making crop is cotton. The Missouri 
Pacific’s territory is agricultural, the chief crops being corn, 
wheat and oats. The Missouri Pacific’s freight revenue in 1915 
was $21,256,000, or nine per cent greater than the revenue in the 
previous year. The Iron Mountain’s freight revenue was $22,438,- 
000, or 8.43 per cent less than in the previous year. The total 
tonnage of freight carried by the system was 22,873,000 tons, 
or 1.75 per cent less tonnage than in 1914. Products of agricul- 
ture, however, furnished 4,846,000 tons, or 19.93 per cent more 
than in 1914. Products of forests furnished 4,411,000 tons, or 
15.18 per cent less than in 1914. 

Some years ago the criticism could properly be made that 
the Missouri Pacific was not being operated in such a way as to 
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The Missouri Pacific System 


36 per cent; forest products, 22 per cent; agricultural products, 
17 per cent; manufactures, 14 per cent; live stock and meat 
products, 4 per cent, the remainder being merchandise and mis- 
cellaneous. The year 1915 was, however, by no means normal. 
There was severe depression in the lumber trade and in all lines 
of business in the south, and, as more railroad annual reports 
come out, it is becoming more apparent that there was retrench- 
ment and conservatism in buying even in the parts of the coun- 
try that had unusually large crops. On the other hand; the 
Missouri Pacific exclusive of the Iron Mountain, serving Kansas, 
southeast Nebraska and northern Missouri, had the benefit of 
the traffic furnished by record crops in these states. If we 
take the income accounts of these two companies separately 
the adverse and favorable factors in 1915 are at once contrasted. 


get the greatest net revenue year in and year out. By this is meant 
that often a short-sighted policy was pursued as to maintenance 
to the detriment of possible economies in transportation expenses. 
So far from this criticism being justified now, the Missouri 
Pacific is unusually well operated. In 1915 even with the big 
falling off in lumber, which loads heavily, and the big increase 
in agricultural products, which load comparatively lightly, the 
average revenue train load was 417 tons as against 389 tons in 
1914, and 294 tons in 1910. With an increase of 3.12 per cent 
in the total ton mileage, including company freight, there was a 
decrease of 5.19 per cent in freight-train miles. The larger train 
load of revenue freight was shown notwithstanding an increase 
of 4.29 per cent in empty car mileage with almost no increase 
in loaded car mileage. The number of cars per train averaged 
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The 
Missouri Pacific found it possible to cut down some passenger 


33.26, or 5.25 per cent more than in the previous year. 


train mileage to meet the large loss in passenger revenue. The 
total number of passengers carried one mile in 1915 was 492,- 
664,000, a decrease as compared with the previous year of 10.24 
per cent. The total passenger train mileage was 11,156,000, or 
6.77 per cent less than in 1914, 

A study of these figures and of traffic conditions in the terri- 
tory served by the Missouri Pacific, when taken in connection 
with the present feeling of investors and bankers toward railroad 
securities, leads to the conclusion that the Missouri Pacific’s only 
salvation will be better intrastate rates for both passengers and 
freight and higher interstate rates on at least a considerable 
portion of its freight traffic, which in turn should lead to a 
renewal of confidence in the earning power of the property. With 
the restoration of its credit the company can command a large 
amount of new capital and put the plant in such shape as to give 
the most economical operating results. 

The following table shows the principal figures for 1915 as 
compared with 1914: 





1915 1914 
Average mileage operated........ccccccccccece 7,285 7,285 
Ere an eae eee $43,683,712 $43,995,027 
ee Se a reer ee 9,864,6 11,159,634 
TURE “ORETAUOE TEVODUOE. 6. 6.060600 cso cstie cece 58,209,306 59,985,731 
Maintenance of way and structures.......... 8,141,892 8,593,601 
Maintenance of equipment...........ecceees 10,769,047 10,301,335 
CO SI ee err eee er re re »417,094 1,330,992 
URINE, oo os cans eins Braise ero kaa amaaS 20,576,420 21,332,567 
MENGE Soc ce A deG awe cen bao BENS Neel 92, 265,195 
REE © cata Sicbich awd oeewne sews 00 seaweed 1,484,807 1,563,877 
TOL GDETEHME CKOCNEER. . 0.055 ciccdds ces cece 42,559,670 43,387,567 
I a aOR a ait a dy aieleie sb -o'Sin'ad 4-4 wear ate 2,552,429 2,513,432 
Operating income «+++ 13,053,640 14,084,731 
Og A, ee ee ee ere re re 14,156,814 15,215,452 
UN SINE oo 6c as dieiedehie's 0:08 Onsen bnee eaGaeiense *1,240,546 74,692 
* Deficit. 


CHICAGO & ALTON 


T HE Chicago & Alton has made a most unusual showing in 
a reduction in the direct items of train expense of 12.38 
per cent in the fiscal year ended June 30, 1915, as compared 
with the previous year, despite an increase of 3.20 per cent in 
freight train mileage, and a decrease of only 1.04 per cent in 
passenger train mileage. Since the new regulations of the Inter- 
state Commerce Commission in regard to the division of freight 
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1914. The trainload in 1915 was 454 tons, as compared with 
479 tons the year before. The transportation expenses per train 
mile for all classes of service were 75.1 cents, in 1915, and 80.1 
cents, in 1914, or a decrease of 7.17 per cent, with a decrease 
of but 5.22 per cent in the tonnage per freight train.* 

The Chicago & Alton operates 1,050 miles of road. It has 
double track for most of the way between Chicago and St. Louis. 
On this line the business is highly competitive, and some of it, 
such as dressed meats and other packing house products, of 
which the Alton carried 344,000 tons in 1915, has to be carried 
on a very small margin of profit over and above actual out-of- 
pocket expense. The line between Kansas City and St. Louis 
is a single-track line, and is also in highly competitive territory. 
In the fiscal year ended June 30, 1915, total operating revenues 
amounted to $14,246,000, a decrease as compared with the previ- 
ous year of about $14,000. The passenger business of the Alton, 
like other roads in its territory, was adversely affected by the 
business depression, and the freight business was better than the 
year before, because of the large tonnage of agricultural prod- 
ucts resulting from extraordinarily good crops. Passenger rev- 
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The Chicago & Alton 


and passenger expenses were not in effect in 1915, it is not 
possible to allocate the economies as between these two classes 
of service. For a number of years very few roads have shown 
any decrease in transportation expenses per train mile; in fact, 
almost all of them have shown increases per train mile, due to 
higher wage schedules, and increased cost of fuel and train ex- 
penses, which were increased by the running of longer trains. 
In some cases the economies effected by heavier average train- 
loads have offset the increased costs per train mile; in many 
others they have failed to do so. The Alton shows a very consid- 
erable decrease in the transportation expenses per train mile, with, 
however, a somewhat smaller trainload, the saving in expenses per 
train mile more than offsetting the loss of tonnage per train, 
so that the expenses per ton-mile were lower in 1915 than in 





enue amounted to $3,840,000, in 1915, a decrease of $290,000, and 
freight revenue to $9,201,000, an increase of $308,000. 

Total operating expenses amounted to $11,112,000, a decrease 
of $1,195,000. This is before the subtraction from expenses of 
the income account prescribed by the Interstate Commerce Com- 
mission—Transportation for Investment—Cr. Incidentally it 
might be mentioned that the report of the Alton makes a dis- 
tinction between total operating expenses and net operating ex- 
penses, making clear the fact that total operating expenses, in 
1915 and 1914, are comparable, and the net figures are not com- 





* These figures, 


: of course, do not prove conclusively that transporta- 
tion expenses per 


[ ton mile were reduced, since, as is mentioned above, 
the transportation expenses are not divided as between passengers and 
freight; but since the transportation expenses per train mile in passen- 
ger service are less susceptible of variation, the strong presumption is 
that the figures given above do indicate a reduction per ton mile. 
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parable. The decrease of $1,195,000 in total operating expenses 
was the result of a reduction of $321,000 in maintenance of way, 
$355,000 in maintenance of equipment and $377,000 in transpor- 
tation expenses. The saving in transportation expenses has al- 
ready been commented on. The amount spent for materials for 
renewals and repairs, as distinguished from track labor and the 
labor for applying these materials, was about the same for ties 
and rails in 1915 as in 1914. For bridges, trestles and culverts, 
however, it was very much smaller in 1915, the 1914 expenditures 
being abnormally high because of the elimination of previously 
deferred maintenance. There was an average of 285 tie renewals 
per mile of main track in the year 1915, as compared with 255 
in 1914. 

Maintenance of equipment cost $3,335,000, in 1915. The cost of 
repairs per locomotive, in 1915, was $3,129, and in 1914, $3,505; 
of passenger cars, $912, in 1915, and $1,022, in 1914; of freight 
cars, $67, in 1915, and $87 in 1914. 

Apparently the condition of locomotives in service was better 
at the end of the year than at the beginning. There were 93 
locomotives out of service at the beginning of the year, in shop 
or waiting for repairs; at the end of the year there was a total 
of 73, which included 15 in outside roundhouses undergoing light 
repairs. At the end of the year the company had 34 locomotives 
stored, as compared with 28 at the beginning of the year. Dur- 
ing the year 17 locomotives and 414 freight cars were scrapped. 
For heavy power the Alton has 50 Mikado locomotives, and there 
are two Mallets. There was no new equipment acquired during 
the year. 

A total of $767,000 was spent for additions and betterments 
to road, the two principal items of expenditure being $224,000 
for land for transportation purposes, and $115,000 for shops and 
engine houses. 

The company had on hand at the end of the year $976,000 in 
cash, and $466,000 cash in transit, with $1,675,000 loans and bills 
payable. At the beginning of the year there was but $145,000 
loans and bills payable. 

One cannot help asking what is going to happen to the Alton. 
The Union Pacific owns a controlling block of its stock, and 
if it is possible for good railroading and strong financial support 
to pull the company out of its difficulties the Alton will come 
out all right; but, as in the case of other roads in its territory, 
it is a real and very serious question as to whether, under 
present rates and present competitive conditions, it will be pos- 
sible to so improve operating conditions as to make the opera- 
tion of the property even pay the interest charges on its bor- 
rowed money without any immediate prospect of profit to the 
owners. 

There is a cheerful note touched in the discussion of trans- 
portation expenses in the following paragraph: 

“The increased expense in operation of joint facilities, $32,- 
508.15, is due principally to the inauguration of Kansas City 
Terminal on November 1, 1914, although at practically all points 
where joint facilities are used by this company an increased 
expense is apparent. This refers not only to transportation 
accounts but also to both maintenance and general expenses, 
and is due to a relatively greater share of traffic handled through 
such joint facilities.” 

The following table shows the principal figures for operation 


in 1915 as compared with 1914: 
1915 
1,050 
$9,200,547 
3,839,893 
14,245,624 
1,647,541 
3,334,943 
436,498 
5,216,447 
115,435 
361,520 
11,112,384 
39,677 
508,839 
2,660,584 
2,757,821 
1,690,156 


1914 
1,046 
$8,892,256 
4,130,289 
14,259,479 
1,968,047 
3,689,709 
512,128 
5,593,546 
136,814 
407,500 
12,307,744 


Average mileage operated 
Freight revenue 
Passenger revenue 
Total operating revenues 
Maintenance of way and structures 
Maintenance of equipment 
Traffic expenses 
Transportation expenses 
Miscellaneous expenses 
General expenses 
ee IR CORNER sos 5.55 bhp Wo ste aesese>e 
Transportation for investment—Cr 
Taxes 
Operating income 
Gross income 
Net deficit 


568,938 
1,382,797 
1,478,107 
2,762,290 
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SSUANAEEAUEANUOSAAAETAET SNEED 


IMPORTANCE OF CAB LIGHTS 


To THE Epitor oF THE RAILWAY AGE GAZETTE: 


Every locomotive should be provided with a cab light in a 
convenient place to enable the engineman to read his train 
orders, instructions and time table by night, clearly and without 
strain, and the proper officer should see to it that such equip- 
ment is provided and kept up. 

In these busy days, especially on single-track lines, train orders 
and messages play an important part in the movement of trains, 
and it is essential that an engineer may be able to read his 
orders quickly and easily, in order that his attention to the track 
ahead be not unduly diverted. This particularly where Form 19 
is used extensively for orders and trains pick them up without 
stopping. 

The majority of engines on western railways are now equipped 
with electric headlights, and an auxiliary cab light for the illu- 
mination of the steam gage, etc.; but in only a few cases have 
I found a mechanical department which takes interest in placing 
a light in a convenient position for the purpose which I now 
speak of. Too often an engineman has to hold his orders up 
to a gage light and let the light shine through them. In case of 
a dim carbon it is difficult to read an order in that way. 

The proper place for a reading lamp is immediately over the 
engineman’s seat box, with a switch by which it may be turned 
on or off at will. Some similar provision should be made for 
use on engines not equipped with electric lights. Such engines 
as are provided with acetylene lighting can be easily equipped; 
and where oil lights are used a lamp similar to a gage light 
can be placed in a convenient position for the engineman’s use. 
The desideratum is a light in such a position that he can con- 
veniently use both of his hands to hold the paper. 


Witiiam E. Watts 
Despatcher, Denver & Rio Grande R. R. 


Puesto, Colo. 


OROVILLE SIGNALING CRITICIZED 
New York City 
To THE Epitor OF THE RatLway AGE GAZETTE: 

In your editorial note, printed October 8, commenting on the 
installation, described in your columns, at Oroville, Cal., on the 
Western Pacific, comprising cab signals to be used without any 
visual roadside signals, and an automatic stop, you say that 
it is to be hoped that the world will be given the benefit of 
the experiments which are to be made with this installation. 
Well said! There is great need of full and impartial reports 
of experiments in this line, more thorough than anything that 
has yet been published. Is the American railroad world going 
to continue to witness the expenditure every year of good money 
by the thousands for experiments in automatic train stops which 
never get anywhere? Will anybody venture to say that the 
devices which you have noticed in your columns within the last 
two or three years have swallowed up less than half a million 
dollars? And what do these investors, who have put up this 
money, think of their investments? 

The railway officers of the country are cautious in their 
expenditures in this line. But are they not justified in being so? 
What are the lessons of experience? 

The other parts of your comments seem pretty mild. Why 
not describe the situation just as it is? One of the first requi- 
sites in the automatic field is that every device shall detect its 
own failures; but the National Safety Appliance Company’s 
devices, both the signals and the automatic stopping device, are 
arranged on the open circuit plan. The apparatus on the engine 
is complicated and of such design that severe cold weather will 
probably interfere seriously with its operation. The line circuits 
required, except for the overlapping features, are practically 
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the same as for the control of a system of semaphore signals, 
but the devices installed to give the signal indications in the cab 
of a locomotive appear to be of such a character that this will 
cost more than semaphore signals. 

The current consumption is apparently in excess of that re- 
quired for semaphore signals, and there is little in this regard to 
recommend the National devices. 

In the operation of the track transformer, 28, Figs. 1 and 3, on 
which dependence for applying the brakes on the engine is 
placed, current must flow through this magnet to induce a re- 
verse current in the engine magnet, and a failure of contact 35 
to close when it should, or a failure of relay 9 to pick up its 
armature through exhaustion of battery 26, or even a cross con- 
nection between certain wires of the engine equipment will result 
in a failure of the brakes to apply when thy should. That this 
open circuit feature is a great and serious objection is obvious, 
as experience has often shown that it is just at the time pro- 
tection is most needed that devices are apt to fail. Any one who 
has tried to get in at the front door late at night and found 
the bell did not ring on account of the breaking of a wire, or 
an exhausted battery, will know, without too much explanation, 
what the objections are, and what are the chances of an open 
circuit device failing. 

Two magnetic devices of the general type of the National 
Safety Appliance Company’s device have been given service ap- 
plications by roads near New York, although with both of these 
there was not the chance of failure from the circuits used 
that there is with the installation on the Western Pacific. Two 
other devices, one promoted by a prominent Buffalonian and 
another by a resident of New York state, have been brought to 
the attention of the railroads and have been given very careful 
consideration and study; one from a model and the other from 
an installation approximating service conditions. That the mag- 
netic induction type of apparatus seems to be the most promis- 
ing is a growing belief of many signal engineers; but that 
they are prepared either to recommend or to use open circuit 
devices, which may so readily fail, is a step which does not 
seem to be warranted by the development and the working of 
any automatic stopping devices the design of which has been dis- 
closed up to the present time. 

The circuit arrangement in your description shows that the 
brakes are applied by the automatic stop at a point beyond that 
at which the stop signal is displayed in the engine cab and that 
an overlap is provided to insure a certain distance in which, 
it is assumed, there will be length of track sufficient for the 
train to be brought to a stop before meeting with an obstruc- 
tion. While it may be satisfactory, from an operating stand- 
point, to use the overlap on a road having light traffic and one 
where there are no interlockings, the delay to traffic occasioned 
by the use of the overlap is such that Eastern roads and those 
which have a number of interlockings, particularly grade cross- 
ing and junction points, have decided that they can not afford 
the delay to trains that will result through the additional spacing 
required, and particularly where an automatic stopping device 
is depended on to enforce the keeping of the overlap distance 
free of trains. 

A number of roads have given the overlap a fair trial and 
have been forced to give up its use owing to the impossibility 
of running the desired number of trains. 

There is no road using the overlap as a complete installation. 
On all of those roads where it may be found there are one or 
two places which are not protected. Complete overlap pro- 
tection, such as the protection which is provided against run- 
ning over a misplaced or open switch, as well as where there 
is a train in the block ahead, may be said not to have been pro- 
vided by any railroad up to the present time. If the protection 


is to be such that the stop would be applied at certain places 
and not at others, so that an engineman running by the signal 
at a point where the overlap was not provided could cause a 
collision, even though the stopping device were in use, it would 
undoubtedly be held by the public authorities that the road was 
at fault for not having provided complete protection everywhere. 
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The magnets on the engine clear those on the track three 
inches, while the track magnets stand one inch above the top 


of the rail. With most roads it is a requirement that no part 
of the track apparatus project above the top of the rail and a 
clearance of the parts on the locomotive of but four inches is 
not sufficient to insure against damage from contact with objects 
on the right of way. 

Track circuits arranged as are those shown in Figs. 1, 2 and 
3, where one rail is common to two circuits, will be found un- 
reliable in operation and should not be depended on for such 
important service as the control of an automatic stop. It has 
been found, by extended experience with circuits so arranged, 
that currents will flow from one circuit through parts of the 
other under the varying conditions due to poor insulation, broken 
or loose connections, broken rails, etc., to such an extent as ta 
occasionally cause wrong working of one or the other of the 
relays of the two connected track circuits. 

The action of the dash-pots of relay 9, Fig. 5, may be exceed- 
ingly unreliable and irregular under the varying conditions of 
lubrication, humidity and temperature that will be experienced 
under general use. If the relay should not operate to close con- 
tact 35 no application of the brakes would be made. If a 
back contact were not made at contact 35 no application of the 
brakes would be made, although the block ahead might be 
occupied. It is within the range of possibility and probabil- 
ity that armature 14 of relay 9 may not be lifted at the time 
the engine magnet passes over track magnet 28. Should this 
occur no application of the brakes would be made. With but 
two magnets to be energized, as in this case, it has been found 
by a certain Western road that to permit enginemen to observe 
signals returned from the proceed to the stop position, before the 
engineman should pass the signal, it was necessary to place the 
signals 220 ft. in advance of the commencement of the track cir- 
cuit, thus showing apparently that a longer time to operate than 
has been allowed for is probably desirable. 

The use of time-limit relays, cutting off current from the track 
magnets, would seem to be economizing at the expense of reli- 
able and safe working. The advisability of using the short track 
sections and slow releasing relays is surely questionable when 
the expense of installation and maintenance is considered, irre- 
spective of the complications introduced by the use of such 
apparatus. Time-limit relays, of the pattern shown, do not 
appear to be nearly as reliable as those of the ordinary free- 
acting type. 

The elimination of wayside signals and the use of cab signals 
only can not be recommended as good practice, as the engine- 
man’s attention is likely to be occupied in observing the signal 
in the cab and not looking ahead. Eliminating the wayside sig- 
nals makes it practically impossible to check the display of sig- 
nals made on the engine; so that in case of collision an engine- 
man need only say the indication called for the action taken by 
him and there would be no means of ascertaining whether or not 
he told the truth. 

As has been shown by the working of an automatic stopping 
device on a short section of an Eastern road, where road- 
side signals have not been installed, it is extremely difficult, if 
not impracticable, to get satisfactory maintenance, owing to the 
difficulty that the maintainers experience in locating trouble and 
determining whether or not the trouble, when apparently located, 
has been entirely removed. 

Again, it seems unwise to place all of the signal indicating 
apparatus and the automatic stop on the engine where, in case 
of a failure of any of the essential parts, there would be no 
information by which the engineman might be governed while 
the engine was making its run to the end of the division or to a 
point where repairs might be made. It is a case very much of 
“putting all of the eggs in one basket,” and is very different 
from that of the ordinary signal installation, where signals are 
placed along the track. With an installation of semaphore sig- 
nals a failure generally results in but one or at most a few signals 
being affected, and the time lost at such places is comparatively 
short. The movement is readily protected by flagging or by 
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running at low speed. The results, however, with an installa- 
tion like Oroville would be very different and would on single 
track call for sending a flagman ahead of the train for the entire 
distance to a point where orders for the movement of the train 
could be obtained or where the train could be run under its time 
table rights without block signal protection. 

I believe I am justified in saying that the conservative signal 
engineers of the country hold imperatively that an automatic 
stopping device, in addition to being safe and reliable in its 
working, shall be operative between the distant and the home 
signal, and be so arranged that when the engineman is reducing 
the speed of the train to bring it to a stop at or before reaching 
the home signal, the brakes should not be applied or the action 
of the engineman interfered with; but that, however, should 
the engineman permit the speed of the train to be such, at any 
point between the distant and the home signal, that the home 
signal would be run by while it was indicating stop, the device 
should operate to stop the train. Should the brakes be applied 
by the stopping device it should not be possible for the engine- 
man to effect their release until the train has been brought to a 
stop. This method is an essential requisite for practicable and 
successful operation, if the automatic stopping device is to be 
put in service on trains as at present run without requiring the 
use of the overlap. As before stated, complete overlapping pro- 
tection can not be provided on the average steam surface rail- 
road; and, even if this were practicable, the restrictions to traffic 
resulting would be such that it would not: be possible to move, 
in a given time, the trains that are now being safely and satis- 
factorily run through important junction and crossing points. 

M. TAINer. 


FRENCH PASSENGER SERVICE 
Paris, France 
To THE EpIToR OF THE RAILWway AGE GAZETTE: 


The following tables show the make-up and schedule of the 
Havre-Paris express of the French State Railways, which it 
may be of interest to compare with similar data for American 
express trains. 

This train runs usually with 19 cars, which are well filled. 
The cars are mostly of the steel underframe type, fitted with 
truss rods and are steel sheathed. They are steam heated and 
have Westinghouse air brakes, but no air signal system. Second 
class is equivalent to our day coach, the character of the third 
class being such that it would not be put up with in America. 

For a while this train was hauled by ten-wheel locomotives, 
but it is now hauled by Pacific type locomotives, as before the 
completion of the bridge over the Seine at Rouen [described 
in the RatrLway Ace Gazette of Séptember 24, page 564] Pacific 
locomotives could not be operated to Havre. 


Havre-Paris Express 
Total Wt. per 


Type Wt., Length, Total wt., pass., 


No. of 
wheels tons +4 Seats seats tons Ibs. 


cars Description-- 
Luggage van ies ~ 
Postal se = 18 
Second-class vestibute cor- 
ridor 1,028 
Dining vestibule corridor... 8 Dl sae 
First-class vestibule corridor 8 oe % 
Second-class corridor....... 4 2 800 
Third-class corridor........ 690 
Luggage vans 4 owe ee 
Combination first and sec- 
ond-class corridor 
Third-class corridor 
Luggage van 


_ 
© | mm MNUnNhKS nee 


, SCHEDULE 
Distance, 


17.10 


ar. { 17.38 
lv. 1 17.45 


18.09 


ar. { 18.16 
Iv. 1 18.18 


ar. sie) 
Iv. 118.51 


20.58 
The approximate fares per mile are as follows: First class, 
3.8 cents; second class, 2.5 cents, and third class, 1.6 cents. 


Last 3 cars attached 
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RIPLEY, E. P. 


An Ode to the President of the Santa Fe on the Occasion of His 
Seventieth Birthday 


By Francis W. LANE 


Through desert and canyon and mountain and plain 
The Santa Fe follows the trail; 
Prunes and lemons it takes 
From Pacific to lakes, 
And thereby accumulates kale. 
But when Ripley, E. P., 
Came up to the tee, 
Though he didn’t play golf much—not yet— 
According to Poor, 
Four millions or more ‘ 
And big D, represented its “net.” 


When the line was first built from the lakes to the sea, 
Outgrowing Topeka and Kansas, 
South and West, wild and woolly, 
Liked the road; it was bully! 
And everyone dreamed of bonanzas. 
Its patrons had class, 
For each rode on a pass; 
Every greaser had one in his hat; 
If you offered a ticket 
That was bought through a wicket :— 
“Blast my eyes,” said the con.; “What is that?” 
When Ripley, the wizard 
With brains and with gizzard, 
Took hold twenty winters ago, 
The whole of its stock 
Was just out of hock— 
For the road was quite busted, you know. 


Now this is the course that Ripley pursues :— 
He is leary of those of the Street; 
When Wall Street beguiles 

This canny boy smiles 

And replies in a manner discreet :— 
“I’m busy with whacks 
On old Brass Tacks 

When the hammering seems to be good; 
And it’s best for the health 
To accumulate wealth 

By industriously bisecting wood. 


“Tt is not good when the railroad man 

Cahoots with those on the Street; 
When the railroader blows 
The whole Street knows 

And prepares itself for a treat; 
At the end of the score 
The Street’s back door 

Has a heap of bones nearby; 
For the railroader’s meat 
Has been pickled to eat 

And his hide hung up to dry.” 


So, at three-score and ten we congratulate him 
And the road whose Moses he’s been; 
Since his drives are still strong 
May his course yet be long 
To the clubhouse over yon on the green; 


May he stick to the game and keep up his form, 
For lo! these many more moons; 
May he gather much kale 
For the Santa Fe trail 
Out of lemons and livestock and prunes! 











Elimination of the Tower Grove Crossings, St. Louis” 


A Complicated Grade Separation Problem Was Solved 


Recently by the Missouri Pacific and the 


Frisco 


By E. L. Wonson 


Bridge Engineer, Missouri Pacific, St. Louis, Mo. 


The tracks of the Missouri Pacific and the St. Louis & San 
Francisco lie closely adjacent from the St. Louis union station 
westward nearly to the city limits. Between Grand avenue and 
Kings Highway boulevard, a distance of 1% miles, the only 
main thoroughfares for north and south traffic are Tower Grove 
and Vandeventer avenues, which intersect at an angle of 52 deg. 
at the point of crossing of the railways. 

The general location of the railways and streets is shown on 
the accompanying map. At Tower Grove avenue the Oak Hill 
branch of the Missouri Pacific diverges from the main line. 
This is a double track belt line connecting with the main line 
of the St. Louis, Iron Mountain & Southern in South St. Louis 
and is used by all St. Louis passenger trains over the Iron 
Mountain, as well as by a considerable industrial switching ser- 
vice. This line crosses the Frisco at grade. Connecting with 
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the Oak Hill branch, the Missouri Pacific also has a track 
crossing the streets south of the Frisco tracks and leading into 
the plant of the Liggett & Myers Tobacco Company, it in turn 
being crossed at grade by two Frisco connections to the plant of 
the American Car Company. 

With the development of this section of St. Louis by indus- 
tries, stores and residences, together with the rapid growth of 
a large residence territory to the south, served by Tower Grove 
and Vandeventer avenues as through thoroughfares, the street 
traffic over the crossings become continually heavier, amounting 
in 1909 to approximately 400 street cars, 2,400 vehicles and 6,000 
pedestrians per 24 hours. Protection by gates and watchmen was 
afforded for some years prior to the elimination of the cross- 
ings. Both railways maintain passenger stations at Tower Grove 
at which practically all passenger trains stop; this, although 
contributing largely to freedom from serious accidents, increased 
the inconvenience and delay to street traffic by the necessity of 
occupying the crossings during stops. The total train movements 
over the crossings average 250 per 24 hours, of which 100 are 
passenger trains. 

The main lines of both railways rise to a natural summit at 
Tower Grove, while the intersecting streets are practically level, 
indicating the possibility of a separation of the crossing, either 
by street depression as less costly, or by track depression as 
removing the summit in the railway profile. Actually the track 
depression is limited by considerations of economical adjustment 
and practical operation of important industry connections, as well 





* Abstract of a paper presented before the St. Louis Engineers’ Club. 


as by a long ascending grade on the Oak Hill branch, a short 
distance south. 

The question of eliminating these crossings was first taken 
up by the city in 1905, on a basis of track depression. After 
further study, however, by the Board of Public Improvements 
of the city of St. Louis, and the engineering departments of 
the railways, an agreement was arrived at early in 1907 on the 
basis of street depression. Ordinances embodying this agree- 
ment were rejected by the Municipal Assembly in 1908, consid- 
erable popular oposition having developed to what was called 
the “tunnel plan.” 

New ordinances, requiring depression of tracks under the 
existing street levels, were passed in April, 1909, requiring an 
approximate expenditure of $3,000,000, as compared with about 
$500,000 for street depression. They were considere:’ py the 
railways as unduly oppressive and by the industries as destruc- 
tive of their railway connections, and it became necessary to 
determine the rights of the parties in court. 

The ordinances were upheld by the St. Louis Circuit Court, 
and appealed to the Supreme Court of Missouri, which in a 
unanimous opinion, handed down in December, 1912, held in 
brief that, while the city had power to require elimination of 
the crossings and to prescribe the general method, as by track 
or street depression, the ordinances in question were void, both 
as being unreasonably burdensome in their requirements and 
as not having originated as prescribed by the city charter. 

Meanwhile the present management of the Missouri Pacific 
had assumed charge of the property, and general plans and 
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estimates were prepared for six different methods of elimina- 
tion, of which one contemplated partial depression of tracks 
and elevation of streets, being the general method finally adopted. 

Immediately following the Supreme Court decision of De- 
cember, 1912, the Board of Public Improvements called a con- 
ference with the railways, and announced a preference for 
partial track depression and street elevation as a basis of elimi- 
nation. The details were worked out for a new ordinance 
rapidly, which was passed and approved in March, 1913, and 
formally accepted by the railways. Actual work was started on 
November 1, 1913. 


ADOPTED PLANS 


The streets were elevated 13 ft. over the tracks on reinforced 
concrete bridges, the tracks being depressed 13 ft. to afford a 
22-ft. clearance above top of rail. The filled street approaches 
are on 3% per cent grades with retaining walls along the street 
lines, except where abuting property is raised to conformity 
with the new stréet grade. 





800 


The railways endeavored to induce adjoining property owners 
to raise their buildings and lots, offering to provide the neces- 
sary filling, and pointing out that the expense of restoring the 
property to the street grade would constitute a definite and 
easily-adjusted claim for damages. Several owners proceeded 
along these lines, but the majority preferred to await a definite 
adjustment with the city, which, under the ordinance, assumed 














West Elevation of Viaduct Over Missouri Pacific Tracks 


the damages. The city officials were successful in making such 
an adjustment in a number of cases, and under waiver of 
damages, raised the buildings and built retaining walls at the 
rear of the lots, the railways providing the filling. 

A profile shows the former and present railway main line 
grade lines with the summit lowered by the depression. The 
most unsatisfactory features as to gradient are found on the 
tracks leading into the Liggett & Myers Tobacco Company and 
American Car Company, upon which, although depressed as 
far as practicable into the plants, grades of from 2%4 to 3 per 
cent are required, which add materially to the expense of op- 


erating and maintaining these connections. 
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have rectangular columns and footings spaced about 12 ft. center 
to center. The columns are 18 in. by 24 in. and 20 in. by 24 
in.; they are joined at the tops by cross girders supporting 
the deck beams, and at the bottoms by continuous diaphragms 
extending to 4 ft. above the top of rail, serving primarily as 
a guard against damage to the bridge from derailed equipment. 
The footings of bents and abutments are designed for a maxi- 
mum pressure of 2% tons per sq. ft. on the firm yellow clay 
found at this point. At Vandeventer avenue the angle of in- 
tersection between street and railway is only about 27 deg. at 
the Missouri Pacific tracks, and 421%4 deg. at the Frisco tracks; 
consequently the deck beams are built normal to the bents, and 
are supported with the deck slab at the street lines by facia 
girders from 26 to 72 ft. long, those over 35 ft. being steel 
plate girders encased in concrete. The abutments of the Frisco 
bridges are of gravity section, while for the abutments and 
connecting retaining walls of the Missouri Pacific bridges, a 
reinforced counterfort type is used on the north side, and a 
bent and slab design on the south side. 

At Race Course avenue, requirements of street width at the 
elevated level and track room at the depressed grade, necessi- 
tated the use of cantilever brackets for supporting the sidewalk 
and concrete rail along the retaining wall, between the Tower 
Grove and Vandeventer bridge abutments. As the face of the 
retaining wall and the street line are not parallel, the overhang 
of the sidewalk slab is variable throughout. 

With the exception of Park avenue, which is paved with 
granite blocks, the elimination ordinance required all streets 
affected by the work to have creosoted wood block paving on 
a concrete base, full width concrete sidewalks, steel curbs on 
the viaducts and granite curbs on the approaches. 

Material changes were required in the brick station buildings 
of each railway. It was decided to relocate the Missouri Pacific 
station at the new street grade on a slightly different location. 
New foundations were built in trenches down to the depressed 





Overhead View of the Viaduct Looking North 


A photograph shows the finished street bridges, which, with 
their limiting abutments and retaining wallsy;form an X-shaped 
structure with a section of solid fill at the central portion be- 
tween the railways. The construction, except the abutments of 
two bridges, is of reinforced concrete throughout, consisting 
of a beam and slab deck resting on. abutments and intermedi- 
ate bents and forming four and five spans as shown. The bents 


track level and partly under the building, which was kept in 
service until the new foundation walls were brought up to the 
former street level. Station service was then transferred tem- 
porarily to two large box car bodies fitted up for the purpose, 
location and the foundations completed. The Frisco station has 
been maintained without change in level or position; it was 
underpinned with new foundation walls to the depressed track 
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level and stairway connections to street and tracks were con- 
structed. 
DIVISION OF COST 


The elimination ordinance provided that the construction cost, 
including the relocation of municipal sewers and water mains, 
should be asumed by the railways, and the damages to abutting 
property, by the city. The expense of rearranging utilities other 
than those municipally owned, such as street car tracks, gas 
mains, conduits, wires, etc., was assumed by the proprietary 
interests. Prior to starting work, an agreement was reached 
between the two roads whereby each should build the viaducts 
over its own tracks and the approaches thereto; this agreement 
also provided for a specified division of the work of raising 
Park avenue and those portions of Tower Grove and Vande- 
venter avenues between the tracks. There resulted a distinct 
division of the work on the basis of location, except as to the 
construction by the Missouri Pacific of two spans over its Lig- 
gett & Myers spur south of the Frisco tracks and of the re- 
taining walls and building underpinning required by its depres- 
sion. With the exception of these latter items and of the 
raising and moving of its station building, the Missouri Pacific 
handled all work with its own forces. The Frisco performed 
its track depression and rearrangement with its own forces and 
the remainder of its work by contract. 


CONDUCT OF THE WORK 


Owing to the considerable volume of street traffic and the 
absence of other crossings in the vicinity, it was necessary to 
provide for maintenance of street traffic throughout the con- 
struction. The plan carried out involved closing the two west 
legs of the “X;” that is, Tower Grove north and Vandeventer 
avenue south of the intersection, the plan being to complete the 
elevation of these sections and turn street traffic over them, 
permitting in turn the closing and elevation of the other two 
legs of the “X.” 

In making the Missouri Pacific track depression, the two main 
tracks were first thrown over to the south side of the right of 
way, and a steam shovel cut was started as wide as practi- 
cable along the north side from the west end of the depression. 
In the vicinity of the streets the cut was widened to include 
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street, sufficient width could not be left between the operated 
surface tracks and the edge of the excavation for the proper 
accommodation of passengers and the handling of baggage and 
a temporary platform 500 ft. long was built along the tracks 
for this purpose, connection with the station being provided by 
a temporary foot bridge over the excavation. 

A permanent track was then laid in the excavation, to which 











Construction View. Temporary Crossing of Street Car Tracks Ove 
Missouri Pacific Westbound Tracks and at Grade with Missouri 
Pacific Eastbound Track 


westbound Missouri Pacific traffic was transferred, the tempo- 
rary street bridge at Vandeventer avenue being raised about 
4 ft. to provide overhead clearance. This permitted the re- 
moval of one of the two surface tracks, widening the excava- 
tion and the construction of the second permanent track at 
the depressed level. The depression of the Oak Hill branch 
was performed in a similar manner, except that for a distance 
of 1,000 ft. from the Frisco crossing south to McRee avenue 
only one track has been depressed, pending a possible reloca- 
tion at this point. 

The greater portion of the material for raising streets and 
private property was dumped from the dirt trains brought on 








West Elevation. 


excavation for the bridge abutments and retaining walls along 
the north side of the tracks in order that the concrete work 
might be started. When the cut had been carried up to the 
Street car tracks in Vandeventer avenue, a wooden bridge was 
built behind the shovel to carry the street traffic over the exca- 
vation by a slight detour. The cut was then continued through 
the street and to the east end of the depression. East of the 
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Frisco Tracks on the Right Crossing Missouri Pacific Oak Hill Branch in the Foreground 


a temporary track from the west end of the depression into 
Tower Grove, Race Course and Vandeventer avenues. A con- 
while the building was raised and moved to the new level and 
siderable amount was also deposited directly on the ground by 
the steam shovel, when working near the streets and spread by 
teams. The balance of the excavation not required for filling, 
was disposed of at nearby points on the line. 
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The Frisco excavation was also made by steam shovel under 
somewhat less difficult operating conditions, as it was possible 
here to divert traffic on two temporary tracks largely clear of 
the excavated area. A portion of the cutting beneath and be- 
tween the street bridges was handled successfully by a Thew 
shovel loading on cars or into wagons as conditions dictated. 

It had been intended to change all railway traffic to the 
depressed level and the highway traffic to the elevated level on 
the same day, but unforeseen delays and complications made it 
impossible to abandon all the surface tracks at this time. A 
temporary bridge was therefore built to carry street traffic over 
the incomplete portion of Tower Grove avenue north, and Van- 
deventer avenue south of the street intersection. To provide 
for clearance over the surface track used by Oak. Hill trains 
and the Frisco detour tracks, this bridge was raised about 4 ft. 
above the permanent street grade with runoffs on the completed 
concrete viaducts. After this change in street traffic, a com- 
paratively free opportunity was afforded for the remaining steps 





Construction View Showing Conditions Before Grades Were 
Separated 


of the work. All railway traffic was removed from the surface 
in February, 1915, and on July 31 all streets were opened for 
travel. 

To handle concrete the Missouri Pacific installed a tower 
plant with chutes at the corner of Park and Vandeventer ave- 
nues, served by a temporary spur track. Sand and gravel were 
unloaded by a derrick and clamshell bucket into a divided 
bin and drawn by gravity into a divided truck, which was 
moved to the mixer and dumped into the hopper by a cable 
attached to the hoisting engine. On the Frisco work, a small 
portable tower traveling with the mixer was used, and the 
material was hauled to it in wagons from the team tracks at 
Park avenue. The total cost of the construction work to the 
railways, the city and the public utility companies was $830,000. 
It involved 220,000 cu. yd. of excavation, 60,000 cu. yd. of filling, 
17,400 cu. yd. of concrete, 540 tons of reinforcing steel, 78 tons 
of structural steel and 23,300 sq. yd. of paving. Owing to the 
conditions imposed upon both design and construction, the work 
required attention out of proportion to its magnitude. More than 
200 drawings covering the permanent work as constructed were 
prepared by the Missouri Pacific alone. The engineers in charge 
of the planning and execution of the work were F. G. Jonah, 
chief engineer, and Perry Topping, assistant engineer, for the 
St. Louis & San Francisco; C. E. Smith formerly assistant chief 
engineer; E. A. Hadley, chief engineer during the later stage 
of construction, and the writer, assisted by W. D. Hudson, L. H. 
Davis and S. M. Bate, assistant engineers, for the Missouri 
Pacific. 
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RAILWAY ELECTRICAL ENGINEERS’ 
CONVENTION 


The eighth annual convention of the Association of Railway 
Electrical Engineers was held at the Hotel La Salle, Chicago, 
October 18-22, H. C. Meloy, chief electrician, New York Central 
Lines West, presiding. Mr. Meloy spoke of the good work that 
had been done by the various committees in co-operating with 
other associations, such as the Master Car Builders’, Illuminating 
Engineers’, and the American Railway Engineering Associations. 
The secretary-treasurer reported a cash balance of $1,357.29, and 
a membership of 507, of which 170 are senior active members, 
95 junior active members, 20 honorary members and 222 associate 
members. Reports of progress were submitted by the commit- 
tees on Reciprocal Relations, Loose Leaf Binders, Wire Cross- 
ings, Electric Headlights, Wireless Telephone and Telegraph, In- 
dustrial Trucks, Metal Conduit Specifications and Rating of Train 
Lighting Lamps. 

The committee on Standards for Train Lighting Equipment 
presented as its report the standards adopted by the Master Car 
Builders’ Association, with the exception of the design of the 
armature pulley. It was believed that by relocating the web of 
this pulley it will be possible to use the same patterns for the 
ball bearings and the sleeve pulley. The chairman was in- 
structed to confer with the chairman of the Train Lighting 
Committee of the Master Car Builders’ Association, with a view 
of having this matter again drawn to the attention of the M. C. B. 
Association. 

The committee on Wire Specifications presented a revision of 
the former specifications to conform to the best engineering 
practice. 

The committee on Car Wiring presented a set of specifications 
covering the complete installation of an electrical wiring system 
for the lighting of passenger cars to meet the requirements of the 
Board of Fire Underwriters’ rules. These specifications are in 
considerable detail and were accepted by the association as 
recommended practice for car wiring. 


DATA AND INFORMATION 


The committee, reporting on this subject, stated that, as in 
previous years, it has been difficult to obtain the necessary in- 
formation from the railroads, regarding their equipment. From 
that which was obtained it was found that there has been little 
or no change in the electric car lighting situation during the 
past year. There has been a great increase in the number of 
gas-filled Mazda lamps used and the number of Cooper-Hewitt 
lamps reported this year is considerably ‘larger than last year. 
The number of electric arc headlights has increased from 12,432 
to 16,446 and the number of incandescent headlights from 932 
to 1,287. It was also shown that although the total number 
of shops reported this year is practically twice that of last year, 
the percentage of the shops at which the power is purchased 
remains the same, being 42 per cent in each case. The total 
horsepower of the connected load at the shops at which the 
power is purchased represented 30 per cent of the total last year 
and 29 per cent of the total this year. 

The report was signed by Edward Wray, chairman, Railway 
Electrical Engineer; C. J. Causland, P. R. R.; G. W. Cravens, 
C. & C. Electric and Manufacturing Company; W. A. Del Mar, 
I. R. T.; A. J. Farrelly, C. & N. W.; J. E. Gardner, C. B. & Q., 
and W. M. Wiggins, Pullman Company. 


ILLUMINATION 


The committee stated that an investigation is to be made on 


the study of illumination for classification yards. Regarding the 
development of the incandescent lamp, it was stated that since 
1907 the sale in this country of the Mazda lamp has been increased 
from 0.1 per cent to 71 per cent of the total lamps sold, while 
that of carbon lamps has decreased from 93 per cent to 7 per 
cent, the remainder being practically entirely Gem lamps. The 
only justifiable use of the Gem lamps is where mechanical break- 
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age is excessive, due to vibration of the courses. The Mazda C 
or gas-filled lamp bulbs are now commercially available in the 
multiple burning type from 1,000 watts down to and including 
the 100-watt size and in the 110-volt class. The development 
work in the Mazda C lamps for train lighting service has pro- 
gressed to a point where they will soon be commercially available. 
In this connection there is an important question to be settled 
regarding the sizes that should be provided, as it is highly 
desirable to avoid the multiplicity of sizes that the railroads have 
been using in the vacuum type. In the Mazda B, or vacuum type 
lamp, the improvements made have been almost entirely in in- 
creasing the efficiency. These have amounted to approximately 
6 to 9 per cent, and in a few sizes somewhat more. 

The report is signed by L. S. Billau, chairman, B. & O.; C. W. 
Bender, National Lamp Works, General Electric Company; L. C. 
Doane, Holophane Works of the General Electric Company; 
H. C. Meloy, N. Y. C.; J. L. Minick, P. R. R., and G. O. Moores, 
B. & O. 

Discussion.—Preston S. Millar, Electrical Testing Laboratories, 
New York, stated that the modern Mazda lamps have been found 
to be more rugged than the Gem lamps. He also believed that 
the gas-filled Mazda lamps of small wattages would be so ex- 
pensive to make and the increase in efficiency so small that 
together with the increase in the intrinsic brilliancy of the 
filament which is objectionable to the eye, they would not be 
desirable in train lighting service. At the present stage of 
development of the gas-filled lamp the 100-watt sizes do not 
seem practical. 


STANDARDIZATION OF CRANE MOTORS 


The committee in making a study of the existing conditions 
of traveling crane equipment in railway shops has found that the 
present installations are in a rather chaotic condition, so far as 
any attempt at the standardization or uniformity of a motor size 
is concerned. 

After making a careful analysis of the problem with a view to 
fully meeting the needs of the modern locomotive repair shops 
and at the same time reducing the number of different crane 
capacities to a minimum, the committee believed that the fol- 
lowing nine crane sizes would suffice, these capacities being in 
tons, 2, 5, 10, 15, 30 (single and double trolley), 60, 75, 120 
(double trolley), 150 (double trolley). The 30-ton, 120-ton and 
50-ton cranes each having the double trolley hoist, will actually 
reduce the number of sizes to the following: 2, 5, 10, 15, 30, 60 
and 75. The committee states: “There may be individual pref- 
erences on the part of many engineers for odd sizes of cranes, 
but it is no trade secret that odd crane sizes specified by railroad 
engineers usually are made up as a compromise equipment from 
a few standard sizes, and not always with the best results for 
either the crane manufacturer or the railroad company.” 

The great advantage of standardization in crane motors would 
be the reduction in the number of spare parts, armatures, etc., 
to be carried in stock, which would greatly facilitate the repairs 
or replacements. It was recommended that the committee be 
continued for another year. The report was signed by H. C-. 
Meloy, chairman, N. Y. C.; T. V. Buckwalter, P. R. R.; J. E. 
Gardner, C. B. & Q.; A. J. Farrelly, C. & N. W.; Edward Wray, 
Railway Electrical Engineer; C. J. Causland, P. R. R.; P. L. 
Batty, Arnold Company; R. M. Gaston, George P. Nichols & 
3rother; B. F. Bilsland, General Electric Company. 


AIR COMPRESSORS 


The committee made a careful study of the motor-driven, oil 
engine-driven and steam-driven air compressors. It was re- 


ported that a well-designed motor-driven compressor would have 
an over-all efficiency of 72.5 per cent, while the efficiency of 
the same type of air compressor, steam-driven, would be 77.7 
per cent, and 81.3 per cent when driven by an oil engine. It 
was believed that at a large railroad shop or terminal, which 
would require a 3,000-cu. ft. compressor and where live steam 
was to be supplied to other units, the steam-driven compressor 
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would be the most economical. A motor-driven compressor 
would be desirable where but little live steam is used in the 
operation of the plant for either power or heating, and where 
the electrical power may be purchased in the neighborhood of 
one cent per k. w. hour. The synchronous motor has proved 
satisfactory for motor-driven compressors. It has given excel- 
lent service on units from 200 cu. ft. to 1,200 cu. ft. per minute. 
The oil engine-driven compressor is the most suitable at isolated 
points, such as at large terminal yards, or at some small special 
shops where there is no demand for steam, and where the cost 
of electric current makes its use prohibitive. The best type of 
compressor to be driven by an electric motor or an oil engine 
is one designed to operate at a constant speed, with the proper 
form of valve gear and unloading device, as this prevents com- 
plication of electric motor speed variations and the oil engine 
speed variations. The report was signed by F. Wanamaker, 
chairman, C. R. L & P.; H. R. Bucks, O. S. L.; L. C. Hensel, 
S. L. & S. F.; J. F. Gardner, C. B. & Q.; F. G. Baker, Frisco 
Line; H. C. Meloy, N. Y. C. West. 


SHOP PRACTICE 


The Committee on Shop Practice considered this year the 
subjects of crane magnets, magnetic chucks and the tempering 
of tools in electric furnaces. It showed how by the use of the 
locomotive crane and magnet the cost of handling material in 
scrap yards and large store yards would be materially reduced. 
One road handled with a locomotive crane and magnet 41 tons 
of old locomotive grates in 40 minutes, 56 tons of old track 
spikes in 33 minutes and 44 tons of miscellaneous scrap in 35 
minutes. Another road is handling this class of material at a 
cost of less than 2 cents a ton, as compared with 25 to 35 cents 
by hand. Another road reports the cost of handling No. 1 
wrought iron scrap with the electric crane as 4 cents, against 
22 cents where it was done by hand. Busheling No. 2 wrought 
iron and malleable iron cost 2 cents as against 10 cents, handling 
cast iron and mixed steel cost 2 cents as against 9 cents, and 
handling sheet steel cost 20 cents as against 30 cents. The loco- 
motive crane with a magnet can be used to good advantage for 
picking up scrap along the right of way on roads where the 
traffic is dense. The information obtained indicated that the 
cost of maintenance of a crane magnet is practically negligible, 
and consists in most cases simply in the renewal of the cable. 
Where power for operating the magnet is supplied by generating 
equipment mounted on the crane there will also be some slight 
maintenance expense for this apparatus. 

Magnetic chucks are used in railroad shops to a very limited 
extent. They consist of two general types—the flat and the 
rotary type. The use of the magnetic chuck is principally in 
connection with grinding operations, either flat or cylindrical, 
although it is occasionally used for light machining operations. 
The greatest merit lies in the fact that light thin work may 
be supported rigidly without distortion of the material. The 
power required for a magnetic chuck is small, and if the shop 
lighting or power circuits are direct current the chucks can in 
most cases be connected directly to the shop lines. 

In tempering tools by the electric furnace the temperature can 
be more accurately regulated and, by means of the pyrometer, 
accurately determined. The report was signed by D. C. Wilson, 
U. P., chairman; W. E. Heald, B. & O.; H. R. Bucks, O. S. L.; 
George H. Cravens, C. & C. Electrical Manufacturing Company; 
J. M. Craig, P. R. R.; J. L. Hayes, S. A. L.;'L. R. Pomeroy, 
U. S. L. & H. Company; J. H. Bryan, West. Elec. & Mfg. Co., 
and A. L. Chapin, I. C. 


CLOSING EXERCISES 


H. D. Rohman, chief electrical engineer, Franklin Railway 
Supply Company, New York, gave an interesting talk during 
Wednesday’s session on Electric Train Lighting in South Africa 
and Roumania. He stated that out of 2,000 passenger cars in 
South Africa 1,900 were electrically lighted. The individual 
train lighting equipment is not of as large capacity as is used 
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in the United States, nor are the passenger cars as well 
illuminated. 

The following officers were elected for the ensuing year: 
President, E. W. Jansen, Ill. Cent.; senior vice-president, C. J. 
Causland, P. R. R.; junior vice-president, J. E. Gardner, C. B. 
& Q.; secretary-treasurer, Joseph A. Andreucetti, C. & N. W.; 
E. Wanamaker, C. R. I. & P., and E. S. M. MacNab, C. P. R., 
were elected to the executive committee. 

It was voted to hold the semi-annual convention at the time 
and place of the convention of the Master Car Builders’ Asso- 


ciation, and to hold the next annual convention in Chicago. 


THE RAILWAY AND THE AUTOMOBILE* 
By T. C. Powe 


Vice-President, Queen & Crescent Route 

From the earliest time mankind has found it necessary to 
move from place to place, and the means of doing so which 
we enjoy to-day, are simply the responses to that demand. 
But simply to move from one locality to another has not satis- 
fied the human race. Running all through the world’s progress 
will be found the same desire for speed, the same admiration 
for the success resulting from the application of speed. 

The substantial long-distance means of transportation in this 
country have been the steam railroad and the steamboat. The 
river steamboat service has been largely superseded by the rail- 
road, not only because of cheaper rates and faster time, but 
because the railroad traffic and transportation organizations 
have been more efficient. Had the steamboat people recognized 
this in time, they would not have been eliminated to the ex- 
tent that has come to pass. ._Their organization would have 
grown also, and they would have retained at least part of the 
through and they would have developed new local traffic. 

With this example staring us in the face, the railroad fra- 
ternity in every department must lead in transportation methods 


and not simply follow. It must be remembered that the “steam 
propelled carriage,” as it was first called, was not invented to 


run on rails, but on the public highways. It was put in com- 
petition with the stage coaches, and from the beginning, made 
better time than the coaches drawn by horses and very shortly 
made lower rates. The owners of the coach companies, many 
of whom were in Parliament, succeeded in having passed such 
restrictive laws against the “steam carriages” operated on the 
turnpikes, that they were driven off and compelled to provide 
their own roadways, and the automobile industry in England, 
as it is now known, was set back nearly two generations. 

The automobile, both for freight as well as for passengers, 
is coming into its own again. Highways are being improved 
for its benefit, and part of the very taxes paid by the steam 
railroads is being used to provide smooth roads and streets for 
the benefit of a possible and very probable future competition. 

My own experience in this country and abroad, that is, where 
the roads are good, shows that the average mileage made is 
20 miles per hour, and this is confirmed by the experience of 
others. Short distances can be made in better time per hour. 
The same kind of service can be obtained on some freight, and 
when it is understood that this time applies from door to door, 
the serious nature of the competition can be realized. There 
are now nearly 2,000,000 motor cars in this country. In a year 
there will be at least 2,000,000 automobiles exclusive of auto 
trucks. Allow each automobile an average annual mileage of 
5,000 miles—many travel 20,000—and you have a total mileage of 
10,000,000,000 automobile miles. Allow an average of two pas- 
sengers to each automobile and you have at total of 20,000,- 
000,000 passenger miles. Not all of this is taken from the steam 
roads, but the proportion of people traveling by automobile who 
otherwise would travel in some direction by railroads, is very 
important. 

“Touring” is not a Twentieth Century invention; on the con- 
trary, a writer who has made a study of it and has written a 





*From an address before the Cincinnati Railway Club, at Cincinnati, 
_Ohio, on September 14, 1915. 
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book called “Touring in 1600,” says that he had the opportunit, 
of consulting thousands of diaries, letters and other accounts 
of that period, descriptive of the various journeys throughout th: 
world entered upon for reasons other than business. All the 
world likes to travel, and travel brings about an exchange oi 
products. The point I want to emphasize is that this desire for 
travel is as strong now as it ever was, and is probably stronger. 
The facilities are better, but the serious feature for us to consider 
is whether these facilities are the ones which the steam railroads 
furnish or whether the public is turning to the automobile, the 
motorcycle, the motor boat, the electric traction line or perchance 
the aeroplane for a medium of transportation. 

Travelers have the right to ask that the passenger stations 
shall be well arranged and clean; that the attendants shall be 
courteous and attentive; that the officers and all those in author- 
ity shall be intelligent and well fitted for their positions. They 
have the right to demand that upon paying the price they shall 
be provided with the accommodations for which they pay, and 
that they shall be transported to their respective destinations in 
comfort and safety. 

The shipping public, upon paying the price, is justified in ask- 
ing that its goods shall be handled with care at all times and 
delivered at the designated point promptly and without unneces- 
sary detail or harassing regulations. 

In short, the traveling and shipping public is becoming posted 
as to the relative merits of all forms of transportation, and to 
retain its patronage, the steam railroads must enhance the effi- 
ciency of their organizations, recognizing that the only reason 
for the existence of a common carrier is to transport from place 
to place passengers and merchandise, safely and expeditiously and 
without undue or unreasonable charges or regulations. 


RESULT OF THE M. M. LETTER BALLOT 


Fifty-four subjects were submitted to the members of the 
American Railway Master Mechanics’ Association for action by 
letter ballot and of these only one was unfavorably acted on, 
that being the engineer’s torch made of steel tubing and shown 
in the report of the Committee on Standardization of Tinware 
as Fig. 1. The entire 14 recommendations of the Committee on 
Standards and Recommended Practice were adopted, these in 
cluding specifications for steel axles, fire-box steel, forgings. 
cylinder castings, etc., and steel castings. The changes made in 
the specifications for inspection and testing of locomotive boilers 
to have them conform to the Federal regulations were adopted, 
as were the regulations covering the operation of brakes on 
engines and tenders handled dead in trains and offered in inter- 
change. 

The methods of photometering locomotive headlights, as pro- 
posed by the Committee on Locomotive Headlights, and the 
rules for determining stresses in longitudinal barrel seams and 
patches, longitudinal gusset braces and flat surfaces, and stay- 
bolts, radial stays and crown bar bolts in locomotive boilers as 
presented by the Committee on Design, Construction and In- 
spection of Locomotive Boilers were also adopted. 

Thirty-nine of the 40 examples of tinware presented by the 
Committee on Standardization of Tinware were adopted, which 
should prove of material assistance to the manufacturers and 
users of this material. The instructions in fuel economy on 
locomotives prepared by the Committee on Fuel Economy for 
the instruction of the enginemen and firemen were adopted, the 
vote lacking one of being unanimous. These instructions, it is 
understood, will be printed in pamphlet form and sold at a 
nominal cost by the association. 

The three recommendations of the Committee on Forging Speci 
fications covering the fiber stresses for heat treated and alloy 
steel materials, and the specifications for quenched and tempere 
carbon steel axles and alloy-steel forgings (separate specifica 
tions) were adopted by a large majority. The rules outlined b: 
the Committee on Boiler Washing for washing boilers were als 
adopted. 








Comparative Statistics of the World’s Railways 


Bureau of Railway Economics Compiles Data for United 
States and 38 Foreign Countries; 606,000 Miles of Line 


In only one country in the world do railways haul freight so 
cheaply as the railways of the United States. That country is 
India, where the cost of labor is so little as to be almost neg- 
ligible. On the other hand, wages of railway employees in the 
United States are higher than in any other country, except West- 
ern Australia, in which country average receipts per ton are 
almost twice as great as in the United States. In our own 
country the average annual wage of the railway employee in 
1912 was $730. Only in Australia, New Zealand and Canada 
does the average annual wage reach one-half that amount. In 
Japan it is $114 per year. In capitalization per mile of its rail- 
ways, the United States is exceeded by every one of the prin- 
cipal countries of the world. The list is headed by the United 
Kingdom, with a capitalization of $277,147 per mile. Belgium 
comes next with $216,143 per mile. Russia has an average of 
$149,814; France, $148,436; Switzerland, $122,010; Austria, $121,- 
327; Germany, $116,365. The average for the United States is 
$63,535. In no country in the world has so much progress been 
made in efforts to perform railway service in a manner which 
shall best serve the business interests of its patrons. In none 
of them is the service performed so cheaply. 

These are a few of the facts indicated in a bulletin just issued 
by the Bureau of Railway Economics on “Comparative Railway 
Statistics, United States and Foreign Countries.” Numerous 
comparative statements have heretofore been compiled covering 
such statistics in a more or less fragmentary form; but no previ- 
ous compilation has approached in completeness of vital statis- 
tics those contained in the present work. 

The bulletin presents comparative data regarding the railways 
of the United States and of the principal foreign countries. 
In the list are included 38 countries or states for which are 
given in tabular form the principal information covered for the 
United States in the statistical reports of the Interstate Com- 
merce Commission. The statistics cover for 1912, the latest 
year for which fairly complete comparable statistics are avail- 
able, the principal facts concerning an aggregate mileage of 
606,000 miles, or approximately seven-eighths of the world’s 
total railway mileage. Figures for the railways of the United 
States for 1913 and 1914 also are given. The data are presented 
separately for each country and in comparative form relative 
to leading heads under financial condition and operating results. 
The eighth of the total mileage which is not included comprises 
that of insignificant or backward countries and the mileage of 
local, narrow-gage or otherwise unimportant railways in the 
principal countries. 

Inevitably the strict comparability of certain of the items for 
the different countries is affected by the inclusion or omission 
of items in the statistics of one country that are not included 
or omitted in all; but the slight error does not appear to be 
sufficient to impair the general usefulness of the data. Some 
points in which differences exist in the significance of certain 
items are pointed out under the various heads. 


FREIGHT TRAFFIC 


In average receipts per ton mile the railroads of the United 
States receive about 60 per cent of the average receipts in the 
principal. European countries. The rate in the United States 
is lower than that of any other country except India. Brazil 
stands highest in the list, with receipts nearly 10 times the 
average amount for the United States. Several countries re- 
ceive from two or three and even four times as much for haul- 
ing a ton of freight one mile as the railroads of the United 
States. The only country which has substantially the same rate 
is Canada. The average receipts per ton mile for 25 countries 


are shown in the accompanying table. 





AVERAGE RECEIPTS PER TON-MILE. 


. . Cents. Cents. 
Uritted Statees oe 6 aici cis.c 00e « 0.744 SROMAMN oiiewie ve ewacds cs ce eois 1.240 
Algeria and Tunis (1911).... 1.691 DRUMMER div sie'gce veces ewiaee 1.215 
Australia: GO hac iaes eearnueaeawe 0.703 

New South Wales......... 1.611 PONE. S ee uta eae nk cass cleat .814 

South Australia........... 1.756 Mexico (National Railways)... 1.359 
PUTED vii vine Sie -05s 0 4's 5s x's DAO GRO 6 ei weccciacceacerd v8 1.448 
Seve COPIES 65 icecivote sc cave 6.914 es Ere ror eee 1.297 
EMME rote tein ots cargo cad aoe UBS CESIO) wesc ieee 0.933 
China ae Mukden Line). 0.815 MEU rac pa tian He esicae ce ewece 1.5€5 
CAA CRMEE Fe Seiaciecna cee e cus POE SORE WESSON s o:d a's rece cine wave 2 226 
LD Se ee pee eran le BRne | PMOMMIE s oc5 ic ca tems eeeweae 1.373 
PUMICE CISELY. bccceccece dees 1.181 Switzerland Wai diae aia! aie 4 Hia.akelare as ee 
SONIA io oc oo ealoeeelaas 1.244 Union of South Africa....... 1.834 


In freight revenue per mile of line the average for the United 


States is $7,962. 


countries, viz., 


This amount is exceeded in five European 
Belgium, $14,440; Germany, $13,898; 
Kingdom, $13,295; Austria, $11,237; 


the United 
and Switzerland, $8,629. 


Yet in freight density, ton miles per mile of line, the United 


States is exceeded only by Germany. 


The effect of the difference 


in rate per ton per mile in Germany and in the United States is 


clearly brought out by a simple 


comparison based upon the two 


following tables, showing freight density and freight revenue 


per mile of line. 


Freight density is 3.6 per cent greater in Ger- 
many than in the United States. 


Freight revenue per mile of 


line is 75 per cent greater in Germany. 


FREIGHT REVENUE 


PER MILE OF LINE 


United States. ......-.+.+- LC RS ee a $13,898 
Algeria and Tunis (1911)... 2.981 Holland ............. 6,293 
ge er ree bene MEMS «Sc. oso akcencee., 5.995 
New South Wales........ Mt) SACS | As ee 3.67 
So ee ree eee ke 8 ee 1672 
South Atisivalia.......ccee 4,487 _ ar a, all tial etl 7,581 
NTE Gh eto ccahais's 31443 JAPAN wo eee eee eee eee eee 4,780 
Western Australia........ 2.273 Mexico (National Railways). 3,586 
I vine ca auaa/dnwawdhns 11,237 New Zealand .............. 3,697 
RIN <2 ocd id whe sis ons $400” NGMGSY 20s be Séiicd ic eerona 2,066 
LOE eee 4,81 Povtugal CI91O) 5. oc 6 ccc cccs 4.329 
Mamas (IGE) 6 66 ccc ceccs ae RUCEMEMELILNR 6 ada dina c'avu'a a4 5,807 
re bes | digits "| SEAS es eee 1,012 
China | miunden Line) 4,510 Spgite <2 iccsccccccccecseecs 6,149 
ON ee RE WOON ooo sle'gcicch blowccess a 3,154 
— Mn easianecenwaises G264 Switzerland §...6csccscceics 8,629 
tk asians Maleratara wale aia 6,764 Union of South Africa..... 5,435 
Prunes RISER Sccwacwewess 7,459 United Kingdom .......... 13,295 
TON-MILES PER MILE OF LINE 
(Freight Density) 
United . ee Oe 1,078,580 I a gh tt ging MN 494,002 
Australia: . i) Re Re ee 522,758 
South Australia ........ 256,139 Japan .. ‘ 587.610 
UNE cla a asave)h vo aia 5 icra aia:d 752.767 Mexico ( Natic al R: 1 aes ne 263 050 
i i enone 72.047 oe ee 

cs nics acovnan? 731,776 NOTWAY  ---.0ecereeceees 129,524 
China Geeking- Mukden Roumania err ererr cree 445,523 
NN se ie i 553.383 3 So |) a 1,033,254 

Cuba (isii) AE errr re pe RS Serre rrr: 67,08 
oe a Ae eee 293,900 Soaan C8908) oscvvccecccas 240,166 
Mramce, CISEE i 6c cccecaaeis 631,736 errr re 229,468 
CHINE direc acts cesses 1,117,376 SIGS ORIEENE 5c c.c:cejcmescns a 326,887 
pS ror error 07,637 Union of South Africa.... 296,406 





In average receipts per ton the comparative record for the 
United States appears somewhat better, but this is because of 
the longer haul. The more important European countries re- 
ceive from 50 to 75 per cent of the amount received by the 
railways of the United States, but in none of the countries in 
this comparison is there a rail haul per ton comparable to the 
256.9 miles average haul in the United States. Next to the 
United States in this respect stand Mexico, with 222 miles, and 
Canada, with 218. In important European countries the average 
haul per ton is from one-fourth to one-third the average for 
the United States. 

It should be noted, however, that the figure above given for 
the United States is the average haul per ton when all railways 
are considered as one system. The average haul per ton on 
the individual railway in the United States in 1912 was 143.44 
miles. This haul per ton is exceeded in five countries, in each 
of which, however, by reason of the extent of the country it is 
probable that conditions of transfer comparable with those cus- 
tomary in the United States prevail. Of the countries which have 
a longer average than the United States haul on the individual 
railway, the Union of South Africa and Mexico have nearly 
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three times the average receipts per ton of railways of the 
United States; India has 31 per cent more; and Canada has 55 
per cent more. Figures for Russia are not given. The figures 
for each of the countries are given in the accompanying table: 


AVERAGE HAUL PER TON 


Miles 
256.9 
73.8 


Germany 
Holland 


eS i ee re 
Algeria and Tunis (1911).... 
Australia: 
New South Wales 
South Australia 
Austria 
Belgium 
Brazil 
Canada 
China (Peking-Mukden Line). 
Cuba (1911) 
Denmark 
France (1911) 


Japan 

Mexico (National Railways). 
Norway 

Roumania 

gg (1910) 


Sweden 
Switzerland 
Union of South Africa 


MoRRSeeawe 
AUWHDOK WUE 


PASSENGER TRAFFIC 


In the consideration of passenger rates, the facts for the 
various countries are not at all comparable with those for the 
United States, unless full consideration is given to the distribu- 
tion of passengers into classes. Such distribution prevails in 
every other country except Canada included in this compilation. 
It appears that while receipts per passenger per mile are higher 
in the United States than in most countries, in only 15 of the 
countries in the list have railways less passenger revenue per 
mile of line than those of the United States, and those in eight 
countries have less passenger density. Belgium has the greatest 
passenger density and naturally the highest passenger revenue 
per mile of line. The statistics are given in the accompanying 
table. 


AVERAGE RECEIPTS PER PASSENGER-MILE 


United States 1.987. Germany 

Algeria and Tunis (1911).... 1.466 Holland 

Australia: Hungary 
New South Wales [India 
South Australia Japan 

Austria Mexico (National Railways). . 

Brazil Norway 

Bulgaria (1911) Roumania 

Canada 

China rane Mukden Line): 

Cuba (1911) 

Denmark 

France (1911) 


PASSENGER-MILES PER MILE OF LINE 
(Passenger Density) 
136,699 Germany 


Holland 
287,204 Hungary 


ited Slates... ssssnceee 
Australia: 
New South Wales 
South Australia India 
Austria Japan 
— 70963 Mexico (National Railways) 


5 
Bulgaria (1911) Norway 
Canada Roumania 


China (Peking-Mukden I 
Line) 59. Siam 
Cuba (1911) Spain 
Denmark Sweden 
France (1911) i 


PASSENGER REVENUE PER MILE OF LINE 


eee Creer ee $2,704 France (1911) 
- 1,644 Germany 
Holland 


78, 344 
131,114 
250,637 
359,268 
126.767 
139,736 
123,972 
520,666 


United 
Algeria and Tunis (1911). 
Australia: 

New South Wales 

Queensland 

South Australia 

Vv ictoria 


Mexico (National Railways).. 
New Zealand 

Portugal (1910) 

Roumania 


Pit 

Belgium 

Brazil ( 

Bulgaria 

Canada 

China ae Mukden Line). 
Cuba (1911) 


Denmark Switzerland 


United Kingdom 

The apparent facts shown by the tables above are very greatly 
modified by the statement of the distribution of passengers. In 
the United States practically all passenger traffic is first-class. 
In nearly all of the countries with which comparison is made a 
very large proportion of the passenger traffic is second, third, or 
even fourth class. The percentage of passenger travel in the 
lower classes ranges from over 98 per cent for Siam, 96 per 
cent for the United Kingdom, 96 per cent for France, 95 per 
cent for Japan, 91 per cent for Germany, down to about 50 per 
cent in some of the Australian colonies. The average revenue 
per passenger mile is greatly reduced on account of this pre- 
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ponderance of low class traffic. No comparison of rates for 
this service that is at all accurate can be made without taking 
into consideration the averages for the different classes and cor- 
sidering them in connection with the class of accommodation 
furnished for each class. The cheaper accommodations in most 
countries are greatly inferior to the service of the day coaches 
in ordinary use in United States and Canada. The distribution 
of passengers by classes for the various countries is shown in 
the accompanying table. 


DISTRIBUTION OF PASSENGERS.CARRIED, BY CLASSES 
(Total for each Country = 100.0) 


Per cent 
Onitep States 
AUSTRALIA: 
New South Wales: 


Per cent 
4th class 
Military 
HoLianp: 


3rd 

4th class 

Military 
HunGary: 

Ist class 

2nd 


Weekly tickets 
South Australia: 
Ist class 

2nd 


WRwARS Wohio 


Weekly tickets 
Victoria: 


2nd 

Intermediate 

3rd 

Season & vendors’ tickets. 
JAPAN: 

Ist class 

2nd class y 

Be RN ieee sh Ko Ss 95.1 
New ZEALAND: 

lst class 

2nd_ class 
RouMANIA: 


Western Australia: 
Ist class 
2nd 


Workers’ 
AUSTRIA: 

Ist class 

2nd 


Ist class 

2nd 

3rd_ class 

Electric line 
Brazit (1911): 

Ist class 

2nd 


SIAM 
ist class 
Bee CERMRs 6 occas ey 
3rd 
SWEDEN: 
Ist class 
2nd _ class.. 
3rd__class 
Military 
3rd SWITZERLAND: 
FrANcE (1911): 1st class 
De ee ae er ; 2nd 
RS eS een eee E 
3d R Special class 
GERMANY: Unitep Kinepom: 
Ist class y Ist class 
2nd , : 2nd_ class 
3rd f 3rd_ class 


The average receipts per passenger on the railways of the 
United States are considerably greater than those on the railways 
of the principal European countries for the reason that the 
average haul is much longer and because the traffic is substan- 
tially all first-class. Some indication of the difference in accom- 
modations furnished in the different countries is afforded by the 
statement of the average number of passengers per train. Al- 
though the trains in the United States have space accommodation 
for very many more passengers than trains in any of the coun- 
tries named, with the possible exception of Canada, yet only 
Denmark has so small an average number of passengers per train. 
The limit in the other direction is reached by India, which carries 
176 as the average number of passengers per train. In most 
of the European countries the number of passengers per train 
is from 30 to 60 per cent greater than in the United States, not- 
withstanding the smaller amount of space accommodation af- 
forded by smaller coaches and less number of coaches in the 
train. . 

The statistics for various countries are presented in the fo! 
lowing table: 


2nd 
3rd _ class 
DENMARK: 


Siow WWA Dh SHWo HOOR Han A Ob 


PASSENGERS PER TRAIN 
aitee Gietes. boats 5 os csteswsess 53 Germany 
Australia: 

New South Wales 
South Australia 


Austria 
; Japan 


Mexico (National Railways) .. 
Roumania 
Switzerland 
WAGES 
One of the most important comparisons that can be made as 
to cost of operation between the railways of the United States 
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and those of other. countries is in the average compensation of 
employees. With the exception of Western Australia, the United 
States pavs a larger average yearly compensation than any other 
country. The country having the lowest ‘average yearly compensa- 
tion per employee of which the available figures can be placed on 
a comparable basis with the United States is Japan. The average 
yearly compensation in that country is $113.88 as compared with 
$729.64 for the United States (in 1912). It appears that the 
Australian colonies and New Zealand are, with the exception 
of Canada, the only countries in which the wages of employees 
stand on anywhere near an even basis with those of employees 
of the railways of the United States. In Germany the average 
yearly compensation is a little more than half that in the United 
States. In Holland, Italy, Switzerland, Austria and Hungary 
the compensation is less than one-half the average for the 
United States. The facts are shown in the accompanying table 
for all the countries of which data upon this subject can be 
reduced to a basis which is comparable with statistics for United 
States. 
AVERAGE YEARLY COMPENSATION PER EMPLOYEE 


Based on average number of em- RINNE i Siicicecccaghas $366.96 
ployees, during year: Based on number of employees 
Australia: at end of year: 

New South Wales....... $573.45 Waited States ccd ciccdecceces $729.64 
Westen Australia......... 770.52 Australia: e 
Germany <..ccccecccccccece 404.23 Ee Pere eae: 608.52 
FIGURE 0.0.0 cab0ectoerence SIGMO° WMS. 0 tive cg eon siecweges 329.88 
TCMED SiccS owid'e pon 0.06 6 sida are<'e BN i Go ne core 604.47 
FAPAN cecccevcsccccccccers 113.88 Hungary ...cccrccccccceees 300.41 
New ZGAlANG. 0.6 <cecssece 632.16 ES rrr err oe 249.40 
BRON 8 ec aites wieews tewess 409.00 TRE SESE) vawccincsacese 211.40 


OPERATING REVENUES AND EXPENSES 


From the facts already stated and taking into consideration 
the density of both freight and passenger traffic, it is to be ex- 
pected that the operating revenues per rr‘le of line of the principal 
European countries should show amounts greatly in excess of 
those for the railways of the United States. In Germany and 
Belgium the operating revenue per mile of line is practically 
twice, that in the United States; in the United Kingdom the 
operating revenue is about two and one-half times that per mile 
in the United States, while France, Austria, Denmark, Holland, 
Italy, Russia and Switzerland show operating revenues per mile 
considerably in excess of the figure for the United States. The 
figures for 38 countries are shown in the accompanying. table. 


‘OPERATING REVENUES PER MILE. OF LINE 





atted Bietee sss s20ssna0 $11,482 France. (1911).......a0vee3 $14,521 
Algeria and Tunis (1911).. oe es eee 22,026 
AFZENtiNE ceterwweows we ose PANS pS OURD Ee techs 0000 0 cee hs 13,440 
AR 5G Saas Casas ca vie 5,621 Lohs 2 8» pimmaued rasa eRe a eam »399 
New South Wales....... 8,315 eB eS dw alae x prs 5,971 
TSUBCUBIODGEs « s:0:0:5 0.9 40:6 50-00 Dian SOREMEG <colaleis a aieeo'e7e 8 waiewerereless 13,868 
outh Australia <..c..ee oP, Cage Re a eee re eer 10,495 
MAE oo a dindiks «ei araetee 7,168 Mexico (National Railways). 5,099 
Western Australia........ 3.713 DEE DORIBOG 6 ore 0.66.5 069 0 6,813 
ROMER SiekGsauase 454308 UR” - ERM a gaels isis. eee ede 65.0 3,841 
GEIR Nie 'wiee' 9.4 een'a'eie alee ZaGos. Portudal-. C1910). .cceeceeese 7,239 
ie UR CLE eee T5304 RMOUMAMA cin ccsecces 9,830 
Bitharie MO980 DS casa ss sae 4:505::. Kuasia, C1910) 5.0000 12,424 
Camatas ouauaninssseasanlcee's 8,209 ph ipeee 5 ee eee 2,604 
CHG WAG4O) sas de wees oven 5. MMT Se wa arc-'er9006.0:a°s 8.551 
China (Peking-Mukden Line) 8680 Sweden ............4. 4,975 
TG LS Pre ee ee (709 - Switwerland ...0ccccee 15,945 
DENGATE ee wariie sue tees 12,141 Union of South Africa ,99 
D7 0) SRR ey er 13,024 United. Kingdom... 26,689 


Comparison of operating expenses per mile of line shows 
somewhat similar relation to that which obtains in respect to 
operating revenues. In this respect, however, Germany and 
Belgium show a larger excess of operating expense per mile of 
line over that of United States railways, while the relation for 
France, Holland, Switzerland and Austria is not materially dif- 
ferent from the relation shown in regard to operating revenues. 
The United Kingdom stands highest in operating expenses as 
in operating revenue. However, in the United Kingdom operat- 
ing expenses absorb only 63 per cent of operating revenue, this, 
with that of France, 62.6 per cent, being the lowest operating 
ratio of any important country. In the United States operating 
expenses absorb 69.3 per cent of operating revenue. 

OPERATING EXPENSES PER MILE OF LINE 


United’ States: ....2.65080% 7.968 REPOUR ERAN as a orice 5:0. 4aanig ts $4,545 
Algeria and Tunis (1911). 2,949 Western Australia. Rratcnrarerts 2.647 
ATQOHMME Sores sss d sas eSrysu Dee MINT oa os a oiu'o orev 8c 60%. . 17,976 
AMOUR ois chase asic 'n-0- 9! is See “BRE scale hee lide aces 16.406 
New South Wales..... 5.341 Mraz €2991) b.5 osc. vines 6,352 
Qusensland;-), .tassnbic ess 258 7 Bttiparia CIGI1). os. cc scscc dss 2.837 
SOUtH ASSEONR. (ccs cw... 4.312 NG OS Ao Sd esse as 5,639 
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8 OS ob) Sere $5,0 Mexico (National Railways) . $3, 189 
China a Line) 2; S16 sea a aaa ay 643 
ES EE A MAME conn coeens'egeeses 2" ‘200 
NS rr 10,192 Portugal J. See 3,644 
OPE tet Pere 619 OO SS EE SE AE 6.340 
Pranee WUGNED © Sivccneeiens 9.084 Russia CISIO)...cccccgeoce 8,348 
CNN nase a tude wanes s WOE UE sv uatenececcesseusnenss 989 
RE a ae eee 33. OE Ce Ar pa ceseper » 4,099 
PEE (6 Cedzsmenceceauigvas 5,451 WE ocacudateaeccueas . 3,489 
RE oa negate ccetnemeece pe ee eer etre 10,575 
avec avdd ater cd esocnue 11,644 Union of South Africa.. 5.193 
PRONE Ca.see cde Sead Hedeess 4,859 United Kingdom........... . 16,863 


Results of operation as shown in the two preceding tables are 
more clearly reflected in net operating revenue. Under this head 
the United Kingdom leads the list with $9,826 per mile; Belgium 
is second and Germany third. Chile, Norway and Brazil are at 
the foot of the list. 

Net operating revenue per mile of line for 38 roads is repre- 
sented in the accompanying table. 


NET OPERATING REVENUE PER MILE OF LINE 


Uaited Stee: cco deseaddcs SOTe Frade (IGG iss sos ccccccc $5,437 
Algeria. and Tunis (1911)... 3.732 Germany 2. .ccccccecececes 7.166 
ATONE fos csiececiascess (eee) «EOE 5 Sexwcicvcasaseeees 4,107 
PRUNE 9 ok aca Gacare series aaiacne BOe VOM ec cbc cdeccéwcdevcs 148 
New South Wales........ 2,974 MEE S e.4c duke aéuwddaeeaders 3,050 
(Queensland Sdetedet swans PO a Sa Ccrerrerr re 224 
South Australia.......... Bee ROM vec tndiess ccsds sees 5636 
WIIG ha wie ccaced onesies 2,623 Tones (National Railways) 1,910 
Western. Australia........ 1,066 New a Eewiecn ceed ‘av Gee 
QUE ca icneesscaverecccs AMES NOSWEM isccccccreccediwase 941 
MUMIA © ola nra'ea Saye ae eaaceae 7,259 Portugal CORE sc cccectces 3,595 
cE ee ee S7e . BOGEN ssordeccieseceuncs 3,490 
Btmarie: -CISTA) « oiccc cecacns 1.668 Russia - (1910)... .ccccccces .076 
WOM 6 dak G's 0'6k Reawaeaiee'e a8 As Siam sc .css pereiwes dinate are aoe “StS 
CHHE CIGIS) «cc ctvccssccces PENNE era'ctaw'andide daaieawn weed 4,452 
China vente Mukden Line) 6. 16s weden ..... taccwoeaawees +486 
CE RIPON ccb Kacidiowsarese SWMMMATIAEE: 2 se cccccccaceeee 370 
SE ui cus eee cvetenene 1549 Union of South Africa.... 2,803 
RN ere rrr eee 5,405 United Kingdom............ 9,826 


A summary of these series of comparisons of railway statistics 
between the United States and 38 foreign countries may be 
presented in a few words. With one exception, railways of the 
United States pay a higher average rate of wage than prevails 
in any other country. Also,- with one exception, freight rates 
per ton-mile in the United States are: lower than the rates per 
ton-mile in any other country. It is not an exaggeration to state 
that freight rates in most other countries are 50 per cent higher 
than:in the United States; and that average wages are 50 per 
cent lower in other countries than in the United. States is an 
understatement. Passenger rates, also, taking into account the 
accommodations furnished and the service performed as a part 
of :the-traffe, are lower.than in any-of. the countries with which 
comparison is made. In-other words,.in no other country does 


the passenger receive so great a return for the value of- his fare. 


TRAIN LOADING, TRAIN DENSITY AND TRAIN REVENUES 


How the railways of the United States have been able to con- 
duct business under these difficult conditions, in some instances 
with marked success, is suggested by one or two other compari- 
sons that are included in the bulletin from which these facts are 
taken. Passenger service in the United States is undoubtedly, 
though for causes that are apparently unavoidable, conducted 
upon an extravagant basis. Economies of operation must there- 
fore be looked for in the freight branch of the railway service. 
It appears that the most conspicuous source of economical 
operation has been found in increasing the -unit. of transporta- 
tion and in the consequent reduction in number of units relative 
to the volume of business carried on. 

In number of tons of freight hauled per train, the United 
States leads every other country by a long interval. The aver- 
age number of tons per train in 1912 was 406.8. Next in order 
is Canada with an average of 325.3. German trains carried an 
average.of 240.3 tons and Mexican trains 224 tons. In all other 
countries the average trainload was less than 200 tons. The fol- 
lowing table presents the facts: 


TONS PER TRAIN 





; Tons Tons 
Dinited tnhee scx c cc eesn de 406.8 ane Staak teesecavendea 240.3 
Sa Holland. see 
Australia: ndia 
South ‘Australia........i0 109.6 apan * Soe ee. 3% 110. 
BER 6 ct asginsverdesve ns 180.5 exico (National Railway 3) : 234s 1 
Re Jan ne dmens eo ace ty 949-3 WOUMMBMIE occ cs ceccccee va). . 143.7 
’ France PESEOR cco ccstewenec 141.7. Switzerland ..... ketacabada ce 13238 


The effect of this heavy average train load, brought about by 
the universal provision of ample track. facilities and the ‘adop- 
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tion of large motive power units, cars of large capacity and 
numbers of cars per train limited only by the capacity of the 
locomotive, is reflected in train density, or train miles per mile 
of line. Train density in the United States is about 26 per 
cent of that in Belgium; less than 30 per cent of that in the 
United Kingdom; about 40 per cent of that in Germany and 
Holland; and approximately 50 per cent of that in France, 
Switzerland and Japan. 

The corresponding result is also shown in a comparison of 
average receipts per train mile. Railways of the United States 
receive more per train mile than those of any other country 
except Mexico; and in Mexico the average rate per ton per 
mile is 82 per cent higher than in the United States. 

The statistics as to train density and average receipts per 
, train mile are presented in the two accompanying tables. 
TRAIN-MILES PER MILE.OF LINE 


(Train Density) 


Germany 
Holland 
Hungary 
India 


United _ States 
Algeria and Tunis (1911).. 
Australia 

New South Wales 
pg poe : 

outh Australia hn 

Victoria . exico_ (National Railways) 
Western Australia New Zealan 


Norway 
Bel pounania 
Baber CEGLE) co mesesece 
Canada 3.776 
China *(Peking-Mukden Line) 3. 44 


weden 
Switzerland 

Union of South Africa 
United Kingdom 


PER TRAIN-MILE 

PE cb senecace cess sess 
Holland 

Hungary 

India 

Italy 

Japan 

Mexico (National | PEED - 
¢ New Zealand 

Belgi ; rea seecees 


United States - $2 
‘Algeria and Tunis (1911)... 
Australia 

New South Wales 

ae age te : 

outh Australia..... 

Victoria 

Western Australia. . 


weden 
Switzerland an 
Union of South Africa 
United Kingdom. 


CAPITALIZATION — 


ining ecmnadhdoae Sextet at-enagestions wt operating 
: ‘results ‘of Tailways “in various ‘countries is afforded ‘by a state- 
‘ment -of fhe: amount ‘of ‘capital“imvolved in their operations. 
The opening paragraph of this article covers the most con- 
spicuous facts. The data for the several countries are pre- 
‘sented in the following table: 


CAPITAL PER MILE OF LINE 


Germany ...... pesweuanade $116,365 
Hungary ...... 71,226 
SOR snsane 45,051 
Japan 

Mexico (National Railways) 

New Zealand 

Norway 

Roumania ...... 

poe (1910) 


E . 
Pee (1911) oe cc ccesee se oe 


United States......... 
‘Algeria and Tunis (1911)... 
Australia -“ 
New South Wales.... 
near 
outh Australia 


ae 


Chi Te (1913) 
ine Switzerland 


» Peking-Mukden Li 
——, yy —v en Line Union of South Africa... 49, 218 
France (1911) 148,436 United Kingdom..... seces 277,147 


Comparative statements of railway capital in different coun- 
tries arc apt to be misleading. This is particularly the case 
when a part or all of the mileage of a country is under govern- 
ment ownership. In the United States “capital” means out- 
standing stocks and bonds. In Canada and in the United 
Kingdom the term is used in the same sense. But statistics 
of railways under government ownership ordinarily report only 
the amounts expended in construction and equipment of the 
railway plant. The term “capital,” therefore, as used in the 
table may not mean precisely the same thing for all countries. 
The result, however, of supplying any omission in the data 
would probably invariably be to add in the capitalization per 
mile of the average of all such countries as have railways under 
the ownership of the govergment. Railways are owned by the 
_government in all the countries in the list except the United 
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States, the United Kingdom, Spain and China. In South Africa, 
Russia, India, Germany, Austria and Australia, government 
ownership predominates. Any allowance for increase in the 
stated amount of capitalization per mile would be, at best, in- 
definite and would vary according to the system of accounting 
prevailing in each country. Without any such allowance, how- 
ever, as shown by the table, the capitalization per mile of rail- 
ways in the United States is less than that of the railways in 
any other important country of the world. 


RESULT OF M. C. B. LETTER BALLOT 


Of the 91 propositions submitted to the members of the M. 
C. B. Association for adoption by letter ballot only. five were 
rejected, Of those rejected the specification describing the door 
of wooden construction and the question as to whether or not 
standards should be established for limiting dimensions for the 
cast steel design of side frames with pedestal jaws and designs 
of journal boxes for them were the. most notable. The Com- 
mittee on Brake Beams succeeded this year in providing speci- 
fications for testing all classes of brake beams that was adopted 
by a large majority. The adoption of the recommendation of 
the Committee on Train Brake and Signal Equipment, that truck 
clasp brakes be applied to all four-wheel truck passenger cars 
weighing 96,000 Ib. or over, and to all six-wheel truck passenger 
cars weighing over 136,000 lb. or over, is indicative of the suc- 
cess of this type of brake throughout the country and is surely 
a step in advance. 

Another plan of considerable importance that was adopted 
by a large majority and which, if carefully followed, will be of 
material benefit to the railroads, is covered by the rules govern- 
ing the minimum strength requirements for reinforcement of 
the draft gear of existing wooden cars, as formulated by the 
Committee on Car Construction. The recommendations of the 
Committee on Specifications and Tests for Materials were 


padopted. These include new specifications for structural steel, 


steel plate and steel sheets for passenger equipment cars and for 
freight equipment cars (separate specifications); for malleable 
iron castings; miscellaneous steel castings; mild steel bars; rivet 
steel and rivets, and galvanized sheets. ‘They also include the 
revised specifications for journal bearings, chains, steam heat 
hose and air-brake hose. 

The proposals of the Committee on Train Lighting were ap- 
proved, with the exception of the recommendation regarding the 
use of emergency fuses between the dynamo and field on wooden 
cars equipped with the axle dynamos. The Committee on Car 
Trucks, acting on the suggestion of those roads which voted 
negatively on the subjects submitted to letter ballot at the 1914 
convention, has succeeded in reconstructing its recommendations 
so that 17 of the 18 proposals presented this year were approved. 

The following are, in brief, the results of the letter ballot by 
committees : 


Number of Number 


Rejected Subject 
Subjects* Rejected 


Committee 
Standards and Recom- 
mended Practice 9 1 
Train Brake and Signal . 
Equipment 3 1 
Brake Shoe and suite 
Beam Equipment.. 
Loading Rules 
Car Construction... 


Haight of platform buf- 
fer for passenger cars 


Conductors’ valves. 


Specification for con. 

struction of wooden side 

doors. 

Specifications and Tests 

for Materials 

Train Lighting Emergency dynamo 
fuses on axle equip- 
ment on wooden cars. 
Desirability of having 
standards for limiting 
dimensions for truck 
sides with pedestal type 
jew. 

re 


91 


—— 
5 


*For an itemized record of the recommendations of the various commit 
tees that were submitted to letter ballot see the abstracts of the reports 0% 
= committees in the Daily Ratlway Age Gasette for June 10, 11 and 
1 














Completing the Summit Cut-Off of the Lackawanna. 


The Last Concrete Has Just been Placed in the 


Nicholson Viaduct. 


On September 8 the last concrete was poured for the Tunkhan- 
nock viaduct, the largest structure on the new line of the Del- 
aware, Lackawanna & Western, between Clarks’ Summit, Pa., 
and Hallstead. All the other structures on this line have been 
completed and only a small ‘amount of excavation remains to be 
removed from a large rock cut about four miles east of Nichol- 
son. It is expected that the entire line will be completed and 
placed in service by November 1. 

A section 3%4 miles long between New Milford and New 
Milford Summit was placed in operation last fall. The 5 miles 
between New Milford and the connection with the old line near 
Hallstead was turned over to traffic on June 5, 1915. Track 
has been laid from New Milford Summit up to Tunkhannock 
viaduct and from the east end of the cut-off to the rock cut, 
leaving only four miles still to be laid. 

This project has been of unusual interest because of its 
magnitude as a whole, because of the size of the structures 
involved and because of the high standards adopted in its con- 
struction. This line, 39.6 miles long, saves 3.6 miles in dis- 
tance, 327 ft. of rise and fall and 2,440 deg. of curvature. It 
reduces the maximum grade eastbound from 1.23 per cent 


Other Work Practically Finished 


vation. The embankments vary from a few thousand yards 
to a maximum of 1,600,000 yd. The methods of handling this 
earthwork were described in detail in the Railway Age Gazette, 
November 14, 1913, page 903. 

All structures are of permanent construction, 35 bridges being 
of concrete and 6 of steel. All grade crossings with highways 
were eliminated. Likewise, with two exceptions, all farm cross- 
ings at grade were avoided, entire farms being purchased in 
some instances to make this possible. 

The most noteworthy structure is the Tunkhannock viaduct, 
a 12-span concrete arch bridge with a total length of 2,375 ft. 
and a height from bed of stream to top of coping of 242 ft., 
making it the largest structure of its type ever built. This 
structure, which is built for double track, consists of ten 180-ft. 
and two 100-ft. arches. It involved 167,000 cu. yd. of concrete, 
requiring unusual construction methods. As much as 14,000 
cu. yd. of concrete has been deposited in one month by two 
mixers; nine thousand cu. yd. being deposited in forms. The 
methods employed by the contractor in placing this concrete 
were described fully in the issue of the Railway Age. Gasette 
of February 5, 1915, page 235. 











The Completed Tunkhannock Viaduct at Nicholson, Pa. 


uncompensated to 0.68 per cent compensated, and westbound 
from 0.52 per cent uncompensated to 0.237 per cent compen- 
sated, while it reduces the maximum degree of curvature from 
6 deg. 22 min. to 3 deg. Eastbound, the pusher service con- 
sisting of two pusher engines for tonnage trains between Hall- 
stead and New Milford on the old line and three from Nicholson 
to Clarks’ Summit will be reduced to one pusher engine at 
each point. The one pusher engine now required from Clarks’ 
Summit west to New Milford on all tonnage trains will be 
eliminated. The importance of this saving will be realized from 
the statement that the tonnage moving over this line averages 
over 20,000,000 ton miles per mile of line annually. 

This line cost approximately $12,000,000. The grading amount- 
ed to over 13,318,000 cu. yd. or over 336,000 cu. yd. per mile 
of line. This was divided between 7,600,000 cu. yd. of rock, 
5,100,000 cu. yd. of earth and 618,000 yd. of miscellaneous exca- 





Very careful attention has been paid to the waterproofing 
of this structure. The floor and sides up to the elevation of 
the base of rail are covered with 3-ply Migsvax membrane cov- 
ered with 1 ply of asbestos felt. Above €f$, 134 in. of Johns- 
Manville mastic concrete consisting of Johns-Manville asphalt 
and torpedo gravel was applied hot in two layers, each % in. 
thick, with the joints lapped. An expansion joint was placed 
over each pier and over the quarter point of each span. These 


joints are flashed with copper sheeting covered with 3-ply 


waterproofing and the interstices are then filled with mastic. 
The total area being waterproofed on the viaduct is approxi- 
mately 78,000 sq. ft. Ten down spouts lead to drains between 
the centers of the tracks on each span. Cast-iron drains ex- 
tending to within 2. in. of the top of the tie are placed in 
recesses in the waterproofing directly above these down spouts, 
discharging freely between the arch rings. 
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The Martin’s Creek viaduct was the next largest structure, 
containing 78,000 cu. yd. of concrete. The last concrete was 
poured in this structure on November 14, 1914. 

With the exception of one double barrel 24-ft. arch culvert, 
471 ft. long under an embankment 120 ft. high above the top 
of barrel, the remaining structures were nearly all for the 
purpose of carrying highways across the tracks. These struc- 





Skeleton Arch Near New Milford, Pa. 


tures show a considerable diversity of design, the result of a 
variation in local conditions. One of the most interesting is a 
reinforced concrete arch carrying a highway over the tracks, 
one mile east of New Milford, Pa. This structure consists of a 
skeleton arch with a span of 76 ft. 6 in. and a rise of 23 ft. 
934 in. with vertical bents at the haunches and at the top of 
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carried to a depth capable of sustaining a load of 3% tons 
per sq. ft. and with a head room of 14 ft. it was necessary for 
the abutments to be about 28 ft. high. Mass abutments for 
this situation would have required large foundations and much 








Church Street Subway at Hallstead, Pa. 


concrete. For this reason a special design consisting of a face 
wall to the level of the sidewalk and counterforts of suf- 
ficient size to carry the load below were adopted. These 
counterforts were spaced 15 ft. between centers and: extended 
fotwatd to thé piers on the curb line. This type of: construc- 
‘tion permitted the earth pressure to be transmitted through 











A Closer View of the Tunkhannock Viaduct 


slope. A design involving end spans and bents was more 
economical than one requiring abutments at the skew backs. 
This design not only gave an attractive structure but an 
economical one. 

Another interesting structure of a different type was con- 
structed to carry the tracks over Church street in Hallstead. 
This was on a skew of 50 deg. 21 min., giving a distance between 
abutments of 50 ft. With the excavation for the abutments 


between the counterforts and very materially decreased the 
amount of concrete required in the wall. The fill was tamped 
carefully as it was laid up to the sidewalk level. 

This entire cut-off has been built under the direction of George 
J. Ray, chief engineer, and F. L. Wheaton, engineer of con 
struction. A. B. Cohen, concrete engineer, has been in charge 
of the design of the structures, and C. W. Simpson is resident 
engineer on the Tunkhannock viaduct. 
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THE RAILROAD SOLDIER AT THE FRONT 


By Wa ter S. Hiatt 
Our Special European Correspondent 


The victory of the French and English in Northern France, 
late in September (the first of any consequence since the battle 
of the Marne 13 months ago), revealed the existence of about 
1,000 miles of new railroad tracks which had been built on the 
two sides of the trench front by the English, French and Ger- 
mans. Mighty railroad construction jobs had been going on 
quietly for many months on both sides, and one of the big 
purposes of the Anglo-French advance was to destroy the new 
railroad lines of communication so carefully built by the Ger- 
mans to the north of Reims, at Lens, and elsewhere. 

That the work of the railroad and the railroad man in war 
time is not all behind the lines of the battling armies, safe 
from shot and shell, and that this work does not merely dupli- 
cate peace transportation under war conditions, was distinctly 
shown during this advance. It was the final touch that cleared 
the railroad men of the reproach that they constituted the only 
class of strong men not serving under arms. It showed that 
many thousands of them were enduring all the danger and hard- 
ship of the men in the trenches, and that they in fact were 
soldiers, too. 

Despite the incomparable need for railroad men in France and 
Germany to keep up the transportation facilities of the civil 
populations, and despite their tireless efforts to handle the huge 
movements of troops, arms and ammunition quickly and safely, 
‘and to whirl the wounded of the battles back to the hospitals, 
for many months there was a popular prejudice against the 
railroad man who had to go about this task wearing his train 
uniform rather than that of the soldier of the nation. This 
prejudice crept out in France last June in connection with the 
Dalbiez law, aimed at the cowards who sought to evade mili- 
tary service at the front, and for a time it seemed that this 
prejudice would result in crippling the railroad services by 
taking sorely needed men from their posts and mobilizing them 
as soldiers for the trenches. : 

Dating from the present conception of war as a task not 
altogether done in the very trenches or by the baring of the 
naked breast to projectiles, but rather as an industrial task 
having for its purpose the manufacture of munitions, in abun- 
dant quantity, the role of the railroad man has come to be 
understood by the civil population. In England there are 500 
factories turning out war materials, working 12 hours a day, 
and in France there are 200 factories working 21 hours a day. 
And one-third of the men in these factories are skilled work- 
men who have’been taken out of the trenches because of their 
technical training and put in a place where they can serve the 
nation best. ° jee Sashes, 

“Every man at the war job he can do best,” is now the slogan. 
‘While’ the majority of the railroad men must necessarily be 
behind the lines, there are a large number at the front, not 400,000 
of them in Germany and France as has been loosely stated; 
yet enough to do the immense railroad war work required. 

The work at the front in. which the railroad men have taken 
their proud share certainly surpasses in both immensity and 
quality all other colossal construction jobs which history, past 
or present, has regarded with wonder. Though not so lasting, 
and the more difficult because it changes daily, the mere digging 
of trenches and mines would seem to have surpassed in im- 
mensity the excavation work of the Panama Canal, 41% miles 
long and with a channel hundreds of feet deep and wide. On 
the two sides of the 500-mile front between the North Sea and 
Switzerland no less than 2,000 miles of excavation has been 
made, counting communication trenches and the second and third 
lines of denfense trenches. It has been estimated that more than 
190,000,000 tons of earth have so far been shifted, a modest 
estimate when it is considered that the 61%4 million coal miners 
of the world annually dig out a billion and a half tons of coal. 
Much of this earth and debris must be cleared away by trains. 
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At 600. tons a train load, if all of it had to be moved, more 
than 100,000 trains would be needed. 

The mere citation of this trench work, which is but a part of 
the whole war job, involving the transport by train or motor 
van of heavy machinery, of cannon and cannon foundations, 
conveys a conception of how railroad men are helping at the 
front. 

According to the Zeitung des Vereins, the total number of 
German railroad men engaged in the war service is 125,000 (or 
22 per cent of the total), of whom 58,000 are on the firing lines 
and 67,000 engaged on war trains. When the head of the Ger- 
man state railways was asked if he could furnish more men at 
the front, he replied that he could do so only by crippling the 
service of the interior of the country, and at the risk of costly 
accidents. . 

In France some 37,000 railroad men are enrolled as soldiers 
and some 16,000 are detailed for campaign railroad work at the 
front. The latter form a body known as the sections de cam- 
pagne. Théy are an arm of the engineering corps and take 
part in destroying enemy tracks and trains, in operating and 
laying new lines and in helping build new bridges. In times of 
peace there was a special railroad regiment, practised in hasty 
railroading, which was constantly on duty and operated the 
portion of the State Railway connecting Orleans and Chartres 
in every detail. 

From this nucleus has grown the special railroad army now 
on duty at the front, at Compeigne, at Longpont, at Cumieres, 
at Fismes, everywhere operating army trains, building new lines, 
repairing track destroyed by bombs or clearing away trains 
wrecked by enemy cannon. Every railroad department is repre- 
tented—engineers, train despatchers, even way bill clerks and 
bookkeepers. When men of this army are killed they are re- 
placed by other men from some one of the ten sections of cam- 
paign railroaders or else by men taken from the regular com- 
mercial service: All of the men of this railroad army are en- 
gaged in active railroading. The work of guarding the tracks 
is left to the soldiers of the regular army at the front. Behind 
the lines, throughout France, where every foot of railroad track 
and every station is guarded by sentinels, day and night, this 
work is done by the reserve army composed of older men who, 
because of their age, are not sent to active trench fighting. 

One of the big construction tasks in which this railroad army 
has been involved has been the laying and operation of con- 
necting track just behind the front between the Eastern and 
Northern ‘railroad lines. This was a task neglected before the 
war, and in order to get quick communication at all points of 
the front without doubling back to Paris, or even to the way 
stations between, many miles of new track were required. In 
the far north of France, where the English hold some 30 miles 
of the extreme end of the Allied front, the same situation 
forced the English into railroad building, and as early as last 
April 10,000 navvies were brought into France from England 
and put to work at building connecting lines along the front. 
Some of the English railroad work has extended back as far 
as Havre, the terminal port of the English army. 

What the French army thinks of its railroad soldiers has 
been indicated by the numbers of them that have been decorated 
with the cross of the Legion of Honor or cited in the Order 
of the Day. Some of them fell too early to get either the cross 
or the Medaille Militaire that comes with such citation. One 
of these was M. Nigond, director of the Orleans system, who 
died almost at his desk November 2, 1914. The overwork that 
came with mobilization during the first two months of the war 
killed him. 

Many of the men of the Southern Railway, serving at the 
front from the very beginning of the war, have been noticed. 
The Cross of Honor has been given to Charles Jufflet, operating 
manager, and to M. Vassal, station agent at Toulouse, and the 
military medal to Frederick Pailheres. The Director of the 
Railroads of the Army, in September, published a notice that 
the military medal had been given to the following members 
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of the Southern Railway’s staff: Fireman Gassiot, “who dur- 
ing the bombardment of his station, refused to seek shelter 
and stayed on his engine to keep up steam despite the hail of 
bursting shell ;” Charles Bibie, master workman, “who acting as 
switchman, during the bombardments of the 18th and 20th, 
did not leave his post, although shells of large calibre burst 
about him, covering him with earth, and to Louis de Peyralade, 
employee of the first class, who “serving as agent in a, station 
which has been bombarded nearly every day, continued his 
service under fire, both night and day, undisturbed by his danger, 
and has given a splendid example of courage, coolness and 
attention to duty.” 

For such reasons as the above, just before the recent victory, 
General Joffre invited to his headquarters a delegation from the 
Union Nationale des Cheminots (National Union of Railway 
Men), and there complimented the railroad men through them 
for their patriotic valor, their calmness and perseverance, saying 
in part: 

“With all Frenchmen united in the same firm determination 
to win, we will go to the end, and persevere to a last victory 
which will permit us to dictate peace.” 


THE PROSPECTS OF RAILWAY LEGISLATION 
By W. L. Stopparp 
WasurnctTon, D. C., October 26 

In spite of the fact that the main attention of the Adminis- 
tration and of the country centers upon the program of pre- 
paredness, already announced in part, there are indications that 
Congress will seriously consider at least one measure of railroad 
legislation—the bill to regulate the issuance of railroad securities. 
This bill is an item of “unfinished business,” left over from the 
Wilson trust program. It has long been advocated by the Inter- 
state Commerce Commission, which will unquestionably renew 
its recommendation in its next annual report. It has the back- 
ing of many conservative and constructive thinkers in the rail- 
road, financial and economic world. Lately the Brotherhoods 
of Locomotive Engineers and Firemen have issued statements 
endorsing this legislation on the ground that its enactment will 
guarantee to the roads a fair return on their actual investment, 
to the employees a wage commensurate with their service, and 
to the public “a square deal.” 

When the bill in question was brought before the House of 
Representatives on June 2, 1914, for debate and passage, Mr. 
Rayburn, of Texas, its nominal author, declared that it contained 
three provisions deemed necessary by a majority of the com- 
mittee. The first of these was greater publicity in the financial 
transactions of railroad corporations; the second, making it il- 
legal for railroad corporations to issue stocks and bonds “or 
other evidence of indebtedness” except for certain specified pur- 
poses to be approved in advance by the Interstate Commerce 
Commission; and the third, that within two years after the 
passage of the act, it should be illegal for one man to hold 
a directorship or official position in more than one railroad, 
and for any official to “appropriate, pay or receive as salary 
or dividends any money resulting from the sale of stocks and 
bonds.” 

On June 5, 1914, after several days of desultory debating, 
the Rayburn bill passed in the form in which the Committee 
on Interstate and Foreign Commerce had prepared it. The 
vote was 325 in favor, 12 against, 2 answering “present,” and 
94 not voting. Going up to the Senate, the bill found its way 
to the commitee on commerce, which reported it on July 23, 
cutting out, however, the interlocking directorate provision and 
making several amendments to the text, the nature of which 
it is not necessary to go into at this time. The session closed 
with the bill still on the Senate calendar. It was not revived 
at the winter session. 

As Chairman Adamson, of the House committee, pointed out 
in his report on the bill, the investigations of the Railroad Se- 
curities Commission, appointed by .President Taft, and headed 
by President Hadley, of Yale, were used as a basis for many 
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of the sections of the measure. Provision was made for tlie 
avoidance of friction or conflict of jurisdiction between t!)c 
federal commission and the state authorities by requiring that 
notice of every application for approval of stock and bond issucs 
should be given to the regulatory authority of the state cor- 
cerned, so that the states might appear and be heard. “There 
is no doubt in our mind,” said the report, “that that provision 
will rapidly lead up to a satisfactory working of the law and 
to absolute harmony and agreement between the two authorities.” 
As to the interlocking directorate clause, the House committee 
declared : 

“Tt has been represented to us that railroad men are 
now no longer dishonest or incompetent, and that it is a matter 
of convenience for the same men to handle different enterprises 
without: having to consult so many different people; but our 
observation is that there are good men enough in the world 
to fill every responsible position and then not have enough posi- 
tions to go around, and we observe, in answer to the suggestion, 
that if the practice has ceased the provision in the law will not 
hurt anybody, for no man will be punished unless he is guilty.” 

It has already been intimated in newspaper despatches from 
Washington that the Rayburn bill will be reintroduced in De- 
cember and pressed. This is to be expected, and does not 
necessarily mean that Congress will actually make any move 
in the matter. Everyone who is familiar with the present politi- 
cal machinery of the federal government knows that as Corr 
gress is now operated, the successful passage of legislation de- 
pends not upon the attitude of the membership of that body, 
but upon the desire and purpose of the President alone. Almost 
without exception, every important bill enacted by Congress 
during the last two years has been enacted because it was 
urged by the President; and, by the same token, practically no 
important bill was enacted during this period that failed to 
secure the President’s support. The exceptions to this rule 
were measures such as the Seamen’s bill, which had been for 
years before Congress, and which were supported by a large 
and powerful body of public opinion. 

Railroad investors and officials, then, will await with interest 
any intimation from the White House of intention to recom- 
mend the Rayburn bill. No one close to the President at this 
time will give out any hint as to Mr. Wilson’s attitude on this 
matter. The fact that he failed to secure its enactment when 
the trust program was before Congress over a year ago, would 
seem to indicate that the regulation of railroad securities was 
not a pressing subject in the executive’s mind. 

Of course, as has been indicated above, public sentiment may 
secure the passage of the railroad security bill, even without a 
sign of encouragement from the Administration. In view, how- 
ever, of the great mass of appropriation bills which must be 
passed before the end of June, 1916, and in view, also, of the 
preoccupation of Congress with preparedness and the political 
campaign, the fate of any other legislation is not to be predicted 
with any confidence whatever. 


A NOISY YARD ENGINE 


The Toledo Terminal Railroad recently received the following 
expressive letter which we are permitted to reprint: 

Is it absolutely necessary, in discharge of his duty day and 
night, that the engineer of your yard at the upper Terminal 
“bridge should make it ding and dong and fizz and spit and 
clang and bang and buzz and hiss and bell and wail and pant 
and rant and yowl and howl and grate and grind and puff and 
bump and click and clank and chug and moan and hoot and toot 
and crash and grunt and gasp and groan and whistle and wheeze 
and squawk and blow and jar and perk and rasp and jingle 
and twang and clack and rumble and jangle and ring and 
clatter and yelp and croak and howl and hum and snarl and 
puff and growl and thump and boom and clash and jolt and 
jostle and shake and screech and snort and snarl and slam 
and shake and throb and crink and quiver and rumble and rca: 
and rattle and yell and smoke and smell and shriek like he!!’ 








Railroad Sessions of National Safety Congress 
Enthusiastic Representatives from 35 Roads Report In- 


structive Experiences; Motion Pictures Becoming Popular 


The National Safety Council held its annual congress at Phila- 
delphia last week, and in connection therewith the railroad sec- 
tion, Marcus A. Dow (N. Y. C.), chairman, held well-attended 
and instructive sessions on Wednesday forenoon and afternoon 
and on Thursday morning. Nearly 100 railroad men were pres- 
ent, representing 35 roads; and in this number the New York 
Central Lines and the Pennsylvania Lines East of Pittsburgh 
are each counted as one. The New York Central sent 15 men, 
representing safety committees from all parts of the system, and 
the Pennsylvania, east of Pittsburgh, 14. The Lackawanna sent 
nine. Two men came from California and two from Canada. 

The chairman, in his opening address, took occasion to em- 
phasize the high degree of safety already attained by American 
railroads, quoting the statistics of 115 companies which during 
the fiscal year ending in 1914 had no passengers killed in train 
accidents. At the same time the harvest of death reaped among 
the trespassers, a field in which the railroads are helpless, con- 
tinues large. Mr. Dow, called attention to the importance of the 
personnel as the most fruitful field in which safety-first work 
must be carried on. For many bodily injuries the victim himself 
is largely or wholly at fault and the problem is to make men 
think. A certain track repairer, seeing a shopman from an 
establishment near the road start to cross a deck bridge where he 
was in danger of being struck by a train, called the shopman to 
account, and very likely saved him from death or severe injury; 
that railroad man was engaged in true safety work. He is as 
much a hero as many who perform more spectacular services. 
Employees must be trained, and training implies a great amount 
of work on the part of safety committees and all who have a 
duty to see this work promoted. 

The first discussion was on a paper by W. C. Wilson, (D. L. 
& W.) delivered before the general congress the day before. 
Mr. Wilson, in his paper, outlined what the railroads have been 
doing for safety during the past few years, and contrasted this 
with the inaction of public authorities. He cited a recent decision 
of the United States Circuit Court of Appeals in which the judge, 
at considerable length, pointed out the advantages which the 
driver of an automobile has, as compared with one driving horses, 
in avoiding danger at railroad crossings; he has better control 
of his machine than does any man over a horse, especially in 
circumstances where a horse may become frightened; and the 
courts should hold the automobile driver rigidly to account for 
reasonable care and precaution. Mr. Wilson alluded to the good 
work which has been done by some manufacturing establishments 
and said that the general public must be educated, in the same 
way, in knowledge of railroad conditions. The public really has a 
duty to co-operate with the railroads, not simply to wish them 
good luck in their tasks. To indulge in superficial talk about the 
need of abolishing grade crossings is a waste of energy, often- 
times. This problem is a big one, and such talk has about the 
same weight as to say that the way to stop a drought is to make 
it rain. The National Safety Council should be a powerful 
molder of public opinion. 


THE TRESPASS EVIL 


In the discussion of Mr. Wilson’s paper, F. M. Metcalf, 
(Northern Pacific) told of a circular which he had issued to 
‘tation agents to be distributed among school teachers, explain- 
ug the dangers of trespassing on tracks. This had been noticed 
and copied, in whole or in part, by local newspapers throughout 
‘he Northern Pacific lines, many notices of this kind filling a half 
column, 

G. S. Locker (D. & I. R.) holds meetings for the enlighten- 
iment of the public, much of the time as often as once a month. 
These have been held in four important cities and in some 





smaller places. He uses both the stereopticon and motion pictures. 
In each city he has made it a point to show pictures taken in 
that city; and in some cases children attending the exhibition 
saw themselves climbing on freight cars and doing other danger- 
ous things. Some of these meetings have been held in the after- 
noon and with an attendance of more than a thousand children. 
A sentiment has been created in favor of the meetings by inter- 
views with editors and with representative citizens. 

G. C. Martin (Toronto, H. & B.) has been educating section 
foremen and crossing watchmen and also many employees of 
factories along the line. To accomplish results with this last class 
it is necessary to go personally to the manager of the establish- 
ment. 

Mr. Dow, replying to questions, and to the. suggestion that the 
education imparted to school children at meetings, however suc- 
cessful for the time being, will need to be repeated, said that the 
policy of his road was to keep up the agitation. A year ago, a 
man was employed to go to every important town on the line and 
carry on a little local campaign. In New York the law, if en- 
forced, would be adequate; and this traveling agent of the road 
went to every local magistrate, also to local editors and made sure 
that they understood the situation. In both these classes many 
were found who were surprised at the records of casualties which 
to railroad men are so familiar. As a part of the campaign little 
notices giving a warning against trespassing were printed and 
distributed among manufacturers to be put by them in the pay 
envelopes of employees. Having disseminated information thor- 
oughly, agents were sent out to make arrests; and from five to 
ten a day were made by each of these officers. The arrests were 
made first in the towns where the magistrates who had been 
interviewed were believed to be alive to the situation. A large 
number of convictions were secured and some fines imposed as 
high as $25. Jail sentences varied from five days to three months. 

E. F. McKenzie (Penn.): Why should the railroads have to 
drive off trespassers? Partly because, in many situations, the 
railroad right of way is the best path available; some of the roads 
adjacent to the tracks are mostly mud-holes. It is desirable to 
stir up the towns and counties to build better highways. 

S. G. Watkins (B. & M.) had found very satisfactory results 
from getting school teachers to arouse the interest of pupils by 
asking them to write letters. In letters from pupils of all grades, 
from the high school down, a prominent expression is “I did not 
realize the danger.” In the past year Mr. Watkins in his ad- 
dresses to schools has reached the ears of 40,000 children, in- 
cluding hundreds of high school pupils. He secures the co-opera- 
tion of the superintendent of schools, who goes around with the 
lecturer. Mr. Watkins has been a claim agent for twenty years 
and so has stories of real experience with which to illustrate his 
exhortations to the pupils. In his circulars, which he puts into 
each home, he keeps the legal end of the subject out of sight. 
There is no question about the attractiveness of this subject as 
it has been presented during the past few years; the problem is 


. how to keep it up. 


G. L. Wright (C., St. P.. M. & O.): In Wisconsin there is a 
law requiring teachers to preach safety-first to the pupils 30 
minutes a week. This has been found very beneficial. There 
is room for education of teachers, however; a certain principal 
of a large school, whose pupils were careless, was found to be 
ignorant of the law. 

L. F. Shedd (Rock Island): Railroad employees (trainmen) 
neglect the duty of keeping trespassers off trains. They should 


- be made to obey the rules. 


AUTOMOBILE ACCIDENTS 


The first paper before the railroad section was one on automo- 
bile accidents at grade crossings, by J. C. Rose, chief claim agent 
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of the Pennsylvania Railroad. Mr. Rose, briefly outlining what 
the railroads have done to secure safety at crossings, and noting 
the fact that the public has done nothing at all, declared that there 
must be legislation; and it must be national, not state. The 
education of school children is well enough in its place, but who 
can expect that this great task will continue to receive adequate 
attention? On a certain road in the Pennsylvania System the 
school propaganda has been carried out to some extent, but ap- 
parently this teaching has no more influence on the children than 
has the brief prayer at the opening of school. The magnitude of 
the problem, and the seriousness of its dangers are not appre- 
ciated. There are now in this country two million automobiles 
and speed regulations are not enforced adequately anywhere. 

Licenses are granted too freely and liquor drinkers get them 
without trouble. A person who uses any intoxicants whatever 
should never receive a license. Grade crossings cannot be 
abolished for years; on the Pennsylvania System alone there are 
13,000 crossings and to abolish them would cost $600,000,000. 
The only solution, therefore, is a drastic law; a federal law 
applying to all interstate railroads, requiring all persons ap- 
proaching a grade crossing to stop, look and listen, not less than 
10 or more than 40 feet before reaching the crossing. Punish- 
ment should be a fine of $50, one-half to go to the informer. 

After a brief discussion the meeting voted unanimously to 
endorse Mr. Rose’s proposed law. 

In the discussion on this paper G. C. Martin (T. H. & B.) 
spoke of the nuisance of automobilists running through gates, 
especially at night. His road has adopted a light, to be hung on 
gates, which shows red to the wayfarer. Red lights are also in 
use on the Lehigh Valley, the Southern Pacific and, to a limited 
extent, on the New York Central. At obscure crossings Mr. 
Martin would have a distant signal 100 ft. back from the track. 
The owner of an automobile, receiving a license, ought to be 
required to acknowledge in writing that he had read the condi- 
tions. 

"R. C. Richards (C. & N. W.) said that his road, sometime ago, 
had put up distant signals on the highway at many crossings, 
placing them from 100 ft. to 1,000 ft. from the tracks, according 
to conditions. He thought the National Safety Council might do 
much good by formulating a notice of warning for automobilists 
the council to use its endeavors and influence to have such notices 
sent out by the officers of the several states who issue the licenses 
for automobiles. 

Mr. Rose called attention to the uncertain dependence to be 
placed on red lights. These lights are used so much to indicate 
places along the roadway, usually at one side, which are 
temporarily impassable, that drivers of automobiles become care- 
less and do not treat the red light as a stop signal; they simply 
aim to run around it, and often without slackening speed. The 
Pennsylvania has put up distant signals for automobilists at some 
points in New Jersey. The railroads, however, have done their 
full duty, and more than their duty, in the matter of protecting 
crossings; there is something for the public to do. 

F. V. Whiting (N. Y. C.) advocated more attention to the 
crossing watchman and to giving him adequate power and author- 
ity. All flags should be taken out of the watchman’s hands. A 
disk is better. Disks are used on the Central of New Jersey. 
The New York Central has had some gates painted red; and 
proposes to make the red light standard for the night crossing 
light. Every large road should have an overseer of crossing 
attendants; this work is important enough to demand constant 
expert supervision. 


PRIZES FOR COMMITIEEMEN 


W. C. Wilson (D. L. & W.) gave a brief account of the action 
of his road in recognizing the best work of the committeemen by 
prizes. Last year, on each division, a watch charm was given to 
the committee which had made the most useful or the most 
numerous suggestions looking to better safety. On each division 
the division committee, by vote, selects that one of its members 
who is to receive the prize. 
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H. J. Bell (C. & N. W): In four years our committees have 
received 21,000 recommendations and all but 678 have been 
adopted. The committee lets the men know that their suggestions 
are adopted. The North Western has a banner which is given to 
the division making the best record; and now, in addition to the 
banner, the members of the committee who have won it are al- 
lowed a week’s vacation with pay. 

Mr. Dow (N. Y. C.): From May, 1912, to the present time 
our committees have received about 20,000 recommendations. 
Of the faults pointed out by these recommendations about &9 
per cent have been corrected, and of the balance a considerable 
number are still under consideration. It is important to acknow!- 
edge recommendations made by employees. On the New York 
Central members of safety-first committees are paid their time 
while attending meetings and also, when away from home, their 
expenses. Meetings are held usually every month, 

C. H. Baltzell (St. L. & S. F.): On our road a prize for 
excellence in safety-first activities is given annually to the best 
division and the best shop. Our division has taken the prize 
three years in succession; and this was done by keeping up the 
interest by constantly bringing out new things. Mr. Baltzell 
told of his success in regulating boys who trespass his yards, with 
which the readers of the Railway Age Gazette are already 
familiar. 


ELECTION OF OFFICERS 


A brief discussion on Mr. Wilson’s suggestion ended the morn- 
ing session. At the afternoon session the meeting adopted a code 
of by-laws for the guidance of the railroad section of the National 
Council and elected officers for the ensuing year as follows: 
M. A. Dow, general safety agent, N. Y. C., chairman; J. M. Guild, 
superintendent of safety, Union Pacific, vice-chairman; H. J. Bell, 
safety inspector, C. & N. W., Chicago, secretary. 


MAINTAINING INTEREST 


The first paper in the afternoon was on how to create and 
maintain interest among the members of committees, by W. B. 
Spaulding (St. L. & S. F.). Mr. Spaulding outlined the most 
common criticisms of safety-first work. It has been charged that 
it is too one-sided ; that the shortcomings of the railroad company 
are never mentioned. The method of choosing committeemen is 
often at fault and critics say that a committeeman always has to 
take the company’s view of everything. When an employee makes 
a recommendation and hears nothing from it he feels neglected, 
and this leads to a silent unfriendly feeling, if nothing worse. 
The thing to do is to establish reciprocal and unwavering con- 
fidence between officers and the rank and file. The superinten- 
dent who acts as chairman of a committce should put aside all his 
ideas of authority. Where the superintendent does this the 
employees value membership on a committee. The employees 
should be leaders in this matter; the company should co-operate 
with them, not they with the company. Why should not each 
class of employees select its representative to serve on the com- 
mittee? 


HOW TO REACH FOREIGNERS 


C. T. Banks, of the Erie, recently from the Northern Pacific, 
spoke informally on how to reach non-English speaking em- 
ployees. One of the principal weaknesses is in not recognizing 
that many employees who do not speak English are, from a mental 
standpoint, not over 14 years old. With men of this kind, educa- 
tion in their work, which means education in safety, must be 
very elementary and very clear. Teaching a track laborer or 2 
freight house man how to handle freight or materials without 
injuring himself must be done by example Moreover, such 
teaching is a vehicle by which the foreman can make the laborer 
his friend, and this stimulates the.man’s pride in his work. There 
is danger that we may go too far in classing personal injuries 
as due to the negligence of the victim; often this negligence is 4 
thing for which the boss, perhaps the trainmaster, is partly 
responsible; he has not done his best to educate the man. 
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A paper on this subject by Isaiah Hale (A. T. & S. F.) was read 
by chairman Dow, Mr. Hale being unable to be present. On 


the Sante Fe the foreigners are all Mexicans. Half of these are 
out of reach of the general office and Mr. Hale had made ex- 
tensive trips throughout his territory to educate the men in safety, 
giving them ten-minute talks. 
run on the track and was able to reach practically every workman 
in the company’s service. In most cases printed matter could not 
be used. A phonograph was used to spread the lectures to men 
who could not be otherwise reached, and this was used not only 
for direct instruction, but also for little talks on loyalty, which are 
believed to have been very profitable, both for employer and em- 
ployee. The phonograph was also used to give musical entertain- 
ments, which the men warmly appreciated. 

Following this paper there was a general discussion of the 
three addresses of Messrs. Spaulding, Banks and Hale. 

Vincent Colelli: I am the instructor in Italian (and teacher 
of the English language for Italian employees) for the Pennsyl- 
vania Railroad. Beginning about three years ago I found that the 
men who were unable to speak English felt that they were sub- 
stantially laid aside. I began by teaching them the English 
language. Contrary to the view expressed here today, I have 
to say that the foreigners in the service of American railroads 
are intellectual men. We have track laborers who have attended 
technical schools in Italy. The Pennsylvania has issued 13 
pamphlets for the benefit of non-English speaking employees and 
will issue many more. These deal not only with the ordinary 
subjects embraced under the head of safety, but on how to use 
tools, how to save lives, etc. Over 3,000 Pennsylvania employees 
are now taking the correspondence course in English. 

In dealing with foreigners it is important to get foremen who 
are not narrow-minded and who understand the importance of 
the humanities in dealing with workmen. We have safety-first 
meetings which are carried on in the Italian language, using also 
a lantern. Important permanent impressions are made. We 
listen carefully to all complaints. 

T. H. Carroll (P. R. R.): The most important desideratum, 
especially in the work of the trackmen, is to make employees 
realize the hazard of their work. On the Pennsylvania the 
proportion of trackmen killed is no greater among the foreign 
born than among the native men. Too much confidence must not 
be placed in percentages. If business increases in 1916 it is not 
likely that the railroads will be able to continue the decided 
diminution in fatal and non-fatal injuries to persons which has 
been shown in the last year or two. Comparisons are of little 
value unless it is known what service the man was engaged in. 
In comparing precentages each occupation should be taken by 
itself. Our form for analysis contains 700 causes. A great 
majority of personal injuries may be classed as due to “mis- 
adventure” ; that is, it is some little carelessness or thoughtlessness 
which even men classed as careful are liable to. 

S. G. Watkins (B. & M), finding that foreign workmen on the 
track were struck by trains, because they did not understand the 
warning shouts of the foreman, issued a circular, printed in the 
Italian language, and there was a marked improvement. . Mr. 
Watkins has used a lecture car, going to different points on the 
road. Besides lectures, men are invited to the car in the even- 
ing for conferences. These include the use of the stereopticon 
which not only shows safety-first pictures, but also, by way of 
variety, scenery and other interesting subjects. Conferences are 
held also at midnight to get to the night workers. At the small 
towns, the men are invited to bring their wives to the car. Some- 
times an employee who is not much impressed by the lecture is 
brought to a realizing sense of the situation by a look from his 
wife sitting at his side. A drill has been adopted, something like 
a fire drill. The men are called upon, without notice, to step off 
the track, when no train is approaching. 

E. F. McKenzie (P. R. R.): Mouth whistles are the proper 
thing to warn trackmen to get out of the way of trains. A shrill 
whistle should be used. 


C. H. Blakemore (N. & W.): To get reliable figures of the 
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proportion of men injured or killed to the total nun:ber em- 
ployed, we make comparisons, for each class, with the payroll. 

Mr. Martin (T. H. & B.): We calculate percentages by taking 
the number of hours the men work, all the men in the class to 
which the casualties are to be charged. 

Dr. R. I. Randolph (B. & O.): In all this discussion I notice 
little mention of discipline. . If is a problem to get men to carry 
out the rules, for example the rule requiring workmen to wear 
goggles where there is danger of injury to eyes. Since January 
last there have been on the Baltimore & Ohio 200 injuries to 
eyes serious enough to be brought to the chief surgeon. It is 
important to get after the true reasons for neglect; for example, 
men will go without goggles from no other motive than vanity. 

J. S. Rockwell (B. R. & P.) agreed that discipline should be 
more carefully attended to. The records of every injury should 
show whether or not the victim was himself careless. Strict 
discipline requires that a man shall be reprimanded or punished, 
even in the case of an injury to himself. There are cases, even, 
where a man should be discharged when he has injured himself. 
Speaking of foreigners, Mr. Rockwell said that his road had 
efficient Italian foremen. 

Mr. Dow.—We make goggles compulsory in the shops. 


THE NATIONAL SAFETY COUNCIL 


R. C. Richards (C. & N. W.), who is a vice-president of the 
National Safety Council, spoke on the value of this national 
organization to the railroads. That people having common in- 
terests should cultivate each other’s acquaintance for mutual 
benefit is a fundamental principle which has been frequently il- 
lustrated from the time of the Continental Congress, in Philadel- 
phia, in 1776, to the present day. The railroads can learn from 
the other industries and in turn they can learn from the railroads. 
Mr. Wilson’s paper before the general council on Tuesday will 
have far-reaching effects for good. With the backing of the 
council he will get a nation-wide hearing, whereas, if he had 
spoken only as a railroad man, he might have had from the daily 
papers only three-inch notices in obscure places. 


MOTION PICTURES 


C. H. Blakemore (N. & W.) read a brief paper on this subject. 
After trying all available methods he was satisfied that motion 
pictures constituted the one best means of securing the interest 
of employees. During the past five months he has been using a 
car equipped with a high-class machine, showing pictures as 
attractive as any of those displayed in the professional houses. 
Employees are entertained by a program that takes about one 
hour, of which one-third is occupied by lantern slides and 20 or 
25 minutes by two reels of motion pictures. “Steve Hill’s 
Awakening,” is a forceful and comprehensive safety-first lecture. 
It has been shown to 8,000 employees during these five months 
and the effect is remarkable. There is no trouble in getting the 
men to attend; the difficulty is to keep them out so as to make 
room for others; and the most pleasing effect is on the older 
employees. It is important to have the “human interest” element. 
Unemotional pictures will not answer. Mr. Blakemore thought 
that one or another of the large producers of motion pictures 
would get up what the railroads want if enough roads would join 
to assure them of a reasonable price. Ten or fifteen roads, 
willing to pay $300 each could get 2,000 ft. of films. That length 
is necessary for a satisfactory show. 

C. T. Banks (Erie) has bought a motion picture machine, and 
intends to show “Steve Hill’s Awakening.” The Erie also has a 
machine for taking motion pictures. 

M. A. Dow (N. Y. C.): The motion picture car on the New 
York Central has now been in use for about a year. Shopmen 
attend this exhibition on the company’s time. About 75,000 em- 
ployees have visited the car. It is the intention to produce another 
scenario. 


AN EXPERIENCE MEETING 


The second day of the meeting was given over to informal 
discussion. M. A. Dow (N. Y. C.), replying to a question as to 
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how best to awaken interest in committees, told of experiences on 
his road. After devoting attention pretty exclusively for a 
considerable time to physical conditions, it was decided to put 
more emphasis on the personnel; and he drew up a brief code of 
rules for the guidance of committees on all parts of the system. 
These rules were in substance as follows: (1) The superinten- 
dent to preside at all meetings. (2) If absent give the reason for 
the absence and have this go into the minutes of the meeting. 
(3) Detailed comparisons of the casualties on each division, 
and with the figures of other divisions, to be furnished by the 
general safety agent, and to be discussed at every meeting. (4) 
Meetings to discuss not only the tabular statements, but also the 
causes of selected typical cases, the reports of which are prepared 
by the general safety agent, and sent to all division committees, 
names of persons being omitted. (5) At each meeting, live topics, 
assigned by the general safety agent to be announced for discus- 
sion at the next following meeting. (6) Each of the 15 to 25 
members of each committee requested to caution at least two em- 
ployees in the matter of safety before the next meeting, and re- 
port the names of these employees and the subject on which they 
were cautioned. (7) A member who has no report to make must 
explain the reason; and must tell what safety work he has done, 
all to go into the minutes, (8) The committee must make a trip 
of inspection over the division at least once a year, sub-commit- 
tees being appointed, on these trips, to attend to particular sub- 
jects. (9) In matters of importance members to send written 
reports to the superintendent at once, without waiting for the 
next regular meeting. 

J. M. Guild (U. P.), referring to the omission of names from 
reports of accidents, said that when his road, a few years ago, 
began the investigation of train accidents in public, with outsiders 
on the investigating board, there was much discussion as to the 
possible harm of making public the names of employees at fault; 
but the fears were proved to have been groundless. On the 
other hand the legal department finds the public hearings a help. 
The officers of the road try to show the men that a square deal 
may be relied upon in all cases. The personal injury lawyers 
will get the information that they want, in spite of any amount 
of secrecy. 

Mr. Dow said that the assignment of topics beforehand was 
one of the best moves that had been made on the New York 
Central. Division meetings now frequently sit all day, and longer, 
where formerly they sometimes were unable to occupy the 
time in a satisfactory manner. The safety-first committee should 
never ignore the foreman of any force of workmen. If he is a 
good leader, he is a great help; if he is a bad leader or is 
lukewarm on the subject of safety, good results cannot be secured. 
The general managers of the New York Central System sent 
out circulars to foremen, reminding them that any foreman, 
knowing of an unsafe practice, who should not make suitable 
efforts to stop that practice would be morally responsible for 
the results. This circular was approved by the legal department 
of the road. The wide-awake foreman is a safety committee in 
himself. One yardmaster on the New York Central established 
a sub-committee on safety; and his example has now been 
followed by many others. 

E. F. McKenzie (P. R. R.) : Why should we not more generally 
employ personal appeal? Let us adopt the methods of Billy 
Sunday. I have tried this with fellow employees on the booze 
question, with good results. This would be carrying out the 
Scriptural injunction’ to love your brother as yourself. As 
business picks up there will be many new men in the service, and 
only by personal efforts of the experienced can men be made 
to appreciate the dangers of the work. 

T. H. Carroll (P. R. R.): How do your division superin- 
tendents feel on this subject? The superintendent is all im- 
portant. All the good things on the division should originate 
in his office. Why should a safety committee have to take up 
matters which the superintendent ought to have attended to? It 
is important not to confuse the duties of the superintendent with 
those of the safety committee. On the Pennsylvania, inspectors 
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are going over the different divisions all the time; but safety 
committees cannot do the things that the superintendent ought 
to do. 

H. J. Bell: On the Chicago & North Western we try to give 
the safety committee men the feeling that every employee is 
important. If a careless man is to be reprimanded or cautioned 
the letter is sent, not by the superintendent, but by the safety 
committee. We expressly agree that no one is to be disciplined 
for a first offense reported by a safety committee. The State 
Railway Commissioners, recently in convention, are to be com- 
mended for formulating a statute empowering station agents and 
section foremen to arrest trespassers, acting, in this matter, not 
as employees of the railroad but as deputy sheriffs. To further 
diminish trespassing by children, the North Western is getting 
out a postal card to be sent to parents. 

E. R. Scoville (B. & O.): On the Baltimore & Ohio those 
members of safety committees who are not officers are rotated 
every three months, oftener than on many roads; this with a view 
to getting a large number of men interested. The dates of the 
meetings of the safety committee on the divisions are so arranged 
that members of the general safety committee can visit each 
division meeting. At the close of each committee meeting we 
post bulletins containing suggestions which have been made by 
employees, with the name of the employee. On the whole system, 
in the last fiscal year, the number of suggestions was 15,352 
of which 93 per cent represented faults which were corrected. 
In the state of Ohio there is a specific statute relating to trespres- 
sing, and the road has a form letter which is sent to individuals, 
where occasion seems to demand, calling-attention to the law and 
to the addressee’s violation of it. This written notice does abate 
trespassing. Letters also are sent to owners of automobiles who 
disregard the flag signals given at crossings. In the company’s 
shops a safety committee posts a bulletin each day, calling atten- 
tion to matters of interest, good and bad. A foreman who has 
had three injuries in his department in one month due to the 
same cause is liable to have his name put on the bulletin; and 
this arouses him to activity. 


THE VALUE OF MOTOR CARS* 


By W. R. McKeen 
Consulting Engineer, Motor Cars, Union Pacific 


A transcontinental railroad passenger department officer stated 
in my presence that his road did not receive any profit whatever 
from passenger train service until the earnings showed approxi- 
mately one dollar per mile. A railroad director and financial 
representative stated that one road has 300 branches on which 
every passenger train operated loses money. While it is true 
that competent authorities are at times inconsistent in their ex- 
pression of costs and profits of passenger train service, I think 
I am safe in saying that very few if any three-car passenger 
trains are operated at a profit, and branch line passenger trains 
and the passenger coaches on mixed trains are a source of 
financial loss every day, the whole’ year through. The heavy 
fixed expenses of passenger train operation are too high and too 
great to be offset by the limited and restricted passenger receipts ; 
with mixed trains the situation is even worse. 

At first thought, it seems that to place a passenger coach on the 
rear end of a freight train, thereby having the advantage of ad- 
ditional revenue to help offset the operating expense of the 
freight train, is good economy and indicates a thrifty manage- 
ment. As a matter of fact a mixed train as a rule is a source 
of trouble, and represents false economy with no visible benefits 
other than being, as it is, an expedient, and a poor one at that. A 
mixed train’s schedule that suits the passengers as to leaving 
and arriving time, is as a rule disadvantageous to the freight and 
stock shippers; the passenger stops slow up the freight time, the 
freight stops make tedious delays to the passengers, the train 
crews run into overtime, the service becomes uncertain, unreliable 





*From a paper read before the New York Railroad Club, October 15, 
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and is poor railroading at best, and never will be a source of 
profit and satisfaction. 

The financial success and universal popularity of the trolley 
car is not entirely the result of its operating on the city streets. 
picking up passengers at street corners; on the most successful 
interurban electric systems the passengers are taken aboard at 
depots or central stations just the same as steam railroads take 
their passengers. The interurban cars stopping on city street 
corners is a detriment to electric car service, just the same as 
doing local work with 12 and 15 car steam through trains is bad 
railroad practice. The electric interurban cars with frequency 
of service, however, can be scheduled to suit the convenience 
of and please the public and in consequence they get the business. 
Thus I reach the subject, the gasolene motor car, a transporta- 
tion unit which offers a means of earning profits on branch 
lines, where the present steam service loses money. It has a 
great value to railroads operating mixed trains; they can be 
divided, producing two services instead of one, it is true, but both 
on an acceptable as well as revenue earning basis. The motor 
car will stimulate increased passenger travel and a 50 to 100 per 
cent increase thereby is easily attained in six to twelve months, 
resulting in a handsome increase in passenger earnings and at 
the same time the freight train is scheduled to suit freight busi- 
ness, the cost of operation is reduced and the improved service 
always tends to better freight earnings. 

The branch line passenger business responds most actively to 
motor car service. The motor car can make road crossing stops, 
pick up one or two passengers at a time, stop more often and 
maintain the same average speed as the steam train; the absence 
of cinders, smoke and jar are attractive features. Often on branch 
lines the public, having one passenger service a day, is much 
dissatisfied and demands two services per day. The single 
service loses money and the railroad cannot consider doubling 
or trebling its: present losses by putting on double passenger 
train service; yet a disgruntled local public is not desirable. A 
motor car for the new or second service not only can operate at 
a profit, but frequently stimulates and increases the travel on the 
steam train. It is a constant complaint of motor cars that they 
are too small. Originally a 30-ft. car could handle the busi- 
ness, then a 55-ft. car was more than ample, next a 70-ft. car 
seating 105 people was thought to be more than ample. The 
motor car always increases and continues to stimulate travel. 
The 70-ft. car having stimulated and increased business beyond 
its capacity, we have recently inaugurated the gasolene double 
unit motor car service, the baggage, mail and express on the 
front or the power car and the passengers in the second car. 
However, where a 70-ft. car is loaded to capacity, I believe 
additional service is the economical and preferable practice 
—the additional service continues not only to stimulate travel, 
but the rate of increase is also stimulated. 

While motor cars are more necessary to branch line service, 
they are also a source of much economy on main lines. One 
portion of a through line of a large railroad system was 
through a sparsely settled country and the fast through trains 
were doing the local work with the usual irregular arriving 
time and generally unsatisfactory service. A gasolene motor car 
service was inaugurated running about 40 minutes ahead of the 
through train; the express, mail, and passengers were collected 
from the small stations and deposited at the terminal where the 
through train picked them up. The motor car made reasonable 
profits and the local business increased about 60 per cent, but 
the improved time, the regularity of arriving at destination on 
time and the greater comfort and satisfaction to the through 
passenger service was of more real value than the increased 
profits. I have in mind one branch line operated for 30 years 
without any profit earning passenger business. There are now 


two motor car services daily with two coaches instead of one on 
the mixed train; besides the freight train is now scheduled to suit 
the freight and stock business and as a result the pleased freight 
shippers are a valuable asset, outside of the improved freight 
receipts. 


On another sixty-mile road where the passenger train 
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service showed a deficit since the road had been built, in thirty 
days after the gasolene motor car had been substituted for the 
steam train the passenger service showed a profit, the cost of 
operation had been cut over 60 per cent and the favorable show- 
ing has been maintained ever since, some eight years or so. 

From annual reports I notice the average number of passen- 
gers per train was 33, 30, 31 and 34 for four successive years; in 
other words, one-third of a load; on another road with excellent 
local business the average for three and four car trains was 37 
passengers; another road shows 40 passengers per train, including, 
however, ten and twelve car through trains. On most branch 
lines the averages will run down to 20 passengers and at times 
below. Manifestly, then it is uneconomic to operate a locomotive, 
three cars, full engine and train crew with all the inherent fixed 
expenses and only use them to one-third capacity; here is the 
explanation why a single unit motor car handling the same 
business can make money where the steam train loses. 

Among the structural features of the gasolene motor car bodies 
the success of which is demonstrated by 10 years’ practical 
service is the single steel center sill in place of the well estab- 
lished double center sill construction in wooden cars. A single 
steel center sill will develop all the strength necessary and there- 
fore its simplicity, economy and desirability, backed by its suc- 
cessful operation in practice, shows the fallacy of using a two sill 
design where one will answer. The steel center sill in a motor 
car structure is three times as strong as two standard wooden 
draft sills. The gasolene motor cars were among the first all- 
steel passenger cars built, and notwithstanding their compara- 
tively light weight have shown remarkable strength and safety 
characteristics. These cars are so constructed that the load is 
almost entirely carried by the sides of the car and not by the 
sills, and in ten years’ experience I have never known one of them ~ 
to sag; even after years of hard and fast service over the rough 
track of branch lines, the alignment of the side sills is as near 
as we can measure the same as when the car originally left the 
shop. 

DISCUSSION 


A. W. Jones, General Electric Company, gave some figures for 
motor car service which included one instance of an operating 
cost of 2.35 cents per train mile. This was for trains of one 
motor and one trailer car. 

An example was given by another speaker of a 60-mile road 
which because of the high initial cost of motor cars found it 
advisable to purchase additional locomotive and passenger cars 
instead. He advocated a cheaper and lighter type of motor car 
which would be much easier on tracks than the present types and 
believed such a car could be built for $1,800. 

The Central New York Southern, which operates two McKeen 
cars on runs of about 40 miles each way, has found that the 
cars will run slightly over two miles per gallon of gasolene, 
while the maintenance costs average 3.1 cents per car mile. 
Stress was laid on the effect of the operator’s training on the 
results obtained with motor cars; a man trained in steam service 
should not be expected to make the best job of running a motor 
car immediately as he is too used to the sounds and other char- 
acteristics of the steam locomotive. The Southern Pacific now 
has in service 42 motor cars and 9 trailers and obtains an average 
of 2.4 miles per gallon of gasolene. 





LABELING EXPRESS AND FREIGHT PACKAGES IN ENcLAND.—The 
Railway Executive Committee has issued amended instructions, 
effective September 1, as to the labeling of parcels and goods. 
In order to meet the fears of traders that their competitors might 
know from the addresses on packages who their customers were, 
the companies have, in the case of a number of similar con- 
signments to the same consignee, been content in the past to 
accept only a few labeled in each lot. With the depleted staff 
at their command, this has put an increased amount of work on 
the companies, and from September 1, when there are 10 or 
fewer packages, each must be labeled; where there are over 10 
but less than 100, one in five and for over 100 one in 10. 
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Jay A. Rossiter, office engineer of water pipe extension for 
the City of Chicago, Ill, has been appointed engineer of track 
elevation. 


During one week recently the department having charge of 
lost and found articles at the Chicago & North Western passen- 
ger terminal, in Chicago, returned to owners 157 articles that 
had been left in suburban trains. Among the articles were 15 
raincoats, 34 umbrellas, 3 traveling bags, 2 boxes of cigars and 
a purse. 


Employees of the Missouri, Kansas & Texas have organized 
an athletic association, the purpose of which is to develop a 
closer relationship among the men as well as to promote ath- 
letics. The first annual field and track meet of the association 
will be held at Denison, Tex., on November 6, and employees 
from all branches of the service and from all districts of the 
road will participate. C. E. Schaff, president and receiver of 
the road, has given a cup, to be known as the “C. E. Schaff 
Trophy,” which is to be contested for annually. 


The American Association of Engineers is perfecting plans 
for a national convention to be held at Chicago on December 
10 and 11. All engineering societies have been invited to send 
representatives. A national membership committee has been 
selected to push the organization of local chapters in various 
parts of the United States. The association maintains a service 
clearing house, engaged in putting the engineer in touch with 
the employer and the employer in touch with the men, without 
charge. The association has recently taken larger quarters at 


29 South LaSalle street, Chicago. 


The National Highways Protective Society, E. S. Cornell, 
secretary, New. York City, has records showing that in the first 
nine months of the present year 142 automobiles killed persons 
in the streets of New York City, and that the drivers of these 
cars are today operating their vehicles unmolested and ap- 
parently having no fear of any legal action. This and other 
facts in this connection, printed in the New York Herald, are 
made the basis of a strong argument for more energetic actior 
on the part of prosecuting officers. In the theatre and shopping 
districts of New York the street conditions are said to be ab- 
solutely intolerable. Of 170 persons killed in the streets by 
automobiles 68 were victims of trucks. 


A southbound passenger train of the Missouri, Kansas & 
Texas was stopped by ten robbers near Onapa, Okla., on the 
morning of October 27, about 2 o’clock, and the express car 
robbed. They tied up the crew with ropes, placed a guard 
over the passengers and held the train two hours, going about 
their work with precision. They sent back a detachment which 
stopped a freight train coming up behind and placed the freight 
crew under guard to prevent interference. The robbers escaped 
into the woods and followed. Three safes proved 
impregnable and were abandoned. After five charges of nitro- 
glycerine were exploded the fourth safe was opened. During 
this time probably a dozen shots were fired by the robbers. 


posses 


The Boston papers continue each day to have news and dis- 
cussions of the strike of freight house men in that city; but 
from the railroad standpoint the strike seems to have been 
settled. Large numbers of new men have been engaged and 
put at work, and the reports say that freight is moving nearly 
in a normal way. The strikers say that they are going to get 
longshoremen and other workmen to join them in sympathy, and 
the mayor of Boston writes to the railroads that the situation 
is threatening; also that the public will support the men in 
their demand for $2.50 a day; but the activities of the mayor 
and of other city officers do not seem to have affected the final 
outcome, 


Approximately 2,500 ft. of double-track snow sheds on the 
line of the Southern Pacific at Summit, Cal., where the railroad 
crosses the Sierras at an elevation of 7,018 ft., was burned out 


General News Department 
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on Sunday, October 17, by a fire which probably started from 
an explosion of a carboy of acid in a freight train on a siding. 
Fourteen loaded freight cars of this train, with a value estimated 
at $100,000, were destroyed, with their contents. The company 
soon sent three fire fighting trains loaded with water to the 
scene of the fire, and the line was open to traffic by 8:30 in the 
evening. Only the heavy timber supports of the snow sheds 
were left standing, and snow has already begun to fall at that 
elevation. Material was immediately rushed to the place and 
the work of rebuilding was begun at once. 


Cost of Running Jersey City Tractor 


The results of the use of an electric automobile, running on 
the pavement, to move freight cars on tracks in the streets of 
Jersey City, were given in an article, by T. V. Buckwalter, in 
the Railway Age Gazette of October 22, page 737. The expenses 
for the driver (wages) during the past year have averaged 
$71.65 a month, not $7,165, as erroneously stated on page 739. 
The same error, the omission of a decimal point, is what is the 
matter with the other item, $13,451, which appears in the same 
paragraph. 


The Cost of Valuation 


Charles A. Prouty, director of valuation of carriers’ property 
for the Interstate Commerce Commission, is quoted as saying 
that he expects the task to be completed in four years from 
next January. “The engineering departments are now proceed- 
ing at a rate of 50,000 miles a year,” he said. “We have about 
1,500 men employed at an annual expense of about $3,000,000; 
but the total bill for securing the information necessary to fur- 
nish a satisfactory basis upon which to predicate rates will not 
be more than the cost of one big dreadnought.” 


The Trial of the New Haven Directors 


The trial of the criminal suit against the eleven New Haven 
directors under the anti-trust law was continued in the Federal 
Court at New York during the past week. Former President 
C. S. Mellen was the principal and practically the only witness 
on the stand during the week and his testimony as developed 
by letters and other evidence offered by the attorney general’s 
special attorney, Frank M. Swacker, dealt only with the years 
prior to 1897. During this time the New Haven attempted to 
eliminate the New York & New England as a competitor. 

Mr. Mellen on Thursday told how he became general manager 
of the New England in April, 1892, but how seven months 
later he was made second vice-president of the New Haven, 
because, as C. P. Clark, president of the New Haven, later said, 
he was “too much of a nuisance on the New England.” 

Mr. Mellen told how in his new position he helped to eliminate 
the competition of the New England. The New Haven re- 
fused at one time to pay advance charges on freight coming from 
the New England. The New Haven entered into agreements 
with a number of roads west of the Hudson River whereby it 
exclusively was to receive New England traffic from them. 
One of the New England’s means of access to New York City 
was by the Wilson’s Point route. The government in this con- 
nection brought up the Sound Lines agreement signed in 1881, 
which the New Haven accused the New England of breaking in 
1891, when the latter attempted to establish a connection with 
New York via Wilson’s Point and the Long Island Road. The 
New England was jointly interested with the Housatonic Road 
in this route, and the New England Terminal Company, which 
supplied an important part of the service. New Haven inter- 
ests later bought control of the Housatonic line and an attempt 
was made to abolish the service of the Terminal Company 
almost entirely. The New England then tried to secure access 
to New York over the New York & Northern, which was about 
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this time acquired by the New York Central. Thereupon the 
New Haven tried to block the New England by the so-called 
tripartite agreement, which attempted among other things to 
hinder the New England’s access to New York City over the 
Central. Negotiations were not entirely successful, but in May, 
1895, the New Haven bought a controlling interest in the New 
England, following the latter’s receivership. 

Monday morning the proceedings were enlivened somewhat by 
the presence of John T. Johnson, the colored messenger in the 
president’s office at New Haven under Presidents Hall, Clark and 
Mellen. Mr. Johnson was called upon to identify a large num- 
ber of press copy letter books from the president’s office. 

On Tuesday Mr. Mellen was asked about certain fric- 
tion arising between the New York Central and the New Haven, 
back in 1894, relative to a proposed readjustment of traffic rela- 
tions. The New Haven, on Mr. Mellen’s advice, tried to secure 
larger divisions and to effect changes in routing which would 
give it a longer haul, and it was partly because of this that 
the New York Central opened its terminals to the New Eng- 
land. The friction aroused the anger of the late J. P. Morgan, 
who was a director of both roads. Mr. Mellen, on hearing of 
this, went immediately to Mr. Morgan’s office and explained the 
circumstances, whereupon Mr. Morgan exclaimed: “I never un- 
derstood it before, Mr. Mellen; I have been misinformed. I 
have been used as a doormat. Good day!” The disputes were 
later covered by the so-called Corsair agreement. 

Mr. Mellen was also on the stand on Wednesday, and dis- 
cussed the secret methods followed by the New Haven in 
buying control of competing roads. The detail into which the 
government has thus far carried the case has not only been the 
subject of comment by counsel for the defence, but by Judge 
Hunt, who is conducting the trial. Mr. Lindabury, of the coun- 
sel for the defence, on Tuesday complained of the manner in 
which “ancient history” was being brought up and expressed 
the opinion that if things went on as in the first two weeks of 
the trial he expected to be in court until next July. 


Chestnut Hill Electrification 


The Pennsylvania Railroad has begun work between the 
Schuylkill river and North Philadelphia on the foundations for 
the posts which will be required for this portion of its line when 
electric propulsion is put in use. It is expected that the electri- 
fication work, which includes the branch to Chestnut Hill, 12 
miles from the Broad street terminal, will be finished in the 
latter part of 1916. On the Chestnut Hill branch the elimination 
of grade crossings at Chelten avenue and Highland avenue, 
which is to be paid for jointly by the city of Philadelphia and 
the railroad company, will require about 12 months for comple- 
tion, so that the introduction of electric traction will depend 
on the time when the grade crossing work is completed. 





A Correction 


On page 677 of the Railway Age Gazette of October 15 there 
was a map of the railroads in the hands of receivers. On 
this map the line from New Orleans, La., to Laurel, Miss., was 
shown as being in the hands of receivers. The New Orleans, 
Mobile & Chicago formerly had trackage rights over this line 
but it is owned by the New Orleans & Northeastern and the 
trackage right contract was canceled before the appointment of 
receivers for the New Orleans, Mobile & Chicago. The New 
Orleans & Northeastern is not, of course, in the hands of re- 
ceivers, although the New Orleans, Mobile & Chicago is. The 
line from New Orleans to Laurel, therefore, should not have 
been shown as being in the hands of a receiver. 





Highway Crossing Data 


“The Partnership Interests of a Municipality and a Railroad, in 
the Matter of Eliminating Grade Crossings” is the title of a 
pamphlet which has been issued by Fairfax Harrison, president 
of the Southern Railway, apparently for circulation among the 
cllicers of cities and towns along the lines of that company’s 
railways in the southern states; but it is of interest to students 
0: this subject everywhere, being filled with facts concerning this 
problem gathered in several northern and central states and in a 
ozen prominent cities. This matter, showing how this difficult 
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subject has been dealt with under all sorts of conditions, is in 
the nature of a preface to a half-dozen pages giving details of 
the division of cost for improvements of this class in Atlanta, 
Birmingham, Chattanooga and other places on the Southern Rail- 
way’s lines. 


A New York View of the Mail Pay Question 


The Merchants’ Association of New York has made an inves- 
tigation of the mail pay question, thorough and exhaustive, and 
finds that the railroads are being greatly underpaid; and the 
board of directors concludes that the plan embodied in the 
two measures now pending before Congress, the Bourne and 
Moon bills, would divert large quantities of merchandise from 
the freight traffic of the carriers. 

The investigation was made by a committee of ten members, 
of which William Fellowes Morgan was chairman. After con- 
sidering the report the directors adopted resolutions in part as 
follows: 

“Whereas, It is shown by the analyses of the Interstate 
Commerce Commission 

(a) That railroad revenues as a whole are insufficient and 
should be increased; and 

(b) That the deficiency is mainly due to insufficient pas- 
senger service earnings; and 

“Whereas, It is shown by the analyses of the Bourne commit- 
tee that the earnings of the mail traffic branch of the passenger 
service are approximately 22% per cent below the average 
earnings of the passenger service, which the Interstate Com- 
merce Commission finds deficient as a whole; and 

“Whereas, It is shown by the report of the Association’s 
Committee on Postal Affairs that the average rate of com- 
pensation paid by the government to the railroads for mail 
carriage has been reduced approximately 50 per cent since 
1902, and now produces little or no profit and possibly entails 
a loss; and 

“Whereas, The space-rate proposed is equivalent in the case 
of fully loaded cars to a‘rate of 1% cents per ton-mile for 
freight carried for the government on passenger trains, while 
the same high-class freight, if carried for private shippers on 
freight trains, would pay from two to three times that rate 
per ton-mile. 

“Resolved, That the public welfare requires that the coun- 
try’s transportation facilities be maintained in constantly effi- 
cient condition, and that we recommend 

(a) Payment for the present, for weight, on the basis of 
the existing law, but with provision for annual instead of quad- 
rennial weighings; 

(b) Payment for apartment-car space, pro rata, 
basis of payment now in effect for full postal cars; 

(c) Payment for side and transfer services, or that the 
railroads be relieved of the performance of those services. 

“Resolved, That no new and untried plan for determining 
railway mail pay should be adopted unless or until approved by 
the Interstate Commerce Commission, after thorough inves- 
tigation, with especial reference to the effect of such plan upon 
the railroads’ existing freight revenues, and the equity of rates 
proposed for the carriage of postal matter upon passenger trains 
in comparison with the rates charged for first class merchandise 
on freight trains; and we recommend that for not less than 
two years, all weighings and adjustments for determining rail- 
way mail pay be supervised by the Interstate Commerce Com- 
mission, which Commission shall obtain from the Post Office 
Department and the railroads reports covering all necessary in- 
formation as to the service performed, and pending such report 
and recommendations by the Interstate Commerce Commission 
the existing law be continued, but with the modifications indi- 
cated by the preceding resolution. 

“Resolved, That the plan of space-payment is excessively dis- 
criminatory in that it makes, for mail-freight carried on pas- 
senger trains, a rate only about one-third to one-half the rate paid 
for high-grade freight carried on freight trains, which condition 
will promote the diversion to the mails of large quantities of 
high-grade merchandise, on all of which the railroads will suffer 
a loss of two-thirds of their present freight revenues; and there- 
fore that The Merchants’ Association of New York oppose any 
and all bills for the readjustment of railway mail pay on the basis 


mainly of space or substantially as proposed by the Bourne and 
the Moon bills.” 


upon the 
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Western Society of Engineers 


L. E. Johnson, president of the Norfolk & Western, will ad- 
dress the Western Society of Engineers at its meeting in Chi- 
cago on November 2, on “The Relations of the Railroads and 
the Public,” giving a discussion of the railway situation, espe- 
cially with reference to the policy of regulation, both as it is 
and as it ought to be. 


Passenger Traffic Officers 


A special meeting of the American Association of Passenger 
Traffic Officers was held at French Lick Springs, Ind., on Tues- 
day of this week, with about a hundred members present. A 
large docket of important subjects was discussed, including com- 
mittee reports on a Universal Telegraph Code; Association 
Ticket Paper; Economical Distribution of Folders and Adver- 
tising Matter; An Additional Charge for Checking Baggage: 
Economy in the Operation of City Ticket Offices and Regulation 
of the Sale of Prepaid Ticket Orders. 


Society of Railway Financial Officers 


The annual meeting of the Society of Railway Financial 
Officers was held at Colorado Springs, Colo., on October 19, 
20 and 21. President A. O. Wellman, assistant treasurer of the 
Atchison, Topeka & Santa Fe, presided. The meeting discussed 
committee reports on Uniform Form of Vouchers and Agents’ 
Drafts, Semi-Annual Pay-Days, Railroad Collection Bureaus in 
Large Cities and Railway Clearing House. The subject of a 
railway clearing house was referred back to the committee for 
a further conference with a committee of the accounting officers’ 
association during the year, the result of the conference of 
the joint committee to be referred back to the next annual meet- 
ing. Addresses were made by Senator Charles S. Thomas on 
“Some Features of the Federal Reserve Bank,” Dr. William 
F. Slocum, president of Colorado College,*and R. L. Holland, 
of Colorado Springs. 

Officers for the ensuing year were elected as follows: Presi- 
dent, T. H. B. McKnight, treasurer, Pennsylvania Lines, Pitts- 
burgh, Pa.; first vice-president, H. E. Suckling, treasurer, Cana- 
dian Pacific, Montreal, Que.; second vice-president, D. K. Kel- 
logg, treasurer, Richmond, Fredericksburg & Potomac, Rich- 
mond, Va.; secretary and treasurer, Carl Nyquist, assistant sec- 
retary, Chicago, Rock Island & Pacific, Chicago. 


Railway Development Association 


The Railway Development Association will hold its annual con- 
vention at the Hotel McAlpin, New York City, November 9, 10 
and 11. 

The program for Tuesday, November 9, includes an address 
on “General Railroad Business,” by George A. Post, president 
of-the Railway Business Association; on Immigration, by F. C. 
Howe, United States Commissioner of Immigration; Immigra- 
tion Field Work, by John F. Fox, Immigration Agent of the 
Northern Pacific; Exports, by W. S. Kies, vice-president of the 
National City Bank, New York; Fruit Growing, by J. H. Hale; 
“What Made the Department Permanent,” by W. W. Wood, 
General Industrial Agent of the Baltimore & Ohio; “Eliminating 
Competition by Locating Industries on Joint Tracks,” by C. C. 
Dana, Industrial Commissioner of the Atchison, Topeka & 
Santa Fe. 

On the second day there wil! be papers on Agriculture, by Pro- 
fessor Alva Agee, Dean of the New Jersey State College of 
Agriculture; Intensive Agriculture, by William H. Olin, Agri- 
cultural Commissioner of the Denver & Rio Grande; Co-opera- 
tion of Railroads and Commercial Organizations, by R. C. 
O’Keefe, Secretary of the Buffalo Chamber of Commerce; Acqui- 
sition of Land for Locating Industries, by John C. Emig, In- 
dustrial Agent of the Cleveland, Cincinnati, Chicago & St. Louis; 
Horticulture and Agriculture in the South, by J. A. Hearne, 
Fruit and Vegetable Agent of the New Orleans & North- 
Eastern. 

On Wednesday evening there will be a banquet, and the speak- 
ers will be Howard Elliott, President of the New York, New 
Haven & Hartford; Senator J. W. Weeks, of Massachusetts, and 
Ralph Peters, President of the Long Island Railroad. 

On the third day the following addresses will be made: Do- 
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mestic and Foreign Immigration, by S. A. Hughes, General Im- 
migration Agent of the St. Louis & San Francisco; Markets and 
Rural Organization, by C. C. White, of the United States Depart 
ment of Agriculture; Industries, by W. W. Hartman, Industriai 
Agent of the Grand Rapids & Indiana; Harbor Development and 
Pier Extension, by Thomas O. McGill, Secretary of the Commit- 
tee to Investigate Port Conditions in New York City. 

The president of the Railway Development Association is J. C. 
Emig (C., C., C. & St. L.), Cincinnati, Ohio, and the secretary 
is H. O. Hartzell (B. & O.), Baltimore, Md. 


MEETINGS AND CONVENTIONS 


The following list gives names of secretarées, date of next or regulas 
meetings, and places of mecting of those associations which will meet during 
the next three months. The full list of meetings and conventions és pub- 
lished only in the first issue of the Railway Age Gazette for each month. 


American Rattway Association.—W. F. Allen, 75 Church St., New York. 
Next meeting, November 17, 1915, Chicago. 

American Society oF Civit_ EncIneers.—Chas. Warren Hunt, 220 W. 
57th St., New York. Regular meetings, 1st and 3d Wednesday in 
month, except July and August, 220 W. 57th St., New York. 

AMERICAN SOCIETY OF MECHANICAL ENGINEERS.—Calvin W. Rice, 29 W. 
tl St., New York. Annual meeting, December 7-10, 1915, New 

ork. 

ASSOCIATION OF TRANSPORTATION AND Car AccounTinG Orricers.—G. P. 

onard, 75 Church St., New York. Next meeting, December 14-15, 
1915, St. Louis, Mo. i 

Bripcr AND BuiLpinc Suprty Men’s Assocration.—L. D. Mitchell, Detroit 

Graphite Co., Chicago, Ill. Meetings with American Railway Bridge 


and Building Association. 
Canapian Rattway CLus.—James Powell, Grand Trunk, P. O. Box 7, St. 


month, except June, July an 


mbert (near Montreal), Que. Regular meetings, 2d trea in 


August, Windsor Hotel, Montreal, Que. 
Canapian Socrety oF Crvit Encineers.—Clement H. McLeod, 176. Mans- 
field St., Montreal, Que. Regular meetings, 1st Thursday in October, 
November, December, February, March and April. Annual meeting, 
January, Montreal. 

Car ForeMen’s AssociaTION OF Cuicaco.—Aaron Kline, 841 Lawlor Ave., 
Chicago. Regular meetings, 2d Monday in month, except June, July 
and August, Hotel La Salle, Chicago. 

CENTRAL Raitway Cius.—H. D. Vought, 95 Liberty St., New York. Regu- 
lar meetings, 2d Friday in January, May, September and November. 
Annual meeting, 2d Thursday in March, Hotel Statler, Buffalo, N. Y 

Encinerrs’ Society oF WESTERN PenNSYLVANIA—Elmer K. Hiles, 2511 
Oliver Bldg., Pittsburgh, Pa. Regular meetings, lst and 3d Tuesday, 
Pittsburgh. 

GENERAL SUPERINTENDENTS AsSOcIATION_oF Curicaco.—A. M. Hunter, 321 

rand Central Station, Chicago. Regular meetings, Wednesday, pre- 
os 3d Thursday in month, Room 1856, Transportation Bldg., 
icago. 

New EnciLanp RatLtroap Cius.—W. E. Cade, Jr., 683 Atlantic Ave., Bos- 
ton, Mass. Regular meetings, 2d Tuesday in month, except June, 
yu: August and September, Boston. 

New York Rartroap Cius.—Harry D. Vought, 95 Liberty St., New York. 
a meetings, 3d Friday in month, except June, July and August, 
29 W. 39th St., New York. 

Nracara Frontier Car Men’s Assocration.—E. N. Frankenberger, 623 
Brisbane Bldg., Buffalo ; Meetings, 3d Wednesday in month, 
New York Telephone Bldg., Buffalo, N. Y. 

Preorta Association OF Rartroap OrrFicers.—M. W. Rotchford, 410 Masonic 
Temple Bldg., Peoria, Ill. Regular meetings, 3d Thursday in month, 
Jefferson Hotel, Peoria. 

Rartroap Cius oF Kansas City.—Claude Manlove, 1008 Walnut St., Kan- 
sas City, Mo. Regular meetings, 3d Saturday in month, Kansas 


City. 

RartroaD MeEn’s ImMprovemMENT Socrety.—J. B. Curran, Erie R. R., 50 
Church St., New York. Meetings, alternate Thursdays, October to 
May, Assembly Rooms of Trunk Line Association, 143 Liberty St., 
New York. 

Rattway Business AssociaT1on.—Frank W. Noxon, 30 Church St., New 
York. Annual meeting, December, 1915. Waldorf-Astoria Hotel, 
New York. 

Rattway Ciue or Pittssurcu.—J. B. Anderson, Room 207, P. R. R. Sta., 
Pittsburgh, Pa. Regular meetings, 4th Friday in month, except 
June, July and August, Monongahela House, Pittsburgh. 

Ricumonp RarLtroap Cius.—F. O. Robinson, C. & O., Richmond, Va. 
a meetings, 2d Monday in month, except June, July and 

ugust. 

St. Louis Rattway Cius.—B. W._Frauenthal, Union Station, St. Louis, 
Mo. ages meetings, 2d Friday in month, except June, July and 
August, St. Louis. 

Satt Lake TRANsporTATION CLuB.—R. E. Rowland, David Keith Bldg., 
Salt Lake City, Utah. Regular meetings, Ist Saturday of each 
month, Salt Lake City. 

SouTHERN & SouTHWESTERN Raitway Cius.—A. J. Merrill, Grant Bldg., 
Atlanta, Ga. Regular meetings, 3d Thursday, January, March, May, 
July, September, November, 10 A. M., Piedmont Hotel, Atlanta. 

TraFric CLtus oF Cu1caco.—W. H. Wharton, La Salle Hotel, Chicago. 

TraFFic Crus oF New Yorx.—C. A. Swope, 291 Broadway, New York. 
Regular meetings, last Tuesday in month, except June, July and 
August, Waldorf-Astoria Hotel, New York. 

TRANSPORTATION CLuB oF Detroit.—W. R. Hurley, Superintendent’s office, 
a R. R., Detroit, Mich. Meetings monthly, Normandie Hotel, 

etroit. 

TraFFic Cius oF PittssurcH.—D. L. Wells, Gen’l Ast.» Erie R. R., 1924 
Oliver Bldg., Pittsburgh, Pa. Meetings bi-monthly, Pittsburgh. 

Uran Society oF ENGINEERS.—Frank W. Moore, 1111 Newhouse Bldg., 
Salt Lake City, Utah. Regular meetings, 3d Friday in month, ex- 
cept July and August, Salt Lake City. 

Western Canapa Raitway Crus.—L. Kon, Immigration Agent, Grand 
Trunk Pacific, Winnipeg, Man. Regular meetings, 2d Monday, ex- 
cept June, July and August, Winnipeg. 

Western Rartway Cius.—J. W. Taylor, 1112 Karpen Building, Chicago. 
Regular meetings, 3d Tuesday in month, except June, July and 
August, Karpen Bldg., Chicago. 

Western Society or ENGINEers.—J. H. Warder, 1735 Monadnock Block, 
Chicago. Regular meetings, 1st Monday in month, except January, 
uly and August, Chicago. Extra meetings, except in July and 
August, generally on other Monday evenings. Annual meeting, 1st 
Wednesday after 1st Thursday in January, Chicago. 
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Manila and Hong Kong, which will also represent the 


traffic department of the Union Pacific System. 


Offices are being established by the American Express Com- 
pany in 
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The purchaser is said 


The Rutland Transit Company, operating freight steamers on 
* the Great Lakes and to Ogdensburg, N. Y., has sold its last two 


vessels, the Rutland and the Ogdensburg. 
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Train service was resumed on October 19 between Laredo 
Temporarily, the train starts from New La- 


and Mexico City. 
redo, just across the river from Laredo, Tex., but it is expected 


that within a short time the service will be extended to this side 


to be the Pacific Alaska Navigation Company, of Seattle. 
of the river. 
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in running regu 


H. C. Dinkins, foreign freight agent of the 


International & Great Northern, is making a tour of Mexico, 


which formerly maintained passenger or 
studying business conditions. 


freight agencies in Mexico are considering arrangements for re- 


Those railways 
opening the offices. 
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The Canadian Northern will beg 
tween Winnipeg and Toronto on November 1. 


ins be- 
Passenger 


lar tra 


on 


Trains will leave Toronto 


m. 


trains will leave Winnipeg at 5:15 p. m. on Mondays, Wednes- 


days and Saturdays, arriving at Toronto at 2:45 p. 


Wednesdays, Fridays and Mondays. 
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at 10:45 p. m. Mondays, Wednesdays and Fridays. 


Austin Gallagher, industrial commissioner of 


“Baltimore Agricultural Transportation Club” is the name of 
an organization recently started in Baltimore for the purpose of 
promoting co-operation between the railroads and agricultural 
interests of all kinds, for the promotion of agriculture as re- 


lated to traffic. 
the Western Maryland, is president of the club. 
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The Northern Pacific has put in effect a low passenger rate ~ 
for harvest hands of $5 per capita for the round trip, from all 
points in Minnesota and from points in North Dakota east of 


and including Oakes and Valley City, as well as from Superior, 


Wis., 


North Dakota, except that 


in I 


ine 
ion of fresh fish from the Pacific ocean 


point on its 1 


to any 


The Canadian Express Company is now doing a large busi- 
ness in 


from St. Paul, Minneapolis, Duluth and Superior this rate will 


apply only for parties of five or more on one ticket. 


the transportat 
to the eastern part of the country. 


An officer of the express 
Most of the fish comes 


Prince Rupert, the western terminus of the Grand Trunk Pacific, 
amount to 1,723,000 Ib., nearly all halibut. 
from Alaskan waters, nearly 1,000 miles from Prince Rupert. 


company says that the average monthly receipts of fish at 
Monthly rece 


ipts at Seattle average 2,000,000 Ib., and at Van- 


couver 1,099,000 Ib. 


A committee representing the Chicago Board of Trade and 
other shippers’ organizations interested in traffic on the Great 


f the Lehigh 

’s order requiring 
ines on the lakes. 
to postpone the 


ission 
ission 


October 23, on the application o 


f its boat 1 


10n O 


he operat 


iscontinue t 


. 
. 


akes, appeared at the hearing before the Interstate Commerce 
ommission on 


The committee, which was appointed at a meeting at Chicago 
effective date to give the shippers an opportunity for a further 


Valley for a reconsideration of the comm 
last week, appeared and asked the comm 


it to d 
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’s order 
In Au- 


ission 
At Chicago 


he Great Lakes, was re- 


Differences in the 


ice on t 


y boat serv 


tion with those from New Jersey. 
day melons were on the market from eight different 


states, including Delaware and California. 


i 


It is found that many receivers encourage the ship- 
t 


ment of greater supplies than they can sell promptly. 


The Department of Agriculture, Washington, has issued a 
bulletin, No. 315, giving results of a study of the cantaloupe 


ll practically destro 
industry. 


ported in last week’s issue. 
ity in compe 


in one 


wil 


hearing. The petition filed by the Chicago Board of Trade, 


setting forth the fear of the shippers that the comm 
affecting the competition between growers in the east and those 


gust, 1914, melons from Texas were being sold in New York 
of irrigated fields produce violent changes in the conditions 


weather in different parts of the country, and the super 
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in the far west. In the study made by the department in 1914 
statistics were gathered of 16,401 carloads of cantaloupes. In 
carload shipments California was the greatest producer, ship- 
ping 5,146 carloads. 


The New England Industries Demurrage Committee held its 
annual meeting at Boston, October 20, with 31 members present. 
These representatives of shippers and receivers of freight ex- 
press themselves well satisfied with the special arrangement in 
New England under which a demurrage commissioner, with an 
office at Boston, virtually arbitrates all demurrage disputes be- 
tween the carriers and the shippers. A proposition to broaden 
the scope of the committee so as to have it deal with all sorts 
of traffic questions was voted down. It is estimated that demur- 
rage charges in the six New England states amount to nearly 
a million dollars a year. The chairman of the executive com- 
mittee of this body is W. A. Clark, president of the New Eng- 
land Coal Dealers’ Association, Northampton, Mass.; vice-chair- 
man, G. L. Graham, American Woolen Company, Boston; secre- 
tary, C. J. Hart, Old South Building, Boston; treasurer, C. H. 
Tiffany, New England Paper & Pulp Traffic Assoication, Bos- 
ton. Other cities represented in the executive committee are 
Lynn, Holyoke, Worcester, Bridgeport, Lawrence, Providence, 
3ellows Falls, Berlin, N. H.; Plymouth, Mass., and New Bri- 
tain, Conn. 


Decrease in Loss and Damage Payments on the Santa Fe 


At the recent semi-annual conference of the Atchison, Topeka 
& Santa Fe loss and damage committee figures were presented 
showing a still further reduction in payments for loss and dam- 
age to freight, in spite of an increase in the volume of freight 
as shown by the earnings, the payments for such claims amount- 
ing to .96 per cent of freight earnings as compared with 1.05 
per cent the year before. The loss and damage payments by 
the Santa Fe in 1908, the year the campaign for reductions of 
loss and damage was started, were $1,565,434, with freight earn- 
ings amounting to $61,848,638, the payments being 2.53 per cent 
of the earnings. As a result of the campaign there has been 
a .gradual decrease as shown below: 

Gross 
Freight 
Receipts 
et De eccnseeen ck see $64,212,638 
71,194,055 
71,787,200 
71,529,574 
78,190,922 
73,638,388 
80,504,000 


P.c. Fght. 


Payments 
Receipts 


for L. & D. 
$1,234,564 
1,141,014 
1,091,435 
939,676 
942,838 
772,300 
771,764 


Year 
1909.... 
a ee 
1911 


1913 
1914.. 
1915... 


Heavy Freight Movement 


Serious congestion of freight is reported on all of the trunk 
lines centering in New York. The movement of export grain, 
and of many other articles for export, including war material, 
is very heavy; and, beginning with the delays occasioned early 
in the month by the strikes of laborers in New York City, the 
movement of all freight has been growing more and more diffi- 
cult. The Central of New Jersey announced last week that it 
had been necessary to refuse all new shipments for a period of 
two weeks, but it was expected that most of the accumulated 
freight could be cleared out of the way by the middle of this 
week. The trunk lines have many miles of side tracks filled 
with delayed cars. The movement of grain from Lake Erie to 
the Atlantic Seaboard is the heaviest ever known. A competent 
observer in New York believes that there is now ready for export 
at New York harbor five times as much freight as the available 
vessels can take. 

The vessels of the Southern Pacific and other lines have had 
to leave behind large quantities of freight at Galveston and New 
Orleans destined for New York and other Atlantic ports, these 
lines being crowded with freight because of the blockade of the 
Panama Canal. 

The ship lines whose business is stopped or delayed by the 
closing of the canal are complaining loudly that the rates by 
the Panama Railroad across the isthmus are excessive. A flat 
rate of three dollars a ton has been announced by the Panama 
Railroad, which rate includes wharfage and cartage and the 
transfer charges on the docks. There were about 375,000 tons 
of freight in the vessels awaiting transit through the canal be- 
fore any of them left to go by the longer routes. This is equal 
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to more than half the largest annual tonnage ever hauled by 
the Panama Railroad between the seaboards. 


Texas Farmers’ Attitude 
[Statement by Henry N. Pope, President Texas Farmers’ Union.] 


“The weekly crash of railroad receiverships as they fall upon 
our courts forebodes the coming of government ownership, but 
if the people want government ownership, it should come 
through choice and not be thrust upon them by the financial 
failures of the railroads. The railroad problem in Texas is 
perhaps more acute than that of any other state in the Union. 
We lead all states in total railroad mileage and likewise we lead 
all states in receivership mileage, as 30 per cent of our mileage 
and 45 per cent of railroad investments are in the hands of 
receivers. We are more in need of additional mileage than any 
other state and construction is at a standstill. 

“The public hearings before the Texas Railroad Commission 
so far indicate that almost every line of industry and almost 
every shipper who has appeared concede that the railroads are 
entitled to an increase in rates, but most of them want their 
own business exempt; yet the railroads cannot pay bills with 
moral support. Any shipper who wants his goods hauled for 
less than cost begs from his neighbors and asks of government 
a special privilege for which he gives nothing in return. Such 
conduct is feeble, vicious and un-American and unworthy of 
serious recognition by any tribunal of justice. 

“The rate problem is too complicated for the layman to under- 
take to pass upon it in detail, and I have perhaps given the 
matter no more study than the average citizen and like all 
shippers have been opposed to increasing the rate on my own 
freight and had hoped an increase of any sort could be avoided; 
but it is time to meet the issue squarely and if an increase in 
rates is necessary to avoid honest receiverships and to provide 
sufficient revenue to maintain and improve railroad property 
wisely and honestly administered, then all shippers and all com- 
modities should be willing to bear an equitable portion of the 
burden. 

“The hearings have pretty well exploded the theory that ‘the 
consumer pays the freight,’ or at least that he feels every vibra- 
tion in rates, for the consumer in some instances has invited 
an increase in rates and in no case has it been opposed by the 
consumer; but the dealer has kept a battery of attorneys and 
rate experts at Austin to battle against every suggestion of an 
increase. There have, no doubt, during the past quarter of 
a century, been many decreases made in freight rates that never 
reached the consumer and such rates ought first to be restored, 
as they are nothing more than legalized rebates to the shipper, 
and result in impoverishing the railroads without benefiting 
the people. The public gains nothing by a rate that confiscates 
the property of a railroad to increase the dividends of private 
corporations or that forces a railroad to make an unreasonable 
contribution toward building up a business, an industry or a 
city. Such conduct is immoral, for a business that must have 
its freight hauled for less than cost has no right to exist and 
a railroad should not be made to subsidize any line of industry. 
Such a procedure, when voluntarily engaged in by the railroads 
several years ago, was vigorously condemned by the courts and 
censured by public opinion, and ought not to be legalized now. 

“Every effort should be made to give the railroads necessary 
relief by the equalization of rates and by making every pound 
of freight pay its own fare before taxing the products of the 
soil; and, likewise, all expenses should be reduced to the mini- 
mum. The Farmers’ Union has always opposed the legislature 
burdening the railroads with unnecessary expenses and now is 
a good time to search the statute books for oppressive and 
extravagant laws which consume the revenues of the railroad 
and give the public inadequate returns, and for the inauguration 
of constructive legislation that protects and invites expansion 
of our transportation facilities.” 


RAiLwAy ExTENSION IN AUSTRALIA.—A big scheme for ex- 
tending the New South Wales government railways into Vic- 
toria and the Victoria government railways into New South 
Wales is in contemplation. The former government has con- 
sented to the appointment of a joint state commission to in- 
vestigate the subject and formulate schemes, and reports sa) 
that the Victoria government is considering the question. 
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INTERSTATE COMMERCE COMMISSION 


Rates on Fertilizer from New Orleans 

Opinion by Commissioner Harlan. 

The commission finds that tiie carriers have justified proposed 
increased rates on domestic fertilizer and fertilizer materials 
from New Orleans and other Louisiana points to Ohio river 
crossings and beyond. (36 I. C. C., 247.) 





Complaint Dismissed 


Nebraska State Railway Commission v. Chicago, Burlington 
& Quincy. Opinion by Commissioner Daniels. 

The commission finds that the rates on cattle, hogs and sheep 
from stations in Nebraska on the Holdredge-Cheyenne branch 
of the Chicago, Burlington & Quincy to St. Joseph, Mo., are not 
unreasonable nor discriminatory. (36 I. C. C., 219.) 


Rates on Soap to Texas Points 


Peet Brothers Manufacturing Company v. Atchison, Topeka 
& Santa Fe et al. Opinion by Commissioner Daniels. 

The commission finds that the rates on soap from Kansas 
City to Texas points are not unreasonable nor discriminatory 
as compared with the rates from St. Louis or from Chicago or 
Cincinnati to the same or other destinations. Action on a fourth 
section application for authority to continue rates on soap and 
soap powder from Kansas City, Mo., to Beaumont, Houston 
and Galveston, Tex., lower than the rates to intermediate points 
is reserved because this matter is being taken up in connection 
with another case. (36 I. C. C., 208.) 

Soap to Texas points. Opinion by Commissioner Daniels. 

A proposed increase in commodity rates on soap from Kansas 
City, Mo., St. Louis, Mo., and points east of the Mississippi 
river to Beaumont, Houston, and Galveston, Tex., is found not 
justified, since a present discrimination against St. Louis from 
points beyond is increased thereby without the necessary fourth 
section relief. This denial of the proposed increase is, however, 
without prejudice to future action by the carriers. (36 I. C. C., 
215.) 


Rates on Pig Iron from Virginia Furnaces 


Low Moor Iron Company et al. v. Chesapeake & Ohio et al. 
Opinion by Commissioner Daniels. 

In the original report in this case, 30 I. C. C., 615, the rates on 
pig iron from Low Moor, Roanoke and Virginia furnaces on the 
Chesapeake & Ohio and Norfolk & Western to Baltimore, 
Philadelphia and New York, and points taking the same 
rates, were held unreasonable and new rates were prescribed 
not to exceed $2.25 per gross ton to Baltimore, $2.75 to Phila- 
delphia, $3 to New York and $3.25 to Boston. The defendant 
carriers put in effect the rates prescribed as maxima to the 
cities specified, but not to related points. In a new order they 
are required to establish rates to these other points which will 
bear the same relationship to the rates prescribed above that 
was formerly in effect before the rates were changed. (36 I. C. 
C., 222,) 


Rates on Scrap Iron to Galveston 


c 


Phoenix Iron & Steel Company v. Galveston, Houston & Hen- 
derson et al. Opinion by Commissioner Daniels. 

Prior to September 1, 1911, the defendants absorbed the un- 
loading charges at Galveston on all commodities exported through 
that port, with the exception of lumber, logs, staves and other 
articles taking the lumber rates, when from Texas, Louisiana, 
and California points, provided that the net revenue to them 
atter the absorption was $1.50 per net ton on traffic from all 
points except Houston, as to which point there was apparently 
Oo minimum net revenue required on carload shipments for 
export. On that date they refused to continue the absorption 
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of an unloading charge of 35 cents a net ton on scrap iron for 
export alleging that their rates on this commodity were too low 
to permit of absorption. The commission finds that the effective 
rates in question are reasonable and that the carriers are justi- 
fied in refusing to absorb the unloading charges. (36 I. C. C.,, 


175.) 





Rates to the Teton Basin 


Foster Lumber Company v. Clatskanie Transportation Com- 
pany et al. Opinion by Commissioner Daniels. 

In view of carriers’ adjustment of rates subsequent to the filing 
of this complaint, and in view of their proffer of additional 
through routes with joint rates applicable thereto, rates from 
points in Oregon, Washington and Idaho to destinations on the 
Teton Basin branch of the Oregon Short Line are held not un- 
reasonable. 

The Teton Basin branch was opened for operation in 1912, 
and the defendants contend that in accordance with the general 
practice followed by them in connection with branch lines, the 
through rates were originally made by full combination upon 
the junction point, subject to reduction by substituting lower 
differentials for the locals as the development of traffic on 
the branch warranted, and that a readjustment of August 20, 1914, 
was made in pursuance of that practice. It is in evidence that 
the Teton Basin branch was costly to construct and that its 
volume of traffic, as also the complainant’s lumber shipments 
thereon, are light. North of Ashton the line to the Yellowstone 
is operated only during the tourist season. (36 I. C. C., 190.) 


Lumber Rates on the Gould Southwestern 


E. P. Ladd Company v. Gould Southwestern et al. 
Commissioner Daniels. 

The rates on lumber from Furth, Ark., on the Gould South- 
western, 13 miles from Gould, Ark., its junction with the St. 
Louis, Iron Mountain & Southern, are 2 cents per 100 lb. higher 
than from Gould. The commission finds that these rates from 
Furth are unreasonable to the extent that they exceed the rates 
from Gould. The rate on hardwood from the latter point is 
blanketed in Arkansas from just north of Little Rock south 
to the Arkansas-Louisiana state line, and the rate on pine and 
cypress is similarly applied as a blanket rate from the Arkansas 
river south to the Gulf of Mexico and east to the Mississippi. 
Gould and Furth are near the northern boundary of these 
blanketed territories, and consequently nearer Cairo and other 
northern markets than most of the other stations within the 
groups. The complainants contended that the rates from Furth 
should not be higher than from points on many other short-line 
connections of the Iron Mountain like the Gould Southwestern 
in the same general territory as Furth, or higher than from 
main and branch line points in these groups on the Iron Mountain 
much farther distant from points of destination than Furth. 
Reparation awarded. (36 I. C. C., 179.) 


Opinion by 


Rates on Lumber from Michigan Points 


Opinion by Commissioner McChord. 
The Ann Arbor, the Grand Rapids & Indiana, the Grand Trunk, 
the Pere Marquette and the Michigan Central have proposed 
increases in the rates on lumber in carloads from producing 
points in Wisconsin and Michigan to points in the lower penin- 
sula of Michigan and along the northern borders of Ohio, Indiana 
and Illinois. The rates on this traffic were increased following 
the decision in the Five Per Cent Case. On September 29, 1914, 
the Michigan Railroad Commission allowed the carriers to es- 
tablish rates on lumber equal to 95 per cent of the sixth class 
mileage scale. When new rates in accordance with this order 
were put in effect it was found that the rates to.certain intrastate 
points were higher than the interstate rates to border points in 
northern Ohio and Indiana. The Michigan Commission later 
modified its decision so as to permit only a five per cent increase 
in the intrastate rates, except that in order to eliminate discrim- 
ination alleged to exist against points in the western part of the 
state in favor of points in the eastern part, it provided that the 
rates to Detroit from all stations within a distance of 125 miles, 
thereof should be increased 1 cent net per 100 Ib. 

The interstate commission finds, therefore, that in order to 
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maintain the proper relationship in lumber rates between Detroit 
and Toledo the carriers may put in effect increased rates to 
Toledo but not to the other points in issue. (30 I. C. C., 184.) 


Joint Rates from Canadian Points 


Philip Carey Manufacturing Company et al. v. Grand Trunk 
Western et al. Opinion by Commissioner Clark. 

Complaint is made that the rates on asbestos sand in carloads 
from Robertson, Thetford and Sherbrooke, Que., to Lockland 
and Rockdale are unreasonable. 

The commission finds that the rates in question do not conform 
to the general adjustment of rates between the Canadian terri- 
tory of origin and the group in which these destinations are 
located and that the rates on asbestos sand to Rockdale and 
Lockland are higher than from the same points of origin to 
Chicago and Milwaukee, while the rates on asbestos fiber from 
the same points of origin to Rockdale and Lockland are lower 
than from the same points of origin to Chicago and Milwaukee, 
the fiber being a lighter loading commodity and much more valu- 
able than the sand. The rates attacked are therefore held to 
be discriminatory against complainants. 

Following International Paper Co. v. D. & H. Co., (33 I. C. C., 
270), the commission cannot prescribe joint through rates from 
points in Canada to points in the United States, but it can 
control the rates which the lines in the United States charge for 
services rendered within the United States. Joint rates from 
and to points in Canada are a convenience to the public and the 
shippers and should be encouraged. It is therefore expected .that 
the defendants will comply with the finding that the rates to 
Lockland and Rockdale are discriminatory to the extent that they 
exceed the rates to Chicago or Milwaukee by proper readjust- 
ment of the present joint through rates. If this is not done an 
order will be entered requiring the defendants that are subject 
to its jurisdiction to establish in lieu of the present rates joint 
or local rates from the ports of entry in the United States to 
Lockland and Rockdale which shall be no higher than those con- 
temporaneously maintained to Chicago or Milwaukee. (36 I. C. 
C., 203.) 


STATE COMMISSIONS 


The railroad commissioners of South Dakota have notified 
the railways of the state that reports of accidents will be ac- 
cepted on the forms prescribed by the Interstate Commerce 
Commission; though telegraphic reports must continue to be 
made of all accidents resulting in personal injury or death, this 
being required by statute. This adds one to the list of eight 
states, mentioned in the Railway Age Gazette, October 15, page 
696, which acecpt the federal forms for monthly reports of 
accidents. 


The New York State Public Service Commission, Second dis- 
trict, has prescribed a uniform blank for declaration of value 
by passengers having baggage checked,. which form must be put 
in use by November 1, on all roads in the state where such a 
declaration is required. Where the value of a passenger’s bag- 
gage is less than the limit of value for which the carrier makes 
no charge, the actual sum need not be named; the certificate 
simply says that it is less than $100 (or, in the case of an intra- 
state movement, $150). 


The New York State Public Service Commission, Second dis- 
trict, following a hearing on the application of William B. Gray, 
of New Rochelle, for authority to operate “jitney buses” on six 
routes in New Rochelle, has approved four of the routes and 
has disapproved two. This refusal applies to routes which would 
run on the same streets with street cars, or closely parallel to 
them, thus introducing unnecessary competition. The opinion, 
by Commissioner Emmet, compliments the authorities of the 
city for imposing salutary regulations in granting the franchise 
for the operation of these omnibuses. It is required that each 
carriage shall seat from 10 to 17 persons, that they shall have 
pneumatic tires, shall be of the pay-as-you-enter type, and that 
trips must be made at least every 20 minutes from 6:30 a. m. to 
1:30 a.m. Three per cent of the gross earnings is to be paid 
to the city, and the franchise expires in 10 years. A substantial 
bond will be required. 
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COURT NEWS 


The Superior Court of Thurston county, Washington, has 
quashed the supersedeas writ previously issued against the order 
of the public service commission promulgated last August, re- 
quiring the railroads to discontinue the practice of requiring 
two full fare tickets as a requisite to engaging drawing room 
accommodation in sleeping cars, thus making the order effec- 
tive immediately. It is understood that the railroads will con- 
tinue their legal fight under a writ of review. 


Judge Trieber, of the United States court at Little Rock, Ari., 
on October 20, on application of the Arkansas Railroad Com- 
mission, granted a continuance until April 1, 1917, on all the 
cases to enjoin the roads from charging three cents a mile pas- 
senger fare. The action was taken because the money appro- 
priated by the legislature for rate litigation has been spent and 
the next general assembly does not meet until January, 1917. 
The state has therefore given up its fight for the time being. 


Federal Judge Carpenter, at Chicago, on October 22, at the 
request of four brewing companies, issued a permanent injunc- 
tion restraining the Chicago, Rock Island & Pacific from refus- 
ing to accept and deliver consignments of liquor to points in 
Iowa to agents of the consignees on the written order of the 
latter. It is provided in the order that the consignees must 
designate the drayman or other carrier who is to receive the 
liquor and that the shipment must be marked “for personal use 
and private consumption.” An attorney representing the state of 
Iowa opposed the order on the ground that it would force the 
railroad to violate both the laws of the state and the Federal 
Webb-Kenyon law. 


No Liability for Injuries to Trespassing Employee 


The Supreme Court of Michigan holds that, where a railroad 
company posted a notice warning persons other than employees 
from using a bridge and trestle, it is not liable for the running 
down of one of its own section laborers using the bridge 
instead of a highway to go to work, though the engine which 
ran him down was not equipped with lights—Newell v. Detroit, 
G. H. & M. (Mich.) 153 N. W. 1077. 


Employer’s Liability Act Held Not to Apply to Injuries on Ships 
Unconnected with Railroads 

The New York Court of Appeals has affirmed the decision 
of the Appellate Division (152 N. Y. Supp. 1120) holding that 
the federal employer’s liability act does not apply to a railroad 
which operates ships unconnected with the line, and in such 
case the state laws governing injuries to a servant apply though 
the ships are engaged in interstate commerce.—Jensen vy. South- 
ern Pacific, N. Y., 109 N. E. 600. 


Rest, Food and Water Act—Connecting Carriers—Separate Penalties 


A railroad unloaded a shipment of cattle, but reluaded them 
3 hours later, and transported and delivered them to a conne:t- 
ing carrier more than 36 hours from the time of loading at the 
point of shipment, they not having been unloaded for 5 hours 
in the meantime. The connecting carrier, without unloading 
them, transported them to their destination. The federal district 
court, N. D. New York, holds that the initial and connecting car- 
riers were guilty of separate violations of the act, and liable for 
separate penalties, though the time of confinement constituting 
the two violations overlapped.—United States v. New York Cen- 
tral, 221 Fed. 1000. 


Assessments—Special Franchises 


The New York Appellate Division holds that where land used 
by a railroad company for its tracks was acquired for a street, 
and the grade of the street was carried over the land and the 
company’s tracks by a bridge, the railroad company, though it 
thereafter increased its trackage, had no special franchise sub- 
ject to taxation, for a special franchise involves a grant from 
competent public authority, while in such case the railroad com- 
pany retained the right to use the land for any purposes not 
inconsistent with its use as a street—People ex rel. New York 
Central v. Woodbury, 153 N. Y. Supp. 537. 
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Executive, Financial, Legal and Accounting 


J. O. Talbott has been appointed assistant auditor of the 
Pere Marquette, with office at Detroit, Mich. 


Thomas Y. Railey has been appointed assistant attorney for 
the Missouri Pacific-St. Louis, Iron Mountain & Southern, with 
headquarters at St. Louis, Mo., vice T. L. Philips, valuation 
attorney, resigned to engage in private practice. 


Edward F. Kearney has been elected president, with office at 
St. Louis, and Winslow S. Pierce, chairman of the board of di- 
rectors, with office at New York, of the newly organized 
Wabash Railway. Mr. Kearney was president and Mr. Pierce 
chairman of the board of the old company. 


Operating 
O. E. Smith has been appointed trainmaster of the Oregon 
Short Line, with headquarters at Salt Lake City, Utah. 


N. Shaw, chief despatcher of the Great Northern at White 
Fish, Mont., has been promoted to trainmaster, and W. A. Depew 
has been appointed chief despatcher. 


W. M. Jeffers, superintendent of the Nebraska division of 
the Union Pacific with headquarters at Omaha, Neb., has been 
appointed general superintendent with office at the same place. 
G. O. Brophy, superintendent of the Wyoming division with 
headquarters at Cheyenne, Wyo., has been appointed to succeed 
Mr. Jeffers as superintendent at Omaha. S. R. Toucey, assistant 
superintendent of the Colorado division, has been appointed 
superintendent of the Wyoming division, vice Mr. Brophy. Ef- 
fective November 1. 

Traffic 

E. L. Bevington, secretary of the Transcontinental Passenger 
Association, with office at Chicago, has been appointed chairman 
of the association with headquarters at Chicago, succeeding the 
late James Charlton. Mr. 
Bevington was born on 
February 22, 1866, at 
New Lenox, Ill. He 
was educated in high 
school, business college 
and under private in- 
struction, and_ entered 
railway service in March, 
1883, holding various 
positions in the passen- 
ger department of the 
Chicago & Alton until 
1900. From 1900 to 1901 
he was general manager 
of the Denver, Boulder 
& Northern, with office 
at Denver, Colo., and in 
1901 he was appointed 
secretary of the Trans- 
continental Passenger 
Asssociation at Chicago, 
which office he had held 
ever since. Since the 
death of Mr. Charlton 
in November, 1913, he has assumed the duties of both offices. 





E. L. Bevington 


C. M. Rollings has been appointed district passenger agent of 
the Union Pacific, with headquarters at St. Louis, Mo. 


D. H. Street, traveling freight agent of the Baltimore & Ohio 
at Baltimore, Md., has been promoted to commercial freight 
agent, with office at Akron, Ohio. 


Elmer H. Wood, freight traffic manager of the Union Pacific 


with headquarters at Omaha, Neb., has retired and his office has 
been abolished. He has been placed on a pension. 


Engineering and Rolling Stock 
Irwin Ashton Seiders, who has been appointed superintendent 
ot motive power and rolling equipment of the Philadelphia & 
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Reading, with headquarters at Reading, Pa, as has been an- 
nounced in these columns, was born on October 23, 1864, at 
Tamaqua, Pa., and was educated in the public schools. He be- 
gan railway work on January 18, 1882, as a laborer on the Phila- 
delphia & Reading, and the same year became machinist helper. 
He later served as station hand and then as brakeman until 
September, 1888, when he was appointed locomotive fireman, 
and two years later became an engineman. In April, 1907, he 
was promoted to road foreman of engines, remaining in that 
position until December, 1914, when he was appointed fuel in- 
spector, and now becomes superintendent of motive power and 
rolling equipment on the same road, as above noted. Mr. 
Seiders’ entire railway service has been with the Philadelphia 
& Reading. 


Clyde C. Elmes, whose appointment as assistant superintendent 
of motive power and rolling equipment of the Philadelphia & 
Reading with headquar- 
ters at Reading, Pa, 
has already been an- 
nounced in these col- 
umns, began railway 
work in 1903, at the 
Olean, N. Y., shops of 
the Pennsylvania Rail- 
road, and after learning 
the machinists’ trade he 
attended Purdue Uni- 
versity. He subsequent- 
ly returned to the Penn- 
sylvania Railroad at 
Olean, as gang foreman, 
and later was promoted 
to roundhouse foreman. 
He then served as su- 
perintendent at Auburn, 
N. Y., of the New York, 
Auburn & Lansing, now 
the Central New York 
Southern, leaving that 
company to go to the 
Kansas City Southern 
as superintendent of construction of new shops at Shreveport, 
La., and on the completion of that work was transferred to 
Pittsburgh, Kan., as roundhouse foreman. He was _ subse- 
quently promoted to chief inspector of new locomotives being 
built for that road. He was then consecutively general fore- 
man at Ennis, Texas, of the Houston & Texas Central, acting 
master mechanic of the general shops of the Southern Pacific 
at Houston and master mechanic of the same shops with the 
duties of master car builder until his appointment as assist- 
ant division superintendent of the Texas & New Orleans. He 
then went to the Philadelphia & Reading and served consecutively 
as motive power inspctor, road foreman of engines and as 
assistant engineer of motive power until his recent appointment 
as assistant superintendent of motive power and rolling equip- 
ment of the same road, as above noted. 





Cc. C. Elmes 


R. M. Kincaid, valuation engineer of maintenance of equip- 
ment of the Chicago & Eastern Illinois, has been appointed 
master mechanic of the Illinois and St. Louis divisions, with 
office at Villa Grove, Ill, vice F. Studer, resigned. 


Hugh Sowa, roadmaster of the Marcus division of the Great 
Northern, has been transferred to the Superior and Messaba 
divisions, with headquarters at Superior, Wis. Thomas Beighton 
has been appointed to succeed Mr. Sowa with headquarters at 
Marcus, Wash. 


OBITUARY 


Walter E. Downing, general eastern agent of the Illinois 
Central, at New York, died in that city on October 25, at the 
age of 53. 


Richard Fenby, formerly auditor of the Texas & Pacific, died 
at Dallas, Tex., on October 18, aged 70 years. Mr. Fenby 
retired from active service in 1912. 


Lynde A. Catlin, who was secretary of the Illinois Central, 
previous to 1884, died suddenly on October 23, at his home in 
South Woodstock, Conn., at the age of 82. 
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LOCOMOTIVE BUILDING 


THe CHESAPEAKE & Onto has ordered 10 Mallet type loco- 
motives from the American Locomotive Company. 


Tue Minneapotis & St. Louts has ordered 5 Mikado type 
locomotives from the American Locomotive Company. 


Tue PENNSYLVANIA has ordered 75 Mikado (L-1I-s) type loco- 
motives from the Baldwin Locomotive Works. 


Tue Atcuison, Topeka & Santa FE has ordered 30 Mikado 
type locomotives from the Baldwin Locomotive Works. 


Tue Erie has authorized the Baldwin Locomotive Works to 
proceed with the construction of 2 Centipede type locomotives. 


THE PHILADELPHIA & ReEApDING has ordered 10 Mikado type 
locomotives from the Baldwin Locomotive Works in addition to 
the order for 20 Mikado type locomotives reported in the Railway 
Age Gazette of October 1. 


Tue ToLteno TERMINAL has ordered one Consolidation type 
locomotive from the American Locomotive Company. This 
locomotive will have 22 by 28 in. cylinders, 51-in. driving wheels 
and a total weight in working order of 199,000 Ib. 


THE MAINE CENTRAL has ordered 2 six-wheel switching loco- 
motives from the American Locomotive Company. These loco- 
motives will have 21 by 28 in. cylinders, 51-in. driving wheels and 
a total weight in working order of 166,000 Ibs. 


THe Cincinnati, INDIANAPOLIS & WESTERN has ordered 42 
locomotives from the Lima Locomotive Corporation. In the item 
relative to the identity of this company which appeared in last 
week’s issue, page 776, it was incorrectly stated that the Cin- 
cinnati, Indianapolis & Western was now being operated inde- 
pendently of the Cincinnati, ‘Hamilton & Dayton. The general 
manager of the latter company has since advised that the owners 
of the C., I. & W. have not as yet taken over the operation of 
that property. It is still being operated by the C., H. & D., but it 


is expected that the new owners will take over the property. 


December 1. 


CAR BUILDING 


& OHtTo is inquiring 


in the near future, about 


THE CHESAPEAKI for 1,000 70-ton coal 
cars. 

Tue Brncuam & GarFIFLD is inquiring for prices on 25 gon- 
dola cars. 


for 500 


THe Cuicaco, Rock Istann & PACIFIC is inquiring 
center constructions. 

Tue New York, Cuicaco & Sr. Louts will repair 
number of freight cars. 


a large 


THe ANACONDA CoppER MinING ComPANy has ordered 14 dump 
cars from the Pullman Company. 


THe New York, New Haven & Hartrorp has ordered 2 dining 
cars from the Pullman Company. 


THe DELAWARE, LACKAWANNA & WESTERN has issued in- 


quiries for 500 50-ton steel hopper cars. 


Tuer Missourt, KAnsAS & Texas has ordered 50 steel under- 
frames from the St. Louis Car Company. 


Tue AtLantic Coast Line has ordered 200 flat cars from 
the American Car & Foundry Company. 


Tue GapspEN Car Company is reported to have ordered 1,000 
underframes from the American Car & Foundry Company. 


THE PHILADELPHIA & READING is said to have ordered an addi- 
tional 500 hopper cars from the Standard Steel Car Company. 

Tue Lyon Cypress Lumper Company, Garyville, La., has 
ordered 75 50-ft. logging cars from the Bettendorf Company. 

THE Erte is said to have ordered 200 gondola cars from the 
Standard Steel Car Company. This item has not been con- 
firmed. 
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Tue CincinnatTI, New Orteans & Texas Paciric has ordered 
1,000 center constructions from the American Car & Foundry 
Company. 


Tue Bartrmore & Ouio is reported to have ordered 1000 hop- 
per cars from the Cambria Steel Company. This item has not 
been confirmed. 


Tue Missourr Paciric is reported to have ordered 500 box 
cars from the American Car & Foundry Company. This item 
has not been confirmed. 


Tue Norrork & WesTERN, reported in the Railway Age 
Gazette of last week as being in the market for 1,000 gondola 
cars, will build these cars at its own shops. 


TuHeE LouIsviLteE & NASHVILLE is reported to have ordered 1000 
steel underframe box cars from the Mount Vernon Car Manu- 
facturing Company. This item has not been confirmed. 


THE WESTERN MARYLAND was reported in an unconfirmed 
item in the Railway Age Gazette of October 22 as having or- 
dered 2,000 hopper cars from the Pullman Company. This 
item has since been confirmed. 


Tue PENNSYLVANIA RarLroap has authorized its Altoona 
shops to proceed with the construction of 100 all-steel caboose 
cars. It is rumored that this company is contemplating the pur- 
chase of possibly 25,000 freight cars. 


THe Cincinnati, Hamitton & Dayton has ordered 500 steel 
underframes from the Barney & Smith Car Company. The 
latter company will use the underframes to rebuild 500 box cars. 
It also has a contract to rebuild 300 gondolas. 


THE RusstaAN GOVERNMENT.—The Wall Street Journal pub- 
lished the following item in its morning edition of October 27: 
“Pittsburgh.—The Pressed Steel Car Co., having completed an 
order for 7,500 steel freight cars for Russia on Monday closed 
a contract for an additional 8,500.” 


THe New Yorx CEentRAL has ordered 1,000 55-ton composite 
gondola cars from the Standard Steel Car Company for the 
Pittsburgh & Lake Erie, 2,000 box cars from the Haskell & 
Barker Car Company, 1,000 automobile cars from the Pullman 
Company for the Michigan Central and 1,500 steel box cars 
from the American Car & Foundry Company. It is also re- 
ported that 5,500 more cars (in addition to the 1,000 noted 
above) have been ordered from the Standard Steel Car Com- 
pany, but this last item has not been confirmed. All these orders 
are in addition to orders previously reported. 


IRON AND STEEL 


THE SOUTHERN has ordered 2,300 tons of bridge material from 
the Virginia Bridge & Iron Works. 
; THE MAINE CENTRAL has ordered 2,000 tons of bridge mater’ * 
from the American Bridge Company. 


THe DerawareE & Hupson has ordered 200 tons of bridge 
material from the American Bridge Company. 


THE CENTRAL OF GeorcIA has ordered 5,000 tons of rails from 
the Tennessee Coal, Iron & Railroad Company. 


Tue AtcHison, TopeKA & Santa FE has ordered 10,000 to 
11,000 tons of 90-Ib. rails from the Illinois Steel Company. 


THe DeLaware, LacKAWANNA & WEsTERN has ordered 4,000 
tons of fabricating material from the American Bridge Com- 
pany. 


Tue Great NortHern has ordered 3,000 tons of steel from 
the American Bridge Company for plate girder spans and viaduct 
work. 

THE Norrotk & WESTERN has ordered 4,000 tons of rails from 


the Pennsylvania Steel Company, and 1,000 tons from the Cam- 
bria Steel Company. 


THe Missourt, Kansas & Texas received the approval of the 
federal district court of Dallas, Tex., on October 22, for the 
purchase of 15,000 tons of rails for replacement and improve- 
ment work in Texas. 


TuHeE ILtrNots CENTRAL has ordered 5,009 tons of rails from 
the Illinois Steel Company in addition to the 15,000 reported in 
our issue of last week. It has also ordered 15,000 tons from 
the Tennessee Coal, Iron & Railroad Company. 
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J. R. McAllister has been elected a director of the Electric 
Storage Battery Company, Philadelphia, Pa. succeeding Ru- 
dolph Ellis, deceased. 


The Sprague Electric Works of the General Electric Company 
has opened a sales office in the Provident Bank building, Cin- 
cinnati, Ohio, in charge of Frank H. Hill as manager. 


The directors of the United States Steel Corporation at a 
meeting held in New York on October 26 declared the regular 
quarterly dividend of 134 per cent on the preferred stock, but 
took no action relative to a dividend on the common stock. 


Reports are current that the Baldwin Locomotive Works will 
sell to the Midvale Steel & Ordnance Company the buildings and 
land at Eddystone, Pa., now under lease to the Remington Arms 
Company, which was recently acquired by the Midvale interests. 


Stanley H. Smith has been appointed district sales manager 
of the Pennsylvania and Maryland Steel Companies at Chicago, 
to succeed Robert E. Belknap, transferred to New York City. 
Mr. Smith was born at 
Toronto, Ont. on Au- 
gust 4, 1885. He entered 
the service of the Penn- 
sylvania Steel Company 
in February, 1904, as a 
shop apprentice. After 
spending two and one- 
half years in various 
mills of the company, he 
served as an_ outside 
inspector for the frog 
and switch department. 
Later he joined the sales 
force of the company at 
Steelton, Pa., and from 
there was transferred to 
Cleveland, Ohio, where 
he represented the Penn- 
sylvania and Maryland 
Steel Companies for 
two and one-half years. 
Next he took a position 
in Chicago, where he be- 
came first assistant to 
Robert E. Belknap, recently transferred to New York. 





S. H. smith 


The Industrial Works has opened an office in the Widener 
building, Philadelphia, Pa. Complete data and information can 
be obtained there regarding the company’s line of locomotive, 
nice and freight handling cranes, pile drivers and grab 
vuckets. 


The Westinghouse Electric and Manufacturing Company has 
taken an additional order for shells for the British government. 
The order will total about $12,000,000 and the work will consist 
of machining shells. This order is in connection with the one 
recently taken by the American Steel Foundries. 


The Locomotive Stoker Company, New York, has received 
orders for Street stokers for the 10 new Mikado type locomo- 
tives recently ordered by the Lehigh Valley of the Baldwin 
Locomotive Works. Street stokers are also being applied to 30 
Mikado type locomotives now in service on this road. 


The Illinois Central has let contracts to the Railroad Water 
« Coal Haudling Company, Chicago, for a complete water sta- 
tion at Gravel Switch, Ky., including a double-unit oil-engine 
pumping plant with pipeline one mile long and a 100,000-gal. 
steel tank. It has also let a contract to the same company for a 
double-unit oil engine with centrifugal pump and a 100,000-gal. 
steel tank at Rockford, III. 


Negotiations for the transfer of a controlling interest in the 
Pennsylvania Steel Company from the Pennsylvania Railroad 
nterests to the Bethlehem Steel Corporation, which were re- 
ported last week as having been practically completed, have since 
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been checked. Henry C. Frick, who holds an option on the rail- 
road’s holdings in Pennsylvania Steel, is understood to have 


held up the transaction. The situation is complicated further 
by negotiations which are under way for a possible merger of the 
Pennsylvania and Cambria Steel companies. 


A. E. Ostrander has been appointed mechanical engineer of 
the American Car & Foundry Company and is succeeded as 
assistant mechanical engineer by H. C. Lunger, who was for- 
merly chief estimator. W. H. Selden, formerly assistant chief 
estimator, succeeds Mr. Lunger. Mr. Ostrander, who succeeds 
John McE. Ames, who recently resigned as mechanical engineer 
to go into other business, began railway service on the New 
York, New Haven & Hartford, serving in several different ca- 
pacities in various deparfments on that road. Later he was 
employed in the engineering office of Cornelius Vanderbilt, 
leaving there to accept a position with the Standard Steel Car 
Company. He entered the service of the American Car & 
Foundry Company in 1903 and has been with that company con- 
tinuously since that time. 





Canadian Car & Foundry Company 


President Nathaniel Curry of the Canadian Car & Foundry 
Company has sent the following circular letter to all stock- 
holders in regard to inquiries concerning the company’s business 
in war munitions: 

“It is the desire of the board that the stockholders shall have 
as clear a view of the situation as it is possible to give them, 
both regarding amount of war orders and the progress which 
has been taking place in the manufacture of the same, although 
for obvious reasons it is not considered wise to publish much 
detail regarding the orders received. The company’s railway 
equipment business is less than in former years. Several of the 
plants, as well as those of the Canadian Steel Foundries, Ltd., 
have been equipped for the manufacture of parts of shells, the 
production of which is well under way. The plants are working 
24 hours a day, and production is constantly increasing in a 
satisfactory manner. A large portion of this work is for the 
British government, on which substantial deliveries have already 
been made. 

“Several months ago two contracts were made to supply the 
Russian government with a large number of complete shrapnel 
and high explosive shells, and recently a third order has been 
obtained, subject to the negotiation of minor details in connec- 
tion with same. The transaction of this business has involved 
the negotiation of large contracts for parts of shells between this 
company and manufacturers in the United States, as well as . 
Canada, greatly increasing the magnitude of the operations of this 
company. This work has now progressed to a point where the 
first shipments are about to be made, and from results obtained 
the management feels that they can make fairly reliable estimates 
both as to costs and net earnings. 

“Your management knows that there is a reasonable profit in 
all the company’s business, the amount of which business during 
the current fiscal year to September 30, 1916, should be in excess 
of $150,000,000, as compared with about $27,000,000 in the best 
previous year in the history of the company. While the directors 
do not feel at this time that they should make any definite an- 
nouncement as to the disposition of the surplus earnings which 
will accrue from this business, they feel that the shareholder may 
look forward with confidence to an early resumption of divi- 
dends.” 


TRADE PUBLICATIONS 


RoorinG Martertat.—More Light on Barrett Specification 
Roofs is the title of an attractive folder which has recently 
been issued by the Barrett Manufacturing Company, New York. 
The folder bears an appropriate title, for it contains a number of 
views of the plant of the National Lamp Works of the General 


Electric Company at Nela Park, near Cleveland, Ohio. Barrett 
roofs were used on the roofs of these buildings. 
Locomotive CranEes.—The Browning Company, Cleveland, 


Ohio, has recently issued two rather unusual folders relative to 
the use of the company’s cranes in railway service. One is 
entitled, “How to be reasonable about handling scrap iron and 
other materials,” and the other bears the name “Railroad con- 
struction with locomotive cranes.” Each folder contains four 
illustrations showing Browning cranes at work. 
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ALaBAMA & Muississipp1.—According to press reports, work 
is now under way on an extension of the Pascagoula-Moss Point 
Northern, which now operates a 43-mile line from Pascagoula, 
Miss., north to Evanston. The extension is under construction 
from Lucedale, north to a connection with the Alabama & Missis- 
sippi, and there only remains about seven miles yet to be built 
to complete the connection between these two roads. 


CENTRAL Power CoMPANY, OF CHATTANOOGA.—Incorporated in 
Tennessee with $50,000 capital, it is said, to build an interurban 
railway from Cleveland, Tenn., west to Chattanooga, about 25 
miles. The incorporators include G. B. Adams, J. L. Foust and 
M. N. Whittaker. 


Cincinnati, Hamitton & Dayton.—This road will begin at 
once to lay seven miles of double track from South Dayton, Ohio, 
to Miamisburg, at a probable cost of $175,000. 


DattAs NorTHWESTERN Traction.—A franchise for interur- 
ban trackage rights in Dallas, Tex., has just been granted to the 
Dallas Northwestern Traction and the Dallas Southwestern 
Traction, two corporations of the same ownership. Construc- 
tion work on 20 miles of the proposed lines must be begun within 
six months and must be completed within 14 months. The Dallas 
Northwestern Traction plans to build from Dallas to Denton, 
about 30 miles, and the Dallas Southwestern Traction has ar- 
rangements well advanced for building from Dallas southwest 
via Cleburne and Glen Rosa to Stephenville, about 80 miles. 
E. P. Turner is president of both companies. 


DALLAS SOUTHWESTERN.—See Dallas Northwestern. 


Detroit, Pontiac & Owosso (Etectric).—At a recent election 
residents of Pontiac, Mich., approved the 30-year franchise asked 
for by this company. The Michigan Railroad Commission had 
already authorized an issue of $3,300,000 of bonds to provide for 
the construction of the projected electric line between Detroit and 
Owosso. The company was incorporated in Michigan last year 
with $50,000 capital to build from Detroit, Mich., northwest 
through Pontiac, Drayton Plains, Waterford, Clarkston, Davis- 
burg and Holly to Owosso. The incorporators include George 
H. Lau, R. G. St. John and G. W. Eyster, all of Detroit. 


GRAHAM County Rarroap.—According to press reports, 
Cheoah and Yellow Creek townships of Graham county have 
voted $50,000 of bonds in aid of this proposed line. Surveys 
were started in 1911 for a line from Topton, N. C., north via 
Robbinsville and along the Cheoah river for 43 miles. E. Phil- 
brick, chief engineer, Andrews, N. C. 


LoutspurG & Rocky Mount.—See North Carolina Roads. 


MARYLAND-WEsT VIRGINIA Roaps E.ectric.—The right-of-way 
is being secured, it is said, for an electric line to be built from 


Hancock, Md., south to Berkeley Springs, W. Va., about 10 
miles. L. F. Johnson, Baltimore, is said to be interested. 


Miptanp & NorTHWESTERN.—This railroad is projected from 
Midland, Tex., northwest through Andrews county to Seminole 
in Gaines county, a distance of about 65 miles. Approximately 
5,000 cu. yd. of material will be handled per mile in grading 
the road. The maximum grade will be 1 per cent and the maxi- 
mum curve, from one to two degrees. The contract for the 
grading has been-let to J. A. Hunter, Strawn, Tex., and it is 
hoped that track laying can be begun by May 1, 1916. Fifty- 
six-pound relay rails will be used, and rolling stock will be 
obtained from the Texas & Pacific. The new company expects 
to obtain a charter before November 15. T. J. O’Donnell, presi- 
dent, Midland, Tex.; G. W. Thaxter, chief engineer. (Oct. 
8, p. 670.) 


New York Supways.—The New York Public Service Com- 
mission, First district, has obtained the necessary number of 
property owners’ consents to legalize Route No. 61, the Sixtieth 
street, East river route. This line is to be a two-track under- 
ground railroad, from Fifty-ninth street west of Fifth avenue, 
in the borough of Manhattan, thence under Central Park and 
Fifth avenue into Sixtieth street, and through Sixtieth street 
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to and under the East river to Norh Jane street, Long Island 
City, where it will connect with the new elevated lines in the 
borough of Queens. On the Manhattan side the new line will 
connect with the Broadway, Seventh avenue and Fifty-ninth 
street line. The new route is made necessary by the substitution 
of the river tunnel for the use of the Queensboro bridge, as at 
first proposed by the commission. 


NortH CaroLtinA Roaps.—Residents of Louisburg, N. C., 
are said to be interested in a project to build a railroad from 
Louisburg southeast to a connection with the Atlantic Coast 
Line, probably at Rocky Mount, about 35 miles. Under the 
name of the Louisburg & Rocky Mount a company was organ- 
ized last year to build a line between these two places. J. A. 
Turner, Louisburg, may be addressed. 


OCMULGEE VALLEY.—This company, which is building a line 
from Lumber City, Ga., southwest to Jacksonville, about 20 
miles, it is said, will open for freight service in October the 
first section of 14 miles from Lumber City in Telfair County. 
J. C. Work, chief engineer, Lumber City. (April 30, p. 955.) 


Ocpen, Locan & IpaHo (Etectric).—The Wellsville-Brigham 
City link of this road has been completed and operation was 
begun over the whole system on October 14. The road is 95 
miles long and connects Huntsville, Ogden, Brigham City, Wells- 
ville and Logan, Utah, and Preston, Idaho. The company was 
organized in the summer of 1914, when it took over the proper- 
ties of the Ogden Rapid Transit and the Logan Rapid Transit 
companies and let a contract to the Utah Construction Company 
to unite and extend the lines. The Wellsville-Brigham City link 
was the last and most difficult part of the line to be constructed. 
The maximum grade is 2 per cent and the maximum curve 10 
per cent. Concrete under-grade crossings were built near Mer- 
rills, Utah, where the line passes under the Oregon Short Line, 
and near Millville, Utah, and Summit, where it passes under 
highways. 


Paciric E.ectric.—This road has awarded a contract to Robert 
Sherer & Co., Pacific Electric Building, Los Angeles, Cal., for 
grading the roadbed for a line between Hawthorne and Ionia 
avenues, Los Angeles, on the Redondo via Watts line. The 
cost is estimated at $20,000. The Los Angeles city council has 
granted this road a franchise to build a single track railway on 
portions of Figueroa street, Denver avenue, Hoover street, 
Menlo avenue and Vermont avenue. 


PAscaGouLaA-Moss Potnt NorTHERN.—See Alabama & Missis- 
sippi. 

Prart & KampsviL_e.—J. E. Melick, 333 South Douglas avenue, 
Springfield, Ill, and associates have completed a survey for a 
railway between Pearl, Ill, and Kampsville, a distance of 11 
miles. Grading has been begun. The road will connect with the 
Chicago & Alton at Pearl, and may be extended later to Ham- 
burg, Il. 


PHILADELPHIA Roaps.—The McClintic-Marshall Company, 
Philadelphia, Pa., has been given the contract for the fabrication 
and erection of the steel superstructure on three sections of the 
Frankford elevated line in Philadelphia, extending from Girard 
avenue north to Unity street, Frankford. This company was the 
lowest bidder and offered to do the work for $1,455,000. The 
same company also submitted the lowest bid at $249,000 and an 
alternate bid of $261,400, for the fourth section, from Girard 
avenue south to Callowhill street. 


PortsviLLE & St. Crair (Exectric).—Incorporated in Pennsyl- 
vania with $13,200 capital, it is said, to build a three-mile electric 
line from Pottsville, Pa., north to St. Clair. W. B. Rockwell 
and I. G. Walborn, Pottsville, are incorporators. 


Sawn Francisco, Cat., Roaps.—The board of public works will 
receive bids on the construction of a railway from Rosasco into 
the Hetch Hetchy valley until November 10. The line will be 
about 60 miles long and will be used in connection with the 
building of the city’s water supply project. 


SAN Pepro, Los AncELEs & Satt Lakxe.—The Delta branch, 
which leaves the main line 133 miles from Salt Lake City and 
650 miles from Los Angeles, and runs 13.3 miles northwesterly 
from Delta to Sugarville and Lucerne, Millard county, Utah, 
has been completed. The grading was done by the Delta Land 
& Water Company, which is developing this section under the 
Carey act. The maximum curvature is 6 per cent and the maxi- 
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Only one bridge of any 
size was built, an 18-ft. span constructed of piling and support- 
ing the tracks 17 ft. above high water in the Deseret reservoir. 
Fifty thousand ft. B.M. of timber and 2,800 lb. of wrought and 


mum grade is one-half of 1 per cent. 


cast iron were used in this structure. The new line was ready 
for traffic October 1. (June 5, 1914, p. 1257.) 


Texas Roaps.—At a meeting of farmers of the Pecos Valley 
recion held recently at Buena Vista, Tex., preliminary steps 
were taken for the construction of a railroad from Girvin, Tex., 
or some point on the Kansas City, Mexico & Orient northwest 
to a connection with the Texas & Pacific either at Pecos or 
Barstow, about 80 miles. Vernon L. Sullivan, Fort Stockton, 
is chairman of a committee to promote the construction of such 
a line. 


WESTERN MaryLAND.—This company is making surveys from 
a point on the Baltimore & Ohio near Hutchinson, W. Va., 
west to Wyatt, about eight miles, for a line to be built to de- 
velop coal fields. A charter will be obtained after definite 
location is made. 


Wuite Pine Mininc Company.—This company has let a 
contract to the Smith-Byers-Sparks Company for two miles of 
spur track from the mine to the Chicago, Milwaukee & St. Paul. 





RAILWAY STRUCTURES 


BRANTFORD, Ont.—An officer of the Lake Erie & Northern 
writes that the location selected for the new station to be built 
by the Lake Erie & Northern in Brantford will probably be 
changed. The style of building has not yet been definitely de- 
cided upon. 


BrooKLtyn, N. Y.—The date for receiving bids for the con- 
struction of station finish work on the New Utrecht avenue ele- 
vated line, in the borough of Brooklyn, has been postponed from 
October 26 to November 5, 1915, by the New York Public Service 
Commission, First district. 


BurFraLo, N. Y.—The Lehigh Valley has given a contract to 
the Eastern Concrete Steel Company, Buffalo, N. Y., for erect- 
ing a Bush type passenger train shed on Scott street, east of 
Washington street, and a contract to the American Bridge Com- 
pany for fabricating the steel for the train shed, calling for 1,250 
tons. The new structure will be 182% ft. by 842 ft., and is part 
of the improvements being carried out in connection with the 
new terminal now under construction at Buffalo. 


CLEVELAND, Ou10.—The city board of control has awarded 
contracts for grade crossing elimination at Union avenue as 
follows: To the Robert Grace Contracting Company, Pittsburgh, 
Pa., for the foundation approaches, at $103,373; to the King 
rey Company, Cleveland, Ohio, for the steel superstructure at 
34,892. 


Cresson, Pa.—An officer of the Pennsylvania Railroad writes 
regarding the report that a new bridge would be built at Cresson 
to replace the present structure that this work consisted of re- 
newing the old girders spanning the main line tracks carrying 
the Cresson division tracks overhead. The new girders are of 
heavier section to provide for heavier equipment. 


East St. Louts, Itt.—The Wiggins Ferry Company will soon 
begin the construction of a modern river coal tipple at the foot 
of Trendley avenue. 


Lima, Onto.—The Cincinnati, Hamilton & Dayton has com- 


reaping the construction of a power plant which will cost about 
25,000. 


MIDDLETOWN, Outo.—The Cincinnati, Hamilton & Dayton will 
begin immediately the construction of passenger stations at Mid- 
dletown, Ohio, and at Miamisburg, to cost approximately $7,000 
each, 


NASHVILLE, TENN.—The Nashville, Chattanooga & St. Louis is 
building a frame shed 50 ft. high and 116 ft. by 400 ft. to cost 
about $12,000. The work is being carried out by the railroad 
company with its own forces. 


_WASHINGTON C. H., Onto.—The Cullen & Vaughn Company, 
of Hamilton, Ohio, has been awarded a contract for a passenger 
Station by the Baltimore & Ohio. 
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ARTESIAN Bett Raitway.—A press despatch from San An- 
tonio, Tex., says that J. O. Terrell has been discharged as 
receiver of the Artesian Belt by the court of appeals. 


Denver & Rio GranpDE.—Benjamin Nicol and D. H. Taylor 
have been elected directors, succeeding J. F. Vaile and S. F. 
Pryor, resigned. 


LovuISvILLE, HENDERSON & Sr. Louis.—This company, con- 
trolled by the Louisville & Nashville, has made a mortgage to 
secure $5,000,000 first mortgage 5 per cent consolidated bonds, 
of which $2,500,000 will be reserved to retire the present issue 
of first mortgage bonds and $700,000 will be issued to pay off 
floating debt. 


Maine CentTrRAL.—Stockholders have approved of the retire- 
ment of $10,000,000 outstanding stock of the Maine Central 
owned by the Maine Central Railways, and the issuance in place 
thereof of $7,000,000 5 per cent first mortgage 25-year bonds 
and $3,000,000 non-voting 5 per cent preferred stock. 


New Orteans, Mosite & Cuicaco.—The federal court has con- 
firmed the sale of this property to the bondholders’ protective 
committee. This committee represents all but $561,300 of the 
outstanding $13,613,200 bonds. 


New York, New Haven & Hartrorpv.—H. K. McHarg and 
Frederick F. Brewster have resigned as directors. 

See comments on this company’s annual report elsewhere in 
this issue. 


Satt Lake TERMINAL Company.—The International Trust 
Company, Denver, Col., is offering $250,000 first mortgage 6 per 
cent bonds of June 1, 1915-1935, of the Salt Lake Terminal 
Company, guaranteed principal and interest by the Salt Lake 
& Ogden and the Salt Lake & Utah, at 101. The Salt Lake 
& Ogden is an interurban electric road between Salt Lake City 
and Ogden and the Salt Lake & Utah operates from Salt Lake 
City south via Provo to Spanish Forks, 60 miles. 


WasasH.—See the election of the president of the new com- 
pany under Railway Officers. 





BritisH RAILwAy LENGTHENS TRAIN SCHEDULES.—The London 
& North-Western has recently lengthened the schedules of a num- 
ber of its fast express trains. The semi-official explanation is 
that with the present heavy traffic caused by naval and military 
requirements trains cannot keep time, and the new timings are 
arranged to secure greater punctuality. 


INDIAN RAILwAy Extension.—The opening of the Hardinge 
Bridge, across the Ganges river, has brought to the front ques- 
tions of the best means of developing railway communication in 
the country lying north of the Ganges, which used to be known 
as Northern Bengal. Proposals put forward for further develop- 
ment include a standard gage line from Santahar to Siliguri; 
a standard-gage line from Ishurdi, through Rampur Boalia, to 
join the Katihari and Godagari line near Nachoul (or an alterna- 
tive line from Nattore, through Rampur Boalia, to Godagari) ; 
a line on the metre gage from Malda to Santahar (or an alter- 
native line on the same gage from near Shamsi, on the Katihari 
and Godagari Railway, to Bonarpara); a standard-gage line 
from Ishardi to Patna, and on to Bhera; and a line from Bogra 
to Serajganj. Further extensions which should be taken in hand 
as soon as funds permit would be a standard gage line from 
the neighborhood of Rampur Boalia to the neighborhood of 
Dinagepur; a standard gage line from Ihurdi to Patna and 
Bhera; the conversion of the Santahar and Bonarpara line to the 
standard gage; and the conversion of the Godagari and Malda 
line to the standard gage as soon as traffic justifies it. The 
portion between Nachoul and Godagari would naturally be con- 
verted at the same time as the Nachoul and Ishurdi line is built, 
so as to concentrate transhipment at Nachoul. The doubling 
of the Katihar and Parbatipur line might also be proceeded with 
provided no other east and west line has been built.—Engineering, 
London. 





[ ADVERTISEMENT] 


ANNUAL REPORTS 


STATEMENT OF THE AFFAIRS OF THE NEW YORK, NEW HAVEN & HARTFORD RAILROAD COMPANY FOR THE YEAR 
ENDING JUNE 30, 1915 


INCOME ACCOUNT FOR THE YEAR ENDING JUNE 30, 1915. 


1915. 
2,003.17 


Average Miles Operated 


RAILWAY OPERATING REVENUES: 

Freight $31,179,318.71 
Passenger 27,010,798.83 
Excess Baggage 136,345.50 
Mail 717,155.16 
Express 2,709,639.13 
Other. Transportation 957,670.26 
Incidental 2,025,030.59 
Joint Facility 643,305.53 


TotaL Ramway OPERATING 


V- 
$65,379,263.71 


*Comparison 
with 1914. 

Increase or 
decrease. 


—43.12 


—$1,297,320.54 
—633,037.26 
—6,339.67 
—7,154.75 
—140,013.29 
135,002.99 
—54,142.07 
—70,323.71 


—$2,073,328.30 





Per Mile (Average) $32,637.90 
AILWAY OPERATING EXPENSES: 
Maintenance of Way and Structures. 
Maintenance of Equipment 

Traffic 

Transportation—Rail Line 
Miscellaneous Operations 

General 
Transportation for 


7,729,240.58 
9,780,329.69 
473,368.28 
23,958,702.46 
592,053.69 
1,611,243.46 


18,314.40 


Investment—De- 


—$325.46 


—1,101,823.60 
—611,948.08 
—28,651.59 
—3,020,169.46 
—22,392.99 
—312,876.70 


—8,523.78 





TotaL RatLway OPERATING 


—$5,106,386.20 





$44,126,623.76 
Per Mile (Avemes) $22,028.46 

Net ReveNUuE FROM RatLway Op- 
ERATIONS 21,252,639.95 
Per Mile (Average) $10,609.50 
Rasswae TAs DOCRUAS; sé <sasnsicnes 2,743,921.47 


—$2,031.24 


3,033,057.90 


$1,705.78 
—834,522.95 





$1,369.79 
7,830.36 


Per Mile (Average) 
UnNcoLLecTIBLE Raitway REVENUES.... 


Totat Taxes and UNCOLLECTIBLE 7 
Raitway ReveNvES $2,751,751.83 
RaILwAy OPERATING INCOME...... $18,500,888.12 


MISCELLANEOUS OPERATING INCOME.... 1,193.34 


$18,502,081.46 


TotaL OperATInG INCOME 


—$378.96 


7,830.36 


—$826,692.59 


$3,859,750.49 


—7,791.50 


$3,851,958.99 





Per Mile (Average) $9,236.40 
Non-OperaATING INCOME: 
Dividend Income 
Income from Funded Securities 
Income from Unfunded Securities 
Rent from Locomotives, Passenger 
Train Cars and Work Equipment. 
Joint Facility Rent Income 
Income from Lease of Road 
Miscellaneous Rent Income 
Miscellaneous 


$1,450,666.90 
179,118.32 
1,387,587.70 


232,606.55 
139,717.34 
1,779,033.11 
630,486.47 
55,835.01 


$2,077.04 


—$1,091,338.03 
—94,125.26 
—662,289.07 


—12,804.32 
57,452.48 
50,767.01 

133,239.96 
—347,376.31 





$5,855,051.40 


—$1,966,473.54 





$24,357,132.86 


Gross INCOME 


$1,885,485.45 





Per Mile (Average) $12,159.29 
Depuctions FrRoM Gross INCOME: 

Rent for Locomotives, Passenger 
Train Cars, Work Equipment and 
Balance for Hire of Freight Cars.. 

Te Se COR ncaa os cee ees 

Rent for Leased Roads 

Miscellaneous Rents 

Miscellaneous Tax Accruals 

Separately Operated Properties—Loss. 
Boston R. R. Holding Co. Guaran- 


598,100.97 
2,728,338.26 
6,228,999.11 

204,648.59 

93,474.50 


131,571.70 
7. and B. Ry. Co. Guar- 
(Bond Interest) 
Boston & Albany R. 
Interest on Funded 
Interest on 
Miscellaneous 


864,000.00 


9,380,046.38 
1,800,276.96 
19,704.96 


ToraL Depuctions FRoM Gross INCOME $22,049,161.43 
Per Mile (Average) $11,007.13 
Net Income $2,307,971.43 


$1,177.64 


598,100.97 
57,210.25 
196,038.84 
—17,792.13 
783.55 


—7,428.30 


—95,324.68 
423,018.37 
—1,159,750.87 
—148,679.11 


—$153,823.11 


—$156.77 
$2,039,308.56 








Ratio of Operating Expenses to Total 
Operating Revenues 
Ratio of Operating ay, “eon and Taxes 


to Total Operating Revenues........ 71.69% 


—5.50% 


—6.60% 


* 1014 figures have been revised to conform with classification effective 
July 1, 1914. 
+ Includes $161,761.61 revenue from milk handled on freight trains. 


Notrr.—The N. Y., N. H. & H. R. R. Co. 


Income Account does not in- 


clude interest due from Subsidiary Companies unless earned by them. 


OPERATING RESULTS 


Miles Operated.—There was a decrease in average miles of road operai: 
of 43.12 miles. ; 

The average miles of track maintained was 4,315.49 compared with 4,397.75 
the previous year, a decrease of 82.26 miles. ; 

These decreases are mainly due to giving up certain trackage rights on 
the Boston & Albany and Boston & Maine and to the Central New England 
assuming operation of the line between Danbury, Connecticut, and Hope 
well Junction, New York. 


REVENUES 


Total Operating Revenues decreased $2,073,328.30, or 3.07%. 

Freight.—Freight Revenue decreased $1,297,320.54, or 3.99%. 

There were 23,842,023 tons of revenue freight carried during the year. 
This was a decrease of 1,154,815 tons. The number of tons of revenue 
freight carried one mile was 2,185,109,160, a decrease of 109,674,782 ton 
miles. The average distance haul of one ton of revenue freight this year 
was 91.65 miles as compared with 91.80 miles last year. The average 
amount received for each ton of freight was $1.31453 as compared with 
$1.29923 a year ago. The average revenue received per ton per mile was 
$.01434 this year, as against $.01415 last year. 

The average number of tons of revenue freight _ revenue train mile 
was 333.17, an increase of 29.21 tons, or 9.61%. he average number of 
tons of revenue freight per loaded car mile this year was 15.59, as com- 
pared with 15.55 tons a year ago. The average number of freight cars 
(including caboose) per revenue train mile was 31.78 this year, as com 
pared with 28.35 cars a year ago, an increase of 3.43 cars. 

Revenue freight train miles decreased 1,001,404 miles. 

The decrease in freight train mileage was due to better loading of cars, 
to heavier loading of trains account of rearrangement of locomotives and to 
decrease in business offered. 

Passenger.—Passenger Revenue decreased $633,037.26, or 2.29%. Excess 
Baggage Revenue decreased $6,339.67, or 4.44%. Mail Revenue decreased 
$7,154.75, or 0.99%. Express Revenue decreased $140,013.29, or 4.91%, 

There were 78,172,698 revenue passengers carried during the year, a 
decrease of 9,010,843 passengers. Total number of revenue passengers 
carried one mile was 1,477,868,934, a decrease of 122,607,802 passenger 
miles. The average distance each revenue passenger was carried was 18.91 
miles as compared with 18.36 miles last year. The average amount received 
from each passenger was $.34553, as compared with $.31708 last year. 
The average revenue per passenger per mile this year was $.01828, as 
compared with $.01727 a year ago. 

The average number of passengers per revenue train mile was 97, an in- 
crease of 1 passenger. The average number of passengers per revenue car 
mile was 25, the same as last year. The average number of passenger train 
cars per revenue train mile was 5, as compared with 4.88 cars a year ago. 

Revenue passenger train miles decreased 1,485,622 miles. 

The decrease in passenger train mileage was due to rearranging service 
and taking off some trains that did not pay their operating expenses. 

Other Transportation.—Other Transportation Revenue increased $135,- 
002.99, or 16.41%. This includes Special Train Service, revenue from 
Pullman service, Switching and Milk Revenue. 

Incidental.—Incidental Revenue decreased $54,142.07, or 2.6%. This 
account includes: dining car revenue, which decreased $44,602.72, or 9.28%; 
revenue from restaurants, which decreased $1,031.95, or 1.05%; other items 
such as Station and Train Privileges, Parcel Room Receipts, Storage, Demur- 
rage, etc., which decreased $144,971.63, or 11.41%; and revenue from 
rege current and other power sold, which increased $136,464.23, or 
II.II YO. 

Joint Facility.x—Joint Facility Revenue decreased $70,323.71, or 9.85%. 
This account includes your Company’s proportion of revenue collected for the 
use of privileges in stations owned by other carriers and used jointly by 
this Company. 


EXPENSES 


Total Operating Expenses decreased $5,106,386.20, or 10.37%. 

Maintenance of Way and Structures.—The charge decreased $1,101,823.60, 
or 12.48%. This general account took 11.82% of Operating Revenues, as 
compared with 13.09% a year ago. 

A brief description of the character of the improvements made during 
the year is given below. } 

Grade crossings eliminated during the year for the greater safety of the 
public were: 


The elimination of five grade crossings at Pawtucket and Central Falls, 
R. L., has been completed, together with new four-track location through 
the cities; also a new sixty-car bulk delivery yard, and other work inci- 
dental to the elimination scheme. + The construction of a new passenger 
station for joint use of the cities is progressing and will be <ompleted 
before the end of the year. me 

New Passenger Stations have been provided during the year at the fol 
lowing points: Brookfield, Conn.; Clinton, Mass. (joint station_built by 
B. & M.); Haddam, Conn.; Pittsfield, Mass. (joint station built by B. & A.); 
South Worcester, Mass.; West Haven, Conn.; Pawtucket-Central Falls 
(temporary station). 

The rebuilding of the Hartford passenger station is well under way. 
and the entire station facilities will soon be completed. ; 

New Freight Stations have been built during the year at_the followin: 
oints: Brockton, Mass.; Brookfield, Conn.; New York, Pier 37, East 

iver; Olneyville, R. I. 

Improved facilities have been made at 7 other stations. 3 ' 

Improvements to Roadway and Track. There were 31.75 miles, relai 
with 107-pound rail, 90.22 miles with 100-pound rail, 25.33 miles with 9 
pound rail, and 73.31 miles with rail weighing from 68 to 80 pounds > 
yard. There were placed in main line track 1,588,895 new ties, of whi 
97,256 were creosoted. In sidings 408,648 ties were renewed. Ther 
were also 23.90 miles of track ballasted. During the year 10.21 miles 
sidings and spurs were built. ie , 

Owned and leased track operated (excluding sidings), as of June . 
1915, was laid with rail of the various weights per yard, as follows: 











OctToBeR 29, 1915 


Comparison of 
Miles with 1914 


Weight Miles % of Total Increase Decrease 

141 Ib -86 -03 wrkwas ° 

107 31.75 1.08 31.75 

100 980.84 33.24 17.56 eee 
157.38 S.a0 ai vataia 1.93 
80 454.92 15.42 50.66 uous 
79 111.28 3.77 3.30 nae 
78 623.43 21.13 eceee 2.66 
75 9.63 .32 ° 07 
74 185.66 6.29 were 54.17 
72 23.59 80 9.74 ‘ome 
70 174.12 5.90 rere, 7.52 
68-67-66-—60 157.75 5.35 18.21 
56 or under 39.54 1.34 31.35 
Total 2,950.75 100% . 3.03 


Note—All Steel Rail. With exception of sidings (not included in above 
figures) there is no iron rail in the track. 


Signal and Interlocking Improvements and Additions have been made at 
32 points on the system. 

During the fiscal year 1915 33.67 miles of road and 109.54 miles of track 
were equipped with automatic block signals. 

A_ new interlocking plant was installed at the junction with the Boston 
& Albany R. R. at Springfield, Mass. . 

Bridges.—During the year 50 bridges, railroad and highway, were re- 
paired, strengtl.ened or renewed. 

The realinement of the New Haven Company’s tracks across Winthrop 
Cove at New London, Conn., including the construction of a solid embank- 
ment and twenty-two foot arch waterway, is progressing satisfactorily, 
and will, when finished, permit the abandonment of the wooden trestle and 

rovide for a better approach to the proposed bridge over the Thames 
Sever. Location for this bridge has been lg by the United States 
Government and the Connecticut Public Utilities Commission, and plans 
of the substructure are completed. : 

Construction of the new concrete ge, carryin 
pany’s westbound track over three of the New 
tracks at Woodlawn, Y., has been completed. 

Maintenance of Equipment.—The charge decreased $611,948.08, or 5.89%. 
Included in Maintenance of oe are charges account of Depreciation, 
as prescribed by the Interstate Commerce Commission, as follows 


the New Haven Com- 
ork Central Company’s 





IORGN EIOCOMOUIVED 5040.0 6658.6:0:5 606.068 510% raves deeews wale $294,927.38 
Other Locomotives ......-... Sr OO ee 77,268.68 
Pregnt Train Cars... ..<cccsccces 970,055.81 
Passencer Arai Cat, 66066 <i sc sc scasicsseees 272,759.20 
Floating Equipment ......ccccsccccces 87,555.90 
Work Equipment .....ccsscceses 21,867.56 

2 RES or ear Pe OE CE ee Raa ee Paved eeaneeware $1,724,434.53 


The equipment retired from service during the year resulted in the fol- 
lowing charges to Operating Expenses: 





Steam Locomotives .......... aavereless Mn Oe IOPIOOL CCL OTE $32,312.19 
Other Locomgtives sedans Gis aa We SeiG eae ea Tee 3 gonbwia seas 8,457.89 
Freight Train’ Cars..... COCO Oe Baer Gieiaratene 404,457.80 
PRRNOURCIRE SINE WEIR 3 6 os 0 c(e'0ieig U6 e's wey aisle'S o.8's'e F's (0 01016-4:0 6 68,236.68 
Work Bquipmient ...cccccccvcccevcccsccccvcccecccoeseces 32,540.43 

NGAN Ec ca Sale a Fc ooh ae 6 aS Wiesel eal eee cewalenciee see eev $546,004.99 


The ratio of this general account to Operating Revenues was 14.96%, as 
compared with 15.41% a year ago. 


Steam Locomotives.—Total number on active list June 30, 1914.... 1,204 

From which should be deducted: 

Engines retired from service during the year....... ewiaseas Seas 39 
Total on active list: Jue 30, 1918. ni. viciecscsicecsecesiese faceceee EQlGS 


Thirty-six of the engines retired from service during the year were of 
light capacity, and in addition, their boilers would not meet the require- 
ments of the Federal Boiler Inspection Act. Since the Company had no 
service that would justify going to the expense of repairing the engines, 
they were condemned. 

The hauling capacity of the steam locomotives is as follows: 

Tractive Total Total Weight of 
Power Weight on Locomotives, Tons 














Active List Number Pounds es (exclusive of tenders) 
ons 
Assigned June 30, 1914.. 1,204 29,074,311 62,608 80,668 
Added during fiscal year* 68,736 52 82 
Total! .cscsevesewes~ 12046 295243,047 62,660 80,750 
Retired from service dur- 
WY VEAL vines sie ee wis 39 569,447 1,145 2,454 
As of June 30; 1915..... 1,165 28,573,600 61,515 78,296 


* Increased account of superheaters applied and change from compound to 
simple cylinder locomotives. 
The following statement shows the character and condition of the steam 
locomotives of the Company on June 30, 1915: 
Average Weiglit 














Each Locomotive Average 
: Tons (exclusive Tractive 
Wheel Owned With- Owned of tender) Power 
Arrangement 6-30-14 drawn 6-30-15 Total OnDrivers Pounds 
oo 16 10 23 23 15,674 
<O0O00 3 2 1 47 33 19,066 
< 000 205 2 203 61 61 27,666 
< 0000 349 6 343 69 60 27,427 
< 00000 35 és 35 76 69 32,546 
<0000 390 23 367 53 35 17,115 
< 00000 106 ae 106 67 51 23,421 
<0oo0000 12 ae 12 100 53 24,956 
<000000 88 ee 88 122 75 35,513 
ere 1,204 39 1,165 67 53 24,527 
Condition Number Per Cent 
NGODO 5 0 sinars wisi wlbs c1csd in 6:04 Spin eie.0'e wie einai ow: ais We erates Reds 98 84.9 
MAUR (icles a sais weaioe © piaiate tne ncene are aivecsiennisiere arehareieersierevs 111 9.5 
In shop for repairs......+-.see0es Palakesals stares $ieys\s-oai are 41 3.5 
Stored awaiting repairs, to be repaired when suitable 
BEL VICE COMA ois 075:0:5' si. 0 6:0 Gio eslerwiernwie-sielers Ceineers 24 2.1 
: 1,165 100.0 
No. of locomotives equipped with superheaters........ 82 7.04 
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The 24 engines stored awaiting repairs are engines of light capacity 
assigned to no particular service. Should occasion arise requiring 
engines of this particular type they will be repaired and placed in 
active service. 

As of June 30, there were 191 engines stored in 
suitable for immediate service when requirements deman 
Electric Locomotives.—Hauling capacity and condition: 


ae condition 








Total Total 

*Tractive Weight Weight of 

Power, On Drivers Locomotives, 
Active List Number Pounds Tons Tons 
Assigned June 30, 1914.. 104 1,515,464 8,172 11,152 
Retired during fiscal year 2 17,200 30 30 
As of June 30, 1915..... 102 1,498,264 8,142 11,122 





*1 hour rating 


The electric locomotives are in good condition, and during the year 48 
received a general overhauling. 

Cars in Passenger Service.—In addition to new equipment shown under 
Additions and Betterments, on page 42, the following equipment was re- 
ceived during the year under an Equipment Trust: 


45 steel coaches 

5 steel electric cars 

10 steel combination baggage and smoking cars 

50 steel baggage cars 

10 steel baggage and mail cars 

On June 30, 1915, there were 74 all-steel passenger train cars due from 

the Osgood Bradley Car Co. on the 1915 contract. Of this number there 
have been received since June 30, 1915: 


24 baggage cars 
20 coaches 
10 smoking cars 


Cars in Freight Service.—Of the total number of freight cars owned on 
June 30, 1915, 3,863, or 11.26%, were in need of repairs. The repairs 
needed vary from those requiring one hour of labor up to and including 
rebuilding. 

The freight car repair shops are working full time and the force has 
been considerably increased during the past few months in order to re- 
duce the number of bad order cars. 

Trafic Expenses——The charge decreased $28,651.59, or 5.71%. The 
most noticeable decreases were in Superintendence and Advertising, while 
Outside Agencies and Industrial Bureau show increases. 

This general account took 0.72% of Operating Revenues as compared 
with 0.74% last year. 

Transportation Expenses——The charge decreased $3,020,169.46, or 
11.19%. This general account took 36.65% of Operating Revenues this 
year, as compared with 40% a year ago, a decrease of 3.35%. 

‘he miles run by revenue trains of all classes were 21,584,882, a de- 
crease of 2,481,774, or 10.31%. The cost per revenue train mile for 
Transportation Expenses was $1.11, compared with $1.12 for last year, 
a decrease of 1 cent per mile. 

Cost of fuel for revenue train and yard locomotives decreased $826, 
875.03 under the previous year, due to better weather conditions, a de- 
crease in train miles and better work by officers and men in obtaining 
greater efficiency from coal burned. 

Injuries to persons required the sum of $792,795.18, a decrease of 
$388,940.41 under the previous year. $485,424.44 was on account of 
accidents occuring prior to July Ist, 1914. The estimated amount of un- 
paid personal injury claims on June 30, 1915, was $697,608.69, as compared 
with $1,042,597.17 on June 30, 1914, a decrease of $344,988.48, or 33.09%. 

The amount spent during the year for loss and damage, for injuries to 
persons, and for clearing wrecks was $1,412,804.72, as compared with $1,- 
966,492.64 in 1914, a decrease of $553,687.92. The cost of these items 
per revenue train mile was 6.55, as compared with 8.17 cents in 1914, 
a decrease of 1.62 cents. The reduction in the amount paid for injuries 
to persons and for loss and a. reflects the efforts put forth towards 
efficiency and safety which have brought about a reduction of accidents 
and damage to property. 

Miscellaneous Operations-—(Covers Dining Car and Restaurant Service 
and Producing Power Sold.) The charge decreased $22,392.99, or 3.64%. 
There was a reduction in the cost of operating the dining car service 
of $71,554.67 under the previous year. The number of revenue meals 
served during the year was 378,540, a decrease of 64,212 meals as com- 
pared with the previous year. 

_ There was a decrease in cost of operating restaurants of $523.29 and an 
increase of $49,684.97 in the cost of “Prededas Power Sold.” 

This general account took 0.91% of Operating Revenues this year, the 
same as last year. 

General Expenses.—The charge shows a decrease of $312,876.70, or 
16.26%, in spite of an increase in pensions of $23,468.31 and. an in- 
crease in valuation expenses of $66,710.97. 

The amount of pensions paid during the year was $176,276.25, and the 
cost to the Company account of the federal act requiring valuation of rail- 
roads amounted to $90,887.74. 

The salaries and expenses of the general officers were reduced $45,718.44, 
and law expenses were reduced $180,707.96. 

This general account took 2.46% of Operating Revenues, as compared 
with 2.85% a year ago. 

Payrolls and Materials——Total payrolls of the Company for the year 
for all classes of labor paid for directly were $25,765,313.80, and the ex- 
penditures for materials of all kinds, excepting equipment, amounted to 
$14,278,303.39. 

Non-Operating Income. (Includes Dividends, Interest on Notes and De- 
posits, income from Lease of Road, etc.)—This account decreased $1,966,- 
473.54. No dividend was received from The New England Navigation 
Company this year and some of the subsidiary companies did not earn 
their fixed charges. The interest on the securities of those companies 
held by the New Haven Company was not included in income unless 
actually earned. ; 

The decrease was offiset in part by a larger dividend from the Central 
New England Railway Co. 

Deductions from Gross Income._ (Includes Hire of Equipment, Joint 
Facility Rents, Rent for Leased Roads, properties Operated at a Loss, 
Interest on Debt, etc.)—The charge decreased $153,823.11, the principal 
decreases being in Interest on Debt and Miscellaneous Deductions. There 
were increases in Hire of Equipment, Joint Facility Rents, and Rent for 
Leased Roads. 

FINANCIAL 


Capital Stock.—The Massachusetts Public Service Commission recom- 
mended to the Massachusetts General Court that all of the capital stock 
outstanding in the hands of the public be validated under the laws of 
Massachusetts, and also recommended that the shares in the Company’s 
treasury be retired and cancelled. The Massachusetts General Court vali- 
dated the 1,571,179 shares in the hands of the public and the stockholders 
at a meeting held in New Haven, Connecticut, April 24th, 1915, author- 
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ized the retirement of the 228,991 shares held in the treasury, which 
shares were subsequently retired and cancelled. 
Maturing Debt.—There will mature between October Ist, 1915, and June 
30th, 1916, short-term notes, as follows: 
NE CE PEED Cab ncn Gn ds Conbes see veeeee Lceeees ben $375,000.00 
oS | Uy | Re te 75,000.00 
December 28th, 550,000.00 
1,705,000.00 


amety 14th, 
27,000,000.00 


ay ist, 1916 
$29,705,000.00 


CHANGES IN DEBT IN HANDS OF THE PUBLIC 
DEBT AS OF JUNE 30, 1914 


$58,526,000.00 
155,779,100.00 
23,769,000.00 


10,000,000.00 


Mortgage Bonds 

Debentures ‘ 

Loans and Bills Payable 

H. R. & P. C. R. R. One Year 5% Gold 
Notes, due May 1, 1915 (see note) 

$248,074,100.00 


DEBT AS OF JUNE 30, 1915 


Mortgage Bonds 
Debentures 
Loans and Bills Payable 


$58,354,000.00 
155,892,100.00 
30,139,000.00 


244,385,100.00 


Net Decrease $3,689,000.00 


ACCOUNTED FOR AS FOLLOWS: 
MortGace Bonps: 


Middletown Horse R. R. Co. 5% 
ie Bonds, due Dec. 1, 1914 
paid o 

Worcester & Conn. Eastern Ry. : 
44%4% 1st Mortgage Gold Bonds, due 
Jan. 1, 1943, purchased for Sinking 
Fund 

DEBENTURES: 

Sale of Treasury holdings of 6% Con- 
algae 7 Debenture Certificates, due 
ea; 15, 


H. R. & P. C. R. R. C*., One Year 5% 
Gotp Notes, Dur May Ist, 1915, Paip 


Increase Decrease 


$150,000.00 


22,000.00 


$113,000.00 
6,370,000.00 


10,000,000.00 
$10,172,000.00 





$6,483,000.00 


Actual decrease in debt 3,689,000.00 


Notre: The Harlem River and Port Chester R. R. Co. One Year 5% 
Gold, Notes amounting to $10,000,000, which were in the hands of the 
ublic as of June 30th, 1914, were paid off during the fiscal year ended 
June 30th, 1915, from the proceeds of The New York, New Haven and 
artford Railroad Co. note issue of $27,000,000, dated May Ist, 1915, the 
New Haven Company being reimbursed by The Harlem River and Port 
Chester Railroad Co. by an issue of Fifteen Year Prior Lien Debentures 
dated May Ist, 1915, these debentures now being carried in the Investment 
Account of the New Haven Company. 


GENERAL REMARKS 


The last two years have been the most critical in the history of the 
Company, and there has been difficulty in maintaining its integrity. In the 
last annual report you were fully informed of the terms of the proposed 
settlement with the United States Government. This settlement was con- 
firmed by a decree of the United States District Court for the Southern 
District of New York entered October 17th, 1914, and the securities were 
transferred to the Trustees appointed thereunder. Since then these 
Trustees have been in exclusive control of the respective properties, namely, 
the Boston and Maine Railroad, the Connecticut trolleys and the Rhode 
Island trolleys. 

Since July Ist, 1913, there has been a widespread depression in business, 
affecting adversely the earning power of your property. For example, the 
gross operating revenues compare as follows: 


For the year ending June 30, 1913, $70,458,790.09. 
For the year ending June 30, 1914, $67,452,592.01. 
For the year ending June 30, 1915, $65,379,263.71. 


This business depression has also affected all of the subordinate proper- 
ties in which your Company is interested, so that the returns to your Com- 
pany from these properties for the last year were $4,759,610.31 less than for 
the year ending June 30, 1913, and $1,135,451.39 less than for the year 
ending June 30, 1914. 

This large decrease in earnings and income made it necessary for the 
Company to retrench in every way. 

Eiiciency and Economy.—During the year continuous efforts were made 
to adopt efficient methods and to encourage economical practice. 

There was a total saving in operating expenses of  $5,106,386.20 
compared with a loss in operating revenues of 2,073,328.30 


resulting in an increase in net revenue from railway opera- 
tions of ; $3,033,057.90 

The most important savings were in Conducting Transportation, which 
decreased $3,020,169.46, or 11.19%, and in General Expenses, which de- 
creased $312,876.70, or 16.26%. 

The average load for each train was increased from 320.84 tons to 
351.25 tons. This is a step in the right direction, but there is much 
chance for further economies through the purchase of heavier locomotives, 
the_lengthening of sidetracks and the creation of better terminal facilities. 

Condition of Property.—Although there was a reduction in expenses for 
Maintenance of Way and Structures and for Maintenance of Equipment, 
the property has been well maintained during the past year, and its track 
and structures are in better condition than for several years. 

The amount spent per mile of track maintained was $1,637.47, which is 
the largest amount in the history of the Company, except for the previous 
year, when $1,853.06 was spent, due to unusually heavy rail renewals. 

The same may be said about all classes of equipment, although the Com- 
pany is somewhat behind in repairs to freight cars and in the varnishing 
and painting of passenger cars and locomotives. 


Debts.—On June 30, 1915, the floating debt of the Company in the hands - 


of the public was $50,139,000, including $20,000,000 6% Gold Notes of The 
New England Navigation Company due May 1, 1917, for which the New 
Haven Company, as the only stockholder, must be responsible. 

The amount paid for interest and discount on short-term paper, including 
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Vor. 59, No. 18 


The New England Navigation Company and The Harlem River and Port 

Chester Railroad Company for the last two years has been: 

For the year ending June 30, 1914............-- $4,483,366.48 

For the year ending June 30, 1915.........eeeees 3,662,051.36 
The ag wy A in the last two years has spent for the protection of its 

properties the following: 


1915 
For Additions and Betterments...........  $1,358,261.86 
For Grand Central Terminal Buildings, 

Mew CORK BGs 5050046550 : 643,432.37 
Advances to affiliated comp 
improvements, betterments 

charges 


eeeeee 


eeeeeee 


1914 
$4,083,669.57 
1,575,790.35 


and _ fixed 
1,272,365.14 1,959,479.09 


$3,274,059.37 $7,618,939.01 


This total, $10,892,998.38, has been obtained from earnings, from the 
sale of property and from cash on hand. ‘ ; 

In spite of these large and unavoidable expenditures, by exercising 
care and postponing all improvements that could be put off with safety, 
the debt in the hands of the public of the New Haven Company, including 

e New England Navigation Company, has been reduced since July Ist, 
1913, $324,750.00; an increase in 1914 of $3,364,250.00, but a decrease in 
1915 of $3,689,000.00. 

Some further reductions can probably be made from the proceeds of 
property sold and from earnings, although the necessity for improvements 
oe betterments is likely to take all surplus earnings until a definite 
financial plan is effective. k ‘ 

The total debt of the Company, in the hands of the public, excluding 
contingent liabilities, but including The New England Navigation Co. 
Gold Notes, for which the New Haven Company is responsible, is $264,- 
385,100.00, which means that for every $100 of stock the Company has 
$168.28 of debt. 

Equipment Trust.—The Company leases 273 all-steel passenger equip- 
ment cars under two Lease and Conditional Sale Agreements, one with 
The Farmers’ Loan and Trust Company, dated April 1, 1914, and the other 
dated November 2, 1914, with The Philadelphia Trust, Safe Deposit and 
Insurance Company. 

The equipment is as follows, constructed at a total cost of $4,216,889.00. 


117 all-steel coaches 
50 all-steel baggage cars 
15 all-steel postal cars 
28 all-steel smoking cars 
10 all-steel combination baggage and smoking cars 
10 all-steel combination baggage and mail cars 
17 all-steel m. u. motor cars 
26 all-steel m. u. trailer cars 
273 

The equipment trust certificates issued under the first agreement are 
ea as ‘Series A,” and those issued under the second agreement as 
“Series : 

By the terms of the first agreement an initial payment was made of 
$512,399.00 and “Series A” certificates were issued in the amount of 
$2,490,000.00 par value, bearing interest at 5% per annum, payable semi- 
annually and redeemable in fifteen annual payments of $166,000.00. 

y the terms of the second agreement an initial payment was made of 
$244,490.00, and “Series AA” certificates were issued in the amount of 
$970,000.00 ~ value, bearing interest at 6% per annum, payable semi- 
annually and redeemable in twenty semi-annual payments of $48,000.00 
and $49,000.00 respectively. 

The Company pays as rental for these cars (annually in the one case, 
and semi-annually in the other) to the lessor-trustees under the agree- 
ments, an amount equal to the maturing certificates and interest on the 
outstanding certificates, and these rental payments, by the terms of both 
agreements, apply as purchase money toward the eventual ownership of the 
cars by the Company, in the event that no default in payment occurs. The 
initial payments of $512,399.00 and $244,490.00 respectively likewise were 
on account of rental, and also apply as payments on account of the 
purchase price of the cars. 

New Legislation.—To place the Company in a better position legally to 
finance itself the charter of the Company and the laws of Connecticut, 
Massachusetts and Rhode Island were, at the request of the Company, so 
amended that with the authority of the stockholders and the Public Service 
Commissions, the Company can mortgage its property or issue preferred 
stock or do both. 

careful study is now being made of this subject, and the directors 
will make their recommendation to the stockholders at a later date. 

Increase in Capital Since 1903.—On December 18, 1913, the Board of 
Directors appointed a special committee with power to employ accountants 
to make a thorough examination of the accounts of the Company. The 
examination was made by a representative of Price, Waterhouse & Company, 
who spent over a year on the work and made reports covering 392 pages. 
From these reports the following deductions were made: 

From July 1, 1903, to June 30, 1915, the Company increased its capital 
obligations in the hands of the public as follows: 


Par Value 
$87,216,800.00 
54,136,000.00 
145,710,900.00 
30,139,000.00 





Capital Stock 
Mortgage Bonds 
Debentures 


Total N. Y.. N. H. & H. R.R 

The New yo Navigation Co. Col- 
lateral Gold Notes 

New York, Westchester & Boston Ry. Co. 
Mortgage Bonds 

The New York Connecting Railroad Co. 
one-half issue of Mortgage Bonds 


$317,202,700.00 
20,000,000.00 
19,200,000.00 
8,000,000.00 
$364,402,700.00 


This Company owns all of the shares of The New England Navigation 
Company and all but a few shares of the New York, Westchester & Boston 
Railway Company and must protect the outstanding notes and bonds of 
those companies. 

This Company and The Pennsylvania Railroad Company are the only 
stockholders of The New York Connecting Railroad Company and your 
Company must protect one-half of the bonds issued for that enterprise. 

he New York, Westchester and Boston Railway and New York Con- 
necting Railroad are important eae of the terminal development of your 
Company and should be retained for the benefit of the increasing volume 
res business passing to, from and through New York, Brooklyn, and Jersey 
ity. 

From sale or exchange of the above obligations there was received, in- 

CHANT PROMIUINB ss 0.6 205005500 scwsss Skusee et en's seeeeeee $388,049,309.88 
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Increase in Property Since 1903.—During the same period there was ac- 
quired additional property with book values as follows: 


Additions and Betterments to The New York, New Haven 
and Hartford and leased lines and investment in securities 


of certain leased and controlled steam railroad lines.... $171,669,058.38 


New York, Westchester & Boston Ry. Co.......... wWaceeewwia ‘ ¥850,150.09 
The New York Connecting Railroad Co....... esieececviees 9,450,000.00 
Grand Central Terminal Buildings, New York City........ 6,001,794.12 
Total Steam Railroad and Terminal Properties.......... $225,971,002.59 
OUTSIDE PROPERTIES 

New York, Ontario and Western Railroad Stock..... voose $13,108,397.62 
Rutland Railroad Securities......+ssseceeeseeeccees illl ” 235143977.15 
Gas and Water Power Companies.............s+0. Seta ata 4,151,663.95 
Miscellaneous Properties ....... arate areieieaararsv aids Sta) oiarereiena 1,475,673.13 
Boston and Maine and Leased Line Stocks....... aaews 31,079,668.75 
Varibiih IGNINEIED  LAMON 60:6 6.666csedtaewccseneerseeeesce —Segereeee 
Various Trolley Lines and Securities.......eeeeeeeeseee++ 100,527,389.53 
Total Outside Investment.........ccevcccecvcsscesseees $167,100,488.94 
Grand Total 2.0250 eT ET EOE CTE i a yg 


Losses.—Charges and credits to Profit and Loss have been made during 
the year, as shown on page 32. For causes that need not here be enumer- 
ated there have been decreases in the present value of some of the proper- 
ties, and some actual losses have been entered on the books. 

Unless industrial and general conditions change so as to restore the 
value and earning power of all transportation agencies, the Company will 
without doubt suffer considerable losses from the sale of those properties 
which the United States District Court has ordered sold. Whether these 
losses will be so great as to impair the capital stock of the Company cannot 
be determined until the sales of the various pieces of property have been 
made and until the valuation now being made by the Interstate Commerce 
Commission is completed. The directors therefore have thought it was not 
wise to make any general charges to Profit and Loss at this time, but 
simply to state that there may be large losses which may be offset all or 
in part by a proper valuation of the property. 

Dividends.—The first three months of the current fiscal year show 
marked improvement in the earnings of the Company, both gross and net, 
but your directors cannot consider the declaration of any dividend until 
they are assured of the permanent financing of the Company. e amount 
of the possible loss in the sale of the properties that must be sold by order 
of the Federal Court, the existence of the large floating debt, and the 
need of money for making improvements, all affect the ability of the Com- 
pany to pay dividends. It is hoped that the valuation of the property 
of the Company now being conducted by the Interstate Commerce Com- 
mission will result in an increased value over that now shown on the 
books and to that extent will offset oar loss in the sale of the properties 
that must be sold under the decree of the Court. 

From July 1, 02, to June 30, 1915, the property has paid to its 
owners in dividends $92,135,064.44. During the same pone’ it has paid 
in wages on the New Haven and subsidiary companies, the net earnings of 
which helped to make up the dividend fund (except Boston & Maine and 
New York, Ontario & Western), $402,488,811.53. 

More Time Under Federal Decree.—Under the decree of the Federal 
Court some securities must be sold by January 1, 1917, some by July 1, 
1917, and the remainder by July 1, 1919. The decree, however, provides 
that the Court may extend the time for good cause. The European War 
started after the agreement was made with the Government and has changed 
financial conditions in the whole world to such an extent that it would 
seem just for the Company to have more time within which to dispose of 
the various properties if no sales can be made on a reasonable basis 
within the period now fixed by the Court. At the proper time, if the 
properties have not been sold, the management will apply to the Court 
for an extension of time. 

_ Suits for Restitution.—After earnest and thorough discussion and con- 
sideration, with the assistance, and in accordance with the advice of able 
counsel specially employed in these matters, the directors voted unanimously 
that any such suits, except the so-called “‘Billard Case,” in which suit is 
now pending, would be long drawn out, full of complications and _ very 
expensive, and would result in nothing but a waste of the stockholders’ 
money. 

Sale of Property.—Every effort is now being made to sell at fair prices 
real estate and other property not needed to protect the Company in its 
future development, and with the proceeds to make improvements, to pay 
part of the floating debt or to purchase the Company’s own securities in 
the market and thus reduce interest charges. : 

Boston and Albany Railroad.—A settlement was made with the New 
York Central Railroad Company as a result of the termination of the 
Boston and Albany Operating Agreement and the withdrawal from the 
Agreement for the ~~, > of one-half interest in certain Trust Equip- 
am nae by the New York Central for use on the Boston and Albany 

ailroad. 

After all adjustments were made the net result of the participation in 

the operations of the Boston and Albany Railroad for the period July Ist, 
1911, to January 31st, 1914, was a loss of $168,601.55, we your Com- 
pany Foye and the New York Central Company returned the working fund 
of $750,000.00 advanced by your Company. The participation in the Trust 
Equipment Account was settled by the New York Central returning to your 
Company all payments made on that account, aggregating $668,391.28. 
_, Eastern Steamship Corporation.—Your Company, through the Navigation 
Company, owns securities of a book value of $4,200,000 of the Eastern 
Steamship Corporation, which is in the hands of receivers. An effort is 
now being made to reorganize that corporation, but there will, without 
doubt, be a loss, and your Company will have to take securities of a 
different kind and participate in the loss. 

New England Investment & Security Company.—Your company, through 
the Navigation Company, owns $13,709,000 notes of the New England In- 
vestment & Security Company. Negotiations are now pending to put the 
corporate affairs of that Company on a simpler basis, in the belief that 
better pane may be obtained for the owners of the property and for 
the public. 

Need for Improvements.—It is necessary for your Company to spend 


considerable money in the next few years for improvements. A few of 
the larger items that must be considered are: 

Rebuilding the Thames River Bridge, about......... eeee-  $2,500,000.00 
300 steel passenger cars (contracted for in 1913).......... 3,600,000.00 
100 steam engines of large capacity...... me ARE ATIOe ware 2,500,000.00 
3,000 freight CATS. .< 2:0: ea aa aye erate atreranars sieieuyeies Se ee 3,000,000.00 
"lectric equipment and facilities so as to get full benefit of 

: electrification between New York and New Haven........ 1,500,000.00 
Better ballast on important main and branch lines so as to in- 

, crease safety, preserve ties and keep down dust....... © 1,000,000.00 


improved and added signals so as to. increase safety and 
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1,000,000.00 
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Added trackage, yards, sidings, etc....... possceses euenuees 3,000,000.00 
Improved terminal facilities at many points so that better 
cars can be ee of ae power, on working —_ 
itions create or employees an tter service given to 

GU UNG ccenicdctercceuceeeee a Wiedaata, So waa Od weed ONT Ria 4,000,000.00 


$22,100,000.00 

To this must be added an indeterminate amount for grade separations 
and many items of improvement to shops, bridges, passenger stations, small 
buildings, grade revisions so as to increase train tonnage, heavier rails, and 
advances to the New York Connecting and New York, Westchester & 
Boston Railroads, and to certain subordinate companies to enable them to 
sustain themselves until they are sold under court decree. 

It is not too much to say that at least $25,000,000 to $30,000,000 should 
be spent in the next five years over and above ordinary operating ex- 
penses and fixed charges. Part of this money should be taken from earn- 
ings and part from the sale of property and securities. ; 

Rates.—During the year the rates for local passengers were increased 
to 2% cents a mile and for mileage tickets to 24% centsa mile. 

On June 8 the New York Court of 7 approved the decision of the 
lower court in annulling the order of the Public Service Commission of 
New York requiring the Company to reduce its increased passenger rates 
between New York State points. hid : 

In December, 1914, the Interstate Commerce Commission authorized an 
advance of freight rates applied for by the eastern roads. This increased 
the rates about five per cent on a limited part of this Company’s business. 

Throughout the year much progress has been made in revising class 
rates, merchandise and commodity rates, with the idea of removing dis- 
crimination. 

Some rates have been increased and some have been reduced, but on 
the whole the rate basis is on a slightly higher plane. f 

Taxes.—There was a considerable decrease in the taxes any by the Com- 
pany for the last fiscal year, due to the decreased market value of the 

ompany’s securities, which was the basis for tax assessments in Con- 
necticut and Massachusetts. The Connecticut law was changed at the last 
session of the Legislature to a gross income basis. On this account the 
taxes for the coming year will show an increase over the last year. 

Valuation.—During the past F ged the forces of the Interstate Commerce 
Commission have been engaged actively in the work of valuation of the 
property of this Company, under the Act of Congress passed March 1, 1913. 

e date of valuation of the property of your Company and its leased 
lines was fixed as of June 30, 1915, and that of the Central New England 
as of June 30, 1916. 

The government roadway parties have made a cross-section survey of the 
roadbed and an inventory of the track material on about four hundred 
miles of road, the land parties have completed an investigation of the values 
of similar and adjoining land on about one hundred and twenty miles, the 
electrical party has completed its inventory of electrical construction on the 
Providence, Warren & Bristol and on the Norwich & Worcester and is 
now at work on the line between Hartford and Rockville, a telephone and 
telegraph party has just started, the structural parties have commenced the 
inventory of bridges, and will soon commence the inventory of buildings, 
the signal and interlocking party will begin during the fall and the equip- 
ment parties expect to commence the inspection of machinery and equip- 
ment in December. 

It is hoped that these inventories will be completed Feed to January 1, 
1917, by which time the survey being made by the Company should be 
completed, there now remaining about 500 miles unfinished. 

hile the Act provides that the inventory of the property shall be made 
by the Commission, the Company is required to complete the survey of its 
lands; to furnish a large amount of information and data required of the 
carriers by the Commission; and to co-operate and aid the Commission in 
the valuation work. 

A valuation department was organized in December, 1913, and $115,064.51 
has been expended to June 30, 1915. About 130 employees are now en- 
gaged in the work at a cost of < gee ige $150,000.00 per year and it 
is expected that the entire cost will equal, if not exceed, $500,000.00. 

It is impossible to estimate when the whole work will be finished, but a 
tentative valuation may be reached some time during the year 1917. 

Investigation by Public Service Commission of Massachusetts——In the 
Massachusetts Act validating the Company’s securities a provision was 
included directing the Public Service Commission to make an examination 
of the financial affairs of the Company. That investigation is now going 
on, and the Company is givng the Commission every assistance. 

The relations between the state commissions, the Interstate Commerce 
Commission, and the Company have been frank and cordial, and the 
members of the various commissions have been receptive of suggestions 
and helpful with advice and action. The relations with the public and 
with the press have also been pleasant throughout the year. 

The standing of the Company with the public and with public bodies has 
helped it to tide over a most serious period. 

he road is solvent and its next most important problem is to adopt some 
comprehensive plan for handling its debts and providing funds for making 
those improvements which are essential. 

The road is owned by the people who live alon 
ticular attention is directed to the classified list of stockholders on page 46 
showing the large number who own a small amount of the stock. hese 
stockholders can help themselves and the Company by taking an interest 
in its affairs. 

The improved results for the year were obtained by hard, painstaking 
work, and a spirit of co-operation by the officers and men, for which the 
directors of the Company and the stockholders are thankful. Acknowledg- 
ment must also be made to the patrons of the road, to the press, and to 
the public authorities for their assistance. 

Your attention is called to the statements of account of the New Haven 
Company and of each one of the subordinate properties. 

Respectfully cheated. 
By order of the Board of Directors, 
Howarp Ettrort, 


its lines, and your par- 








hairman. 
PROFIT AND LOSS ACCOUNT 
CREDIT. 

Balance brought forward from June 30, 1914....... eesnaties $1,822,246.14 
INGE SOONG BOE TNO YORE sé oesoc' ec ce ccwctatcimiecwseedendes 2,307,971.43 
Adjustment with Boston & Albany Railroad of operating and 

WeatigmGne Pech AGrCCMentS so 0. c0< cicsccccicccecaecensees 99,696.22 
Difference between par and amount paid for The N. Y., N. 

H. & H. R. R. Co. 5% Collateral Gold Notes dated May 

EONAR ae enisla Cie oC CRN G6 CRs ele 6.8'¥e Caevlnees Selseses.se0ie;e'e 8,025.93 
PiPGG Ok Male Ce MOCUEIIEN oe 6.65 cc: c:caciewenencsn <eegeadeus 3,853.75 
Overcharges carried in “Other Unadjusted Credits’ now 

found to be unrefundable and transferred to Profit and 

WMI fara er ctave sai of 6-4 06. Oa CN Gi a Rly oka 68 ERA ARIS CEO OH SLE.6 18,665.27 
EE ioe Shioc es ccaecudaccseviawceds ehiseedesuee 1,020.01 


$4,261,478.75 
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Desir. 


Amount paid other roads account of unad- 
justed per diem charges during the perio 
October 1, 1907, to February 5s, ins > 

Amount paid The Rhode Island Company 
account cancellation of , certain operating 
agreements 

Value of property or facilities abandoned.... 

Discount on Equipment Trust Certificates 
Series “AA” dated November 2, 1914 

Reduction in stock value of interlocking and 
signal material on hand 

Miscellaneous charges 


$160,892.34 
120,000.00 
108,489.60 
19,400.00 
118,010.31 


528,444.46 
$3,733,034.29 


Balance June 30, 1915, as per balance sheet 


STATEMENT OF CONTINGENT LIABILITIES. 
June 30, 1915. 

Under the presistens of Section 4, Chapter 519, of the Acts of the Gen- 
eral Court of the Commonwealth of Massachusetts, passed at its 1909 
Session, The New York, New Haven and Hartford Railroad Company is 
authorized to guarantee the principal of, and the dividends and interest 
— the capital stock, bonds, notes and other evidences of indebtedness 
of Boston Railroad Holding Company. On June 15, 1910, the General Court 
of the Commonwealth of Massachusetts passed an act authorizing the issue 
of preferred stock (without voting power) of Boston Railroad Holding Com- 
pany, in exchange for its four per cent. fifty-year Debentures dated No- 
vember Ist, 1909; and on January 10th, 1911, the $20,012,000.00 Debentures 
owned by The New York, New Haven and Hartford Railroad Company 
were exchanged for preferred stock. On June 30, 1915, there were held 
by the public 28,000 shares of preferred stock of Boston Railroad Holding 

ompany, on which the guaranty of four per cent. cumulative dividends 
vd annum and the payment of principal at one hundred per cent. on 
iquidation had been executed, and on the same date The New York, New 
Haven and Hartford Railroad Company owned the following stock, which 
is held by Trustees for the Company under decree of the Federal Court: 

31,065 shares of Common Stock of Par Value. ...$3,106,500.00 
244,939 shares of Preferred Stock of Par Value....24,493,900.00 
Tue New York, New Haven anp Hartrorp Rattroap Company 

Is liable jointly with other roads for any deficiency on foreclosure of 
bonds of the Boston Terminal Company. 

Guarantees the payment of principal and interest of the four per cent. 
First Mortgage Gold Bonds of the Central New England Railway Company 
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of the issue of January 1, 1911, to the amount of $13,427,000.00. 

Guarantees four per cent. dividends on preferred stock of the New 
England Investment and Security Company, $4,000,000.00, and payment of 
principal at one hundred five = cent. on liquidation; also guarantees the 
payment of oe $5,000,000.00 and interest of the New England In- 
hm re = Security Company fifteen-year Funding Gold Notes date 

pril 1, H 

Guarantees the payment of principal and interest of the Gold Debenture 
of The New England Navigation Company in case of termination of lease 
of the Old Colony Railroad Company, $3,600,000.00. 

Guarantees jointly and severally with The Pennsylvania Railroad Com- 
pany the payment of the principal and interest of The New York Connect- 
ing Railroad Company First Mortgage four and one-half per cent. Gold 
poy yg August 1, 1953, of the principal amount outstanding of $16, 

uarantees the payment of principal and _interest of the four per cent, 
fifty-year First and Refunding Mortgage Gold Bonds of the New York 
and Stamford Railway Company of the issue of November 1, 1908, to the 
amount of $247,000.00. Peat 

Guarantees the payment of principal and interest of the four and onc- 
half per cent. First Mortgage Gold Bonds of the New York, Westchester 
and Boston Railway Company of the issue of July 1, 1911, to the amount 
of $19,200,000.00. 7 

Guarantees four per cent. dividends on preferred stock of the Springfield 
Railway Companies, $3,387,900.00, and payment of principal at one hun- 
dred five per cent. on liquidation. 


STATEMENT OF FINANCIAL OPERATIONS, YEAR ENDING 
JUNE, 30, 1915. 


Resources To Account For. 


Cash on hand and in banks June 30, 1914 $4,806,237.43 
Special deposits for payment of interest, 
dividends, etc. 1,747,014.33 
SenaiEieenaemeeeeee 6,553,251.7 
Income for the year: $6,583,251.76 
Balance after expenses, taxes and fixed 
charges 
Increase in Notes Payable 
Decrease in sundry assets: 
Treasury securities sold : 
6% Convertible Debenture Certificates 
Miscellaneous securities 
Notes of other companies and individuals 
paid off 


2,307,971.43 
6,370,000.00 


$113,000.00 
64,747.11 


1,062,127.91 








THE NEW YORK, NEW HAVEN AND HARTFORD RAILROAD 
COMPANY. 


GENERAL BALANCE SHEET, JUNE 30, 1915. 


Comparison 
with 1914. 
Increase or 
decrease. 
—$56,117.44 
—341,564.53 


—$397,681.97 
463,915.36 


INVESTMENTS: 
oad 
Equipment 


1915. 
$134,024,062.55 
61,481,781.17 


$195,505,843.72 
Leased Railway 
3,990,421.40 





Improvements 
roperty 

Sing Funds 
Less Company’s own 


on 


495.00 
5,357,414.95 
6,001,794.12 

53,369,953.36 


—741,656.60 
—2,974,264.39 
643,432.37 


53,369,953.36 
—13,195,821.61 
—39,887,712.16 
10,656,404.45 
3,921,680.00 
—8,554,781.71 
3,534,403.48 


—3,014,708.17 
$3,823,162.41 


—1,019,594.50 
366,386.49 


306,657.21 


—107,382.84 
—1,444;817.90 
--59°641.02 
—624;359.25 
2906.45 
—350,887.99 


—$2,930,733.35 
—751,942.35 


Miscellaneous Physical Property..... 
Investment in buildings at Grand 
Central Terminal, New York City.. 

Stocks—In hands of 
Trustees (See Page - .s 





Pledged .? 31,444,196.21 
Unpledged ( “ - --.  77,639,368.72 
Bonds—Pledged " --.  14,270,027.50 
Lon we ‘Shea = 4,515,668.50 
Notes—Pledged 
Unpledged (See Page 39)... 38,515,650.14 
Advances Un- 
pledged ie Os ax 1,642,671.63 
Total Investments $432,253,505.25 
CurreENT ASSETS: 
Cash 3,786,642.93 
Special Deposits 2,113,400.82 
Net Balance due from Agents and 
Conductors 3,133,065.66 
Traffic and Car Service Balances Re- 
ceivable 211,876.27 
Miscellaneous Accounts Receivable. . 4,056,955.93 
Materials and Supplies 5,582,699.18 
Interest and Dividends Receivable. . 448,664.16 
Loans and Bills Receivable 4,693.97 
Other Current Assets 201,314.16 
$19,539,313.08 
88,694.87 





Total Current Assets 
DEFERRED ASSETS: 
Working Fund Advances 
Unapjyustep Derits: f 
Rents and Insurance Premiums Paid 
in Advance 
Road and Equipment Suspense Ac- 
coun 


Other 


20,008.71 


599,310.04 
2,469,064.01 


$3,088,382.76 


—4,009.71 


592,341.70 
688,884.01 


$1,277,216.00 








$454,969,895.96 $1,417,702.71 


Granp Tota 


~ Norr.—1914 balance sheet figures have been revised to conform with 


LraBILITIES. ; 

Comparison 

with 1914. 

Increase or 

Stock: 1915. decrease. 
Capital Stock (in hands of public).. $157,117,900.00 

Premium on Capital Stock (since 

19,282,887.50 


July 1, 1909)... cccccccecsse eevee 
$176,400,787.50 


Lone Term Dest: 
Mortgage Bonds (See 
Page 40) 
Less held in Treas- 
ury Pa Sinking 


$58,779,000.00 


391,000.00 58,388,000.00 —$172,000.00 


$157,964,450.00 
2,072,350.00 155,892,100.00 
30,139,000.00 
807,536.58 


$245,226,636.58 


LIABILITY UNDER CoNTRACT witH NEw 
York CENTRAL FOR THIS CoMPANY’S 
Harr INTEREST IN EQUIPMENT OF 

& A. Eguipment Trust oF 1912 

Current LIABILITIES: 

“— and Car Service Balances Pay- 
able 

Audited Accounts and Wages Payable 

Miscellaneous Accounts Payable 

Matured Dividends and Interest Un- 


paid 
Matured Funded Debt Unpaid 
Unmatured Interest Accrued 
Unmatured Rents Accrued 
Other Current Liabilities 


Page 41) 
Less 

$113,000.00 
6,370,000.00 
—221,408.54 


$6,089,591.46 


LoaANS AND BILts PAYABLE 
Non NecotiasteE Dest To AFFILIATED 
CoMPANIES 





—$2,436,000.00 


4,430,008.78 
3,741,729.72 
56,000.00 
1,960,753.94 
6,512.68 
2,448,502.69 
489,070.05 
230,233.11 
$13,362,810.97 


83,160.06 
72,153.00 


$155,313.06 
205,542.57 
697,608.69 
1,968,227.80 
$2,871,379.06 


3,742,865.27 


1,152,090.08 
—1,072;231.36 
56,000,00 
694,924.57 
—22;000.00 
86,610.08 
16,230.98 
—142,422.34 
$769,202.01 


83,160.06 
8,889.30 


$92,049.36 
17,746.46 
—344,988.48 
—5,656,755.59 
—$5,983,997.61 


1,597,131.30 
—623,188.03 


2,126.07 
1,910,788.15 
$1,417,702.71 





DEFERRED LIABILITIES: 
Retained Percentages due Contractors 
Deposits account of Sidetracks 





Unapjustep CrepitTs: 
Accrued Taxes 
Personal Injury Reserve 
Other Unadjusted Credits 





RESERVE FOR ACCRUED DEPRECIATION OF 
EQuiIPMENT 

S1nkK1InG Funp RESERVES 

EQuIPMENT AND PERSONAL PROPERTY 
LEASED 9,477,069.23 

3,733,034.29 


$454,969,895.96 





classification effective July 1, 1914. 
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Materials and Supplies..........-+++++ $59,641.02 
Miscellaneous Physical Property account 
toremngen of Boston & Albany Equip- $38,570.97 
r Signe RREAECAS CONE ONE R 
a ——mamomene  $1,896,007,01 
Decrease in sundry current assets plus in- 
crease in sundry liabilities...........+. 3,400,426.21 
$20,469,736.41 
Resources AccounTED For. 
xpenditures: 
. or additions and betterments......... $828,989.53 
For NEW COUIPIMER. ..cccseccececedeoes 707,936.67 
$1,536,926.20 
Less excess of real estate sold......... 178,664.34 
Abandoned — A ere cone er eate 
tipment Tetived ..cccccccccsecccce . 
— $201,628.07 
Advances account structures at Grand Cen- 

teal Dermal, Ne Feces cisctsececeess 643,432.37 
Improvements on Leased Railway Properties 463,915.36 
Advances to subsidiary companies covered 

LY MONE) avec xagecs ssisss oe saGiuiessiceaae 520,982.06 
Advances to subsidiary companies for bet- 

ROTEONIND pin su-ns lax sa 0'05'e-0's 055516. &:0-915 40-58 ‘ 16,678.80 

1,645,008.59 
Notes of Harlem River & Port Chester R. 

EO, earner ne 10,000,000.00 
Securities of other Pa ame acquired.. 1,929,251.15 
Mortgage debt paid off........ccesscccce 150,000.00 
Bonds purchased for Sinking Fund...... 22,000.00 
Increase in Notes Receivable............. 2,906.45 
Increase in sundry assets— Park Square 

Property ..seessesccessecsecescesseens 306.58 
Decrease in Non-Negotiable Debt to Affii- 

ated og ora Riptiis siAieia eteinreeesarento aes 221,408.54 
Profit and Loss: 

Balance of sundry accounts............ 397,183.28 


Cash on hand and in banks June 30, 1915.. 
Special deposits for payment of ‘interest, 


3,786,642.93 





GAG TOINES GOL. si5s a sicaieie aie bee's slesie’s 2,113,400.82 
a 5,900,043.75 
$20,469,736.41 
INVESTMENTS. 
Stocxs—In THE HANDS OF bates remand By U. S. District Court 
0. 0 
Shares. Par Value. Book Value. 
“Sones & Maine R. R. Leased 
ines: 
Boston & Lowell R. R. Corp.. 412 $41,200.00 $88,775.13 
Concord & Montreal R. R.. 2,469 246,900.00 395,765.70 
en & Portsmouth R. R 
oe one eee 18 1,800,00 3,285.00 
Conn. & Pass. Rivers R. R. 
Oe een ree 1,464 146,400.00 208,162.44 
Ph. ERE River R. R. Co. 1,015 101, 500.00 276,220.04 
Hereford Railway Co.. 246 24, 600.00 21,928.77 
Lowell & Andover R. R. Co. 193 19, 7300.00 41,919.26 
ae. -apeaed & Lawrence R. R. 
Sieisiace@ a asthw wa a ale aso: 63 6,300.00 14,081.66 
Macsavign Valley me I. Co... 354 35,400.00 46,020.00 
Nashua & Lowell R. ‘ee “Corp. 84 8,400. 00 20,170.51 
Northern R. R. "(of New 
Hampshire) .......020s00- 922 92,200.00 130,750.27 
meeenaenns hinwed x RR: 
ARES On arin 710 71,000.00 99,676.51 
Peterborstigh Re Me Oso ssa 86 8,600.00 8,390.00 
bd Coos R. R. Co. (of 
ew pgmerere) Satkelouin.s 2 73 7,300.00 10,242.75 
bana & Mass. R. R. Co.. 184 18,400.00 30,439.77 
Wilton i. Be Oss < si000 008.08 98 9,800.00 21,389.14 
Boston R. R. soe pe Co., Com- 
mon and Preferred ........ 276,004 27,600,400.00 27,600,400.00 
Rhode Island Co., The........ 96,855 9,685,500.00 24,352,336.41 
MIOUONS ooo sie'sisereseene sees 381,250 $38,125,000.00 $53,369,953.36 











* Under decree of the Court the investments in p Saeee and Maine leased 


lines must be sold on or before January 1, 191 


STOCKS—PLEDGED AND UNPLEDGED. 


UNPLEDGED 
Shares Par Value. Book Value. 
Berkshire Street Ry. Co...... sas, Gapoer $5,398,100.00 $6,371,395.58 
oston & Providence R. R. Cor- 
DOTA soaisab ad t5saseen ones 5,246 aod ag siete at Ea 
— ss Co. 4 = pee aws 88320 200, 000. 00 200,000.00 
entra’ ew Englan 
So. Ga ae ee. ~t Scrip, $136. 33} 8,532,136.78  1,921,727.96 
Harlem fiver & Port Chester 
Bis Whigs Ao 44 o'0 4 «sos 0iee ne’ 10,000 1,000,000.00 1,000,000.00 
Hartford & Pimmasions “Western 
LR nn 17,482 1,748,200.00 1,201,063.69 
Holyoke & Westfield R. R. Co.. 200 20,000.00 20,000.00 
7 Works Aqueduct & Water 
MAN SENA ONS ASRORES AOS 1/12 interest 100.00 100.00 
mi tees Com yd re rrr ee 1,000 100,000.00 100,000.00 
New England avigation Co., The 494,055 49,405,500.00 53,322,899.48 
€ Pees Connecting R. Os 
EMRE RE DANCES ORG SIRS ES 15,000 1,500,000.00 1,527,204.33 
New Yelk: Ontario & Western Ry. 
Co., Common and Preferred.. PN kote tke! use inemen 
New York & yptamford Ry, Cores 5,000 500,000.00 610,643.40 
VEW 
_ Be ton Ry. Co. eel Ae | Scrip, $37.50 4,924,937.50  6,241,951.76 
Norwich & orcester R. R. Co. 971 poor ceinnee ce 
Old Colony Railroad oF ae seine 8,132 Soule Neeens Cateancantls 
ennsylvania R. R. Co., The.... 1,168 58,400.00 71,907.64 
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Pittsfield & North Adams R. R. 








Corp. Re em ot hee 50 $5,000.00 $6,965.26 
P ence, Warren & _ Bristol 
mm Co. ., Com. and Ree és Mog 100.00 220.00 
Providence & Worcester 0. G55 £4 Steseeee saneneni 
oo agg oo i err i. 1,900.00 2,110.00 
a eee 
ee ees . Scrip $66.27 266.27 ee ol 
Roxbury Central Wharf Co....... 7 
pe, 0 ere 23,520% 2,352,050.00 2,364,977. a 
South Bay Wharf hn Terminal Co. 9 79. 
Wermont (CO. EMGe<ecccccsceces 6,500 650,000.00 571,164. 31 
Waterbury Gas Ligit 2 ita ciate 4a 21,472 536,800.00 1,174, 027.86 
Westchester St. The.. 7,000 700,000.00 005,783.53 
Westinghouse ye Brake a... 9 450.00 967.00 
Wood River Branch R. R. Co. 336 33,600.00 21,477.50 
MERC UIO. Sac cb0 ineece wees 25 2 500.00 2,500.00 
MMMED tice ewasdaniekreuwasen 1,203,813 
gccuc eee \ $77, 670,040.55 $77,639,368.72 





$27,000,000.00 


The foll are pledged as 
ollowing ee . dated May 1, 


at. Year 5% Gold Notes of The 
1 

Boston & Providence R. R. Corporation, par value $524,600.00, book 
value $1,582,443.18; New York, Ontario estern Ry. Co., Common 
and Preferred, par value $29, 162, 200.00, book value $13,108,397.62; Nor- 
wich & Worcester R Co., par value 97,100.00, book value $219, 638. 19; 
Old Colony R. R. par value, $9,813, 200. % book value $13,065,341.80; 
Providence, Warren °% Bristol R. Common and Preferred, par 
value $486,700.00, book value 4758, 212. Po "Providence & Worcester R. R. 
Co., par value $955, 100.00, book value $2, 738,762.75; total par value $41,- 
038,900.00, book value $31, 444,196.21. 


{Nominal Vaiue. 
BONDS—PLEDGED AND UNPLEDGED. 


art of collateral securing 
N _&H. R. KR. Co 





Rate of UNPLEDGED 
Interest. Par Value. Book Value. 
Berkshire Street Ry. Co. 
20 Year Gold Debentures due 1925. 5 % $200,000.00 $200,000.00 
Central New England Ry. Co. 
First Mortgage 50 Year Gold Bonds 
QUGDIEOET (cis traces wacvesagecees % Caaenierats ere 
Income Bonds (Scrip) due 1949.. 5 % 608.50 608.50 
Dutchess County R. R. Ist tg. 
Gold Bonds due 1940............ 44% 5,000.00 5,230.00 
Chicago & Eastern Illinois R. R. Co 
Consolidated & Ist Mtge. 50 Year 
Gnade CHO 198? occ ciccucceusneeses 5 % 22,000.00 25,300.00 
Chicago, Rock Island & Pacific Ry. Co.: 
General Mtge. Gold Bonds due 1988. 4 % 38,000.00 38,000.00 
Harlem River & Port Chester R. R., The 
15 Year tags Lien Gold Debs. dated 
M ay Je ek Falia dow ole.kic'oweiee 5 () 
New York & ac Ry. 
First & Refunding 50 Pl Gold 
pe a ae ree * %o 678,000.00 599,880.00 
New York, Westchester & Boston Ry. Co. 
First Mortgage Gold Bonds due 1946 *4%4% 2,190,000.00  2,190,000.00 
Park Square Theatre, Inc.: 
Second ea Notes due oe. 5 % 320,000.00 320,000.00 
Pawtuxet Valley Electric St. Ry Co. 
Bonds due ag eK eeteetesewkeees 5 % 38,000.00 39,900.00 
Vermont Co., 
First Mtge. y Vous Gold Bonds due 
I cargo ziala/ciase-eoaivie: vies svsce’a's aveieiers « 5 & 846,000.00 846,500.00 
Westchester Street R. R. Co., The: 
First Mtge. Gold Bonds dated Sept. 
REET cad pid verbal qaia aisles Kalalee. os lo 222,000.00 222,000.00 
Wood River Branch R. R. Co. 
First Mortgage Bonds due 1924. 54% 56,500.00 28,250.00 
MPOIAN) “sive ecetieieaid oavinwiarewaleas $4,616,108.50 $4,515,668.50 


The following are pledged as 
ed Year 5% Gold Notes of The 


_ New England Ry. 


RY. of collateral securing $27,000,000.00 
.-& H.R. 0. 


. dated May 1, 


Co., first maT 0 50-year gold bonds due 

1961, par value $1,500, ge 00, book value $1,270,027.50; Harlem River & 

Port’ Chester Rn. OR: , 15-year prior lien old debt. deied May 1, 1915, 

Bar value $13,000, 060. 00, "book o $13,000,000.00; total par value $14, 500,~ 
00, book value $14, 270,02 7.5 


NOTES—UNPLEDGED. 








. Rate of Interest 
Mevkshices Street Ry. COs 6 6 sc. vcs accccecwsiceiecnwee 6% $3, 564,760 45 
City: Lumber: © Cogh! Coie: occ cic ck esvtanescee seins Te ,000.00 
Commecttcnt Coss TO sie oo oo ioinicaiieaeccandwaceesc 6% 2,028" 000.00 
arlem River & Portchester R.:.R: 15,000,000.00 
Hartford & Conn. Western R. R. "819°781.71 
housatomic: Power Ce. ies ccc ccscccccceees 1,240,000.00 
RUE En oe cia ceceiha cao kaa el Wie Sie Sedieeniecs 63,894.05 
MEOEOGIE  COMDONTS 6 a6 6:56 600 6.006ce00 cteese see and 6% 2,278,241.21 
New England Navigation Co., The...... 4yY, é a 3,904,808.04 
New York @ Stamford Ry. Co: . ..<<ocsscscecsec's 189,872.08 
New York, Westchester & Boston Ry. ag ee 5,478,751.00 
Providence, ao =. Bemiot RH Cass os a cacces "352,397.30 
Whede feend Co., TRO. ..ccc csc ccccecccee see 3,230,001.00 
ee neers "150,000.00 
no I SR SU 9 Se 75,000.00 
Shearer Realty ‘Trust... .....cccccccccesccscs ae 150,000.00 
Trustees of the Mass. Automobile Club Trust..... 90,000.00 
Westchester Street R. R. Co., The......cccccscccee 88,643.30 
Wood River Branch R. R. Co........00 000: 4,500.00 
PRGRPENT wal ae, Siorel eared Ow oar enares gow sraralorerd warn ti Silowdeter uals $38,515,650.14 
ADVANCES—UNPLEDGED. 

Boston & Providence R. R. Corporation.................05. $1 6 
New York, Westchester & Boston Ry. Co................. aac te 
Norwich & IV URGEMERE (le Bhs ©Oie a ciaisi6« s c0-cierenece.eeeeeeinas 820,729.04 
COTE COI Bs Os oho oi eiarc a shew s eroeoke 6s tnd arose mdalniere Parecigis 720,880.97 


Total $1,642,671.63 
{ The advances made to the New York, Westchester & Boston Railwa 
Co. amount to $2,764,775.00, but as the prospect of their nen seneet is 

very remote, they have been reduced to a nominal value of $1. 


FHS SCCHOHCOSSC CED CLAC CORR MACK EO EME OOOO CERO eee 
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DEBENTURES, INCLUDING DEBENTURES OF MERGED ROADS 
ASSUMED. 


Total 


" Date of 
Outstanding. 


Maturity. Interest Payable. 
Jan. 15,1948 Jan. 15 
1,1956 Jan. 1 
1,1947 Mch. 1 
1,1947 Mch. 1 
1,1954 Apr. 1 
1,1955 Jan. 1 

1 
1 
1 


*Convertible 6% Debenture 
Certificates 

*Convertible 314% Debenture 
Certificates 

Non-Convertible 4% Deben- 


tures 
*Non-Convertible 3%% De- 


bentures 

*Non-Convertible 3%4% De- 
bentures 

Non-Convertible 4% Deben- 
ture 

Non-C 
tures 

European Loan of 1907... 

Naugatuck R. Co. 34% 
Debentures 

Hartford Street Railway Co. 
4% Debentures 
Series 

The Consolidated Railway 


0. 

*3%, 3%% and 4% Deben- 

tures 

4% Debentures 

4% Debentures 

4% Debentures 

4% Debentures 
Providence Securities Co. 
*4% Gold Debentures... 


$39,029,000.00 
9,765,450.00 
5,000,000.00 Mch. 
5,000,000.00 Mch. 
10,000,000.00 Apr. 
15,000,000.00 July 


15,000,000.00 May 
27,985,000.00 Apr. 


234,000.00 Oct. 


July 15 
July 
Sept. 
Sept. 
Oct. 
july 


Nov. 
Oct. 


Oct. 


Jan. 


1, 1956 May 
1, 1922 Apr. 


1,1930 Apr. 


— et tO Ot 


165,000.00 1,1930 Jan. 15 


ot 
wn 


July 


972,000.00 . Feb. Aug. 
4,255,000.00 - uly 
5 an. 
Apr. 
Jan. 


19,899,000.00 
$157,964,450.00 
*Include Treasury Holdings as follows: 

Convertible 6% Debenture Certificates 

Convertible 34%% Debenture Certificates 


3%% Non-Convertible Debentures, 
3%% Non-Convertible Debentures, 1954 
3%, 3%% and 4% 


The Consolidated Ry. Co. 
Providence Securities Co. 4% Gold Debentures 


$487,800.00 
852,100.00 
9,000.00 
2,100.00 


bentures 


2,350.00 
719,000.00 


$2,072,350.00 


ADDITIONS AND BETTERMENTS. 


Owing to financial conditions, the expenditures for Additions and Bet- 
terments have been comparatively small and only cover work that was 
absolutely necessary. 


RAILWAY AGE GAZETTE 


Vor. 59, No. 18 


The expenditures for the year ending June 30th, 1915, follow: 
New or improved bridges . f $365,938.89 
Woodlawn, N. Y.-New Haven, Conn., electrification, control 

system, power plant, etc : 

Pittsfield, platform and tracks... ae 
Middletown-Willimantic, Conn., improvements....... eatery sare 
‘SStamford-New Haven, Conn., signals 

Olneyville, R. I., freight facilities 

Ellis, Mass., parallel highway 

Springfield, Mass., interlocking plant and track changes..... 
Increased weight of rail laid. 

Hartford, Conn., yard facilities 

Elimination of Grade Crossings 

Sundry other additions and betterments 


10,429.65 
38,416.07 
104;454.78 


$828,989.53 


$178,664.34 
198,438.45 


Less: 
Excess of Real Estate sold 
Buildings and sidings abandoned 
377,102.79 


F Ab $451,886.74 

New uipment, consisting of 6 club cars, 26 baggage cars, 
50 cabooses, 2 derrick cars and 1 truck car, was received 
during the year and paid for out of cash. 

Cars were converted as follows: 39 box, 3 flat, 9 coal, 1 der- 
rick car, 1 wrecking and 2 “Other passenger train cars” 
converted into “Other company service cars,” 2 coal, 1 
coach and 2 baggage cars into wrecking cars, 1 coal car 
into a derrick car, 2 postal cars into combination cars 707,936.67 

$1,159,823.41 

Less: 


Equipment put out of service: 25 passenger, 6 freight, 8 
switch and 2 electric locomotives, 34 coach and smoking 
and 21 other passenger train cars, 1,078 coal and 355 other 


freight train cars, 78 work equipment cars 958,195.34 


$201,628.07 


These expenditures were disposed of as under: 
Charged to Road Suspense (account work not 
yet completed) 
Charged to Equipment Suspense (account work 
not yet completed 


$508,004.18 
91,305.86 
$599,310.04 


56,117.44 
341,564.53 


$397,681.97 


Less 
Credited to Cost of Road 
Credited to Equipment 


$ 201,628.07 








MORTGAGE BONDS, INCLUDING BONDS OF MERGED ROADS ASSUMED. 


Rate and Character of Debt. 


First Mortgage 
General Mortgage 
Consolidated Mortgage 
Consolidated Mortgage 
Consolidated Mortgage 
General Mortgage 
First Refunding Mtge. Gold 
Consolidated Mortgage 
First Mortgage 
First Mortgage 
First Mortgage Gold 
Forst Mortgage Gold 
First Mortgage Gold 
First Mortgage 
Consolidated 
First Mortgage 
First Mortgage 
First Mortgage 
First Mortgage 
First Mortgage 
First Mortgage Gold 
First Mortgage 
First Mortgage 
First Mortgage 
First Mortgage 
First Mortgage 
Consolidated 
Consolidated Mortgage 
First Mortgage Gold 
Refunding Cons. Mtge. Gold Bonds 


N. Y., N. H. & H. R. R. Co.—H. R. & P. C 
tNew York, Prov. & Boston R. R. Co 
EE SES OE RE Ee ere aes 
Danbury & Norwalk R. R. C 
Danbury & Norwalk R. 
anbury & Norwalk R. R. 
Danbury & Norwalk R. R. 
New Haven & Derby R. R. 
Providence & Springfield R. R. 
Naugatuck R. R. Co 
Boston & New York Air Line R. R. Co............ 
Providence Terminal Company 
Worcester & Conn. Eastern Ry. Co 
New Haven & Centerville St. Ry. Co 
Meriden Horse R. R. Co 
Norwich Street Railway Co 
Montville Street Railway Co 
New London Street Railway Co 
Portland Street Railway Co 
Hartford, Manchester & Rockville Tram. Co 
Hartford Street Railway Co 
Greenwich Tramway 
OS Se err 
Torrington & Winchester St. Ry. Co 
Meriden, Southington & Compounce Tramway Co... 
Pawtuxet Valley R. R. Co 
New England R. R. 
New England R. R. 
Stafford oe Street Ry. 
New Haven & Northampton Co 


Total 


tIn Treasury of the Company. 


New York, Providence & Boston R. R. Co., 4% General Mortgage Bonds 


ge Gold Bonds 
ew Haven Trust Co. 


+ In Sinking Fund (New York Trust Company, Trustees). 
Worcester & Connecticut Eastern Ry. Co. 434% First Mort 
* Principal and interest to maturity deposited with the Union and 


NOTE.—Certain property of this Company is subject to a lien under a mortgage of the New York & New England Railroad 


Total 
Outstanding. 


$15,000,000.00 
1,000,000.00 
2,839,000.00 
100,000.00 
400,000.00 
150,000.00 


Date of 


Maturity Interest Payable. 


May 1,1954 May Nov. 
April April Oct. 
Nov. ay Nov. 


ee 
July uly 
April Oct. 
350,000.00 June Dec. 
575,000.00 May Nov. 
750,000.00 ad uly 
ay ov. 
Aug. Aug. 
Sept. 
July 
¥c ‘ 
uly 
Oct. 
Nov. 
Oct. 
Nov. 
Oct. 
sc t. 
uly 
Oct. 
Dec. 
July 
Oct. 


uly 
uly 
uly 
ec. 


$247,000.00 
* 144,000.00 


283,000.00 
415,000.00 
350,000.00 
250,000.00 
150,000.00 
30,000.00 
200,000.00 
2,500,000.00 
320,000.00 
63,000.00 
150,000.00 
175,000.00 
160,000.00 
10,000,000.00 
7,500,000.00 
400,000.00 
2,400,000.00 


$58,779,000.00 


ortgage 


ortgage 


: ° : 
lh el el ll 
Ph fe eh fe a eh fh fh fh fem peek fet feel fem emt fh fe eh fh heh lh re fr et fet rh Ph pe 


$391,000.00 
Company to 


secure Boston Terminal Bonds of that Company to the amount of $1,500,000, due April 1, 1939, bearing interest at 4 per cent. 








ST. LOUIS SOUTHWESTERN RAILWAY COMPANY—TWENTY-FOURTH ANNUAL REPORT 


OFFICE OF 
CHAIRMAN OF THE Boarp oF DrtrecrTors. 


New York, September 15, 1915. 
To the Stockholders of the St. Louis Southwestern Railway Company: 

On behalf of the Board of Directors, I present herewith the Twenty- 
fourth Annual Report of your Company, for the fiscal year ended June 30, 
1915. 

The comprehensive report of the President, which follows, exhibits in 
detail the revenues, expenses and other results from operation, as well as 
the financial and physical condition of your property. ‘Ge: : 

The fiscal year just closed has been fraught with many anxieties and diffi- 


culties, as is a matter of common knowledge. The President has, in his 
report, reviewed, somewhat in detail, the adverse conditions resultant from 
the European war, explaining that the agricultural and industrial interests 
of the cotton growing sections of the South, especially, have been subjected 
to the most trying conditions experienced for many years, because of the 
difficulties encountered in marketing the largest crop of cotton ever pro- 
duced and the low prices received &. the staple. As cotton is essentially 
the “money crop” of the South, these conditions greatly restricted the 
purchasing power of the cotton growers and all branches of trade, and 
seriously affected the revenues of your Company as they did the revenues 
of other carriers operating in the same section of the country. 

Owing to the unfavorable bond market, brought about by the general un- 











Octoser 29, 1915 


settled financial conditions, the unsatisfactory rate situation and other in- 


fluences, your Company, in common with other carriers, has been unable 
to market its bonds, issued on account of moneys advanced from its Trea- 
sury to cover expenditures for additions and betterments, at anything like 


fair prices. In order to provide necessary cash for current needs, it was 
foun necessary, during the past year, to negotiate temporary loans, aggre- 
— the sum of $1,585,000.00 for which there was pledged as collateral 
ree assets in the form of Treasury securities, as follows: 

. ; nee Par Value 
First Terminal and Unifying Mortgage Bonds— 

St. Louis Southwestern Ry. Co., 5%...-..e.eeeeeeeceeees e+ $2,420,000.00 
First and Refunding Mortgage Bonds— 

Paragould Southeastern Ry. Co., 5%...ccsscceseecceeesees 250,000.00 
First Mortgage Bonds— ; 

Southern Illinois & Missouri Bridge Co., 4%...........2.45 600,000.00 

NNER is 'c1e tno ae hw 4-4 wag 8 Seis AGIA Mis main ierere MA Sioa Boalainie oi eiedie's $3,270,000.00 


Reference is here made to exhibit “R,” to be found on page 48, contain- 
ing a summary of property investments and advances unfunded, and un- 
pledged securities not necessary for control, held in the Company’s Trea- 
sury, as of June 30, 1915. This statement does not include any of the 
securities owned by the company heretofore pledged as collateral, and it 
may be stated, as a matter of information, that the Company’s Treasury 
may reimbursed later on through bond issues or otherwise, for the 
amounts included in this exhibit on account of property investments and 
advances unfunded. 

Exhibit “S” on page 49 furnishes, in a condensed form, an analysis 
of all resources, showing also how the same were applied during the fiscal 
year. 

Capita, Stock. 


No change has been made in the Capital Stock of your Company during 
the current fiscal year. 
Funpep Dest. 
_ As shown by Exhibit “N,” page 44, Funded Debt, including amount 
issued and held by or for company, has been increased $185,000.00—ex- 
lained as follows: Pci 
irst Terminal and Unifying Mortgage Bonds Issued: 
For reimbursement of treasury on account of expenditures 
for addition sand betterments made by the St. Louis 
Southwestern Ry. Co., and advances made to Propri- 
etary, Affiliated and Controlled Companies, covering sim- 
ilar expenditures made by them to December 31, 1914, 
viz: 
St. Louis Southwestern Ry. Co...... + o0+ee$196,630.68 








St. L. S.-W. Ry. Co. of Texas.....eseccec0 321,369.32 $508,000.00 
To acquire a like amount of First Refunding and Extensio 7 
Mortgage Bonds of the Gray’s Point Terminal Ry. Co.... 27,000.00 
otal, Carried: Tar Wee s <i: 6 s63506 ccnesesaccees sees $535,000.00 
First Terminal and Unifying Mortgage Bonds Issued: 
MQOUDTIC TONWEUo ccs csisccsecCcsscaesecercseccsccscéeese GSS5,00000 
Deduct: 
Equipment Trust Obligations matured and paid during year: 
Series—with Penn. Co. for Ins. on Lives an 
SPORtTINe ARMNUINOR Ss 6 6.65 66.00s occ cccceeses --$ 34,000.00 
Series “A”—with U. S. Mort. and Trust Co. 
Se: Aa: ASR nts eree Sree ee 46,000.00 
Segtee—- Spee Equip. Trust with The Phila. 
Trust, Safe Deposit and Ins. Co...........- 66,000.00 
Series “D’—with U. S. Trust Co. o ew 
eo. Re ee PPP rae eataiareia shore) elerotaiersi6 34,000.00 
Series “E”—with Guaranty Trust Co. of New 
WEE 4050s Gad Se oer Cbbb NTs ok ene sins s16's4k< 170,000.00 350,000.00 
Net increase this year (including bonds issued and 
held: Ty; Gr FOF, Camaanws 660 6:6:56000:008 acceec --++ $185,000.00 


Decrease this year, in amount Outstanding in hands 
of Public, as shown by condensed general balance 
sheet (caused by payment during year of matured 
Equipment Trust Obligations, as listed above)..... $350,000.00 
The issuance of the securities, as above shown, was authorized, after full 

hearing, by the Public Service Commission of the State of Missouri. 


The crop outlook is very encouraging and it is hoped that business con- 
ditions may improve during the ensuing year. 

The faithful and efficient services of the Company’s officers and employees, 
during the past year is acknowledged with pleasure. 


For the Directors, 
EDWIN GOULD, 
airman. 


OFFICE OF THE PRESIDENT. 
St. Louis, Mo., September 1, 1915. 
Mr. Epwin Gout, . 
Chairman of the Board of Directors: 
Dear Sir: 

The Annual Report of the Company for the fiscal year ended June 30, 
1915, showing the results from operation during the year and the financial 
= pees condition of the property at the close of the year is submitted 

erewith. 

During the year the average main track mileage operated was_ 1,753.8 
miles, an increase of 18.9 miles over the preceding year. The main track 
mileage operated at the close of the fiscal year, June 30, 1915, was 1,753.8 
miles the same as at the close of preceding year. 

In the condensed statement, immediately compa will be found the fi- 
nancial results from operation for the fiscal year ended June 30, 1915, com- 
pared with the preceding year. 


FInancraL RESULTS FROM OPERATION—ENTIRE SYSTEM. 
INCOME STATEMENT FOR FISCAL YEAR. 





-++-Increase 
Year Ended Year Ended —Decrease 
Item. June 30,1915. June 30,1914. This Year. 
Averace Mites OPERATED... 1,753.8 1,734.9 + 18.9 
OPERATING INCOME: 
Railway Operating Reve- 
NUES ...cceccecceeceee $10,627,861.12 $12,791,904.44 —$2,164,043.32 
Railway Operating Ex- 
BOMBORY ccoscinanan <rveer 8,361,153.66 9,833,800.61 — 1,472,646.95 
Net Revenue from 


Railway Operations. $ 2,266,707.46 $ 2,958,103.83 —$ 691,396.37 
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Railway Tax Accruals... 





$ 581,778.28 $ 601,886.34 —$ 20,108.06during the past year of approximately $23,000; “Hours of Service Acts” 
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Uncollectible Railway Rev- 














CUI | aiciciasa's) Haralnowne $ 2,187.84 —_— +$ 2,187.84 
iC | eee $ 583,966.12 $ 601,886.34 —$ 17,920.22 

Railway Operating In- 

COMER hikes ence nnne Hens $ 1,682,741.34 $ 2,356,217.49 —$ 673,476.15 
NONOPERATING IN- 

(301. | Ser waaegas 1,226,422.73 1,068,217.93 + 158,204.80 
GROSS INCOME.......« $ 2,909,164.07 $ 3,424,435.42 —$ 515,271.35 
DEDUCTIONS FROM 

GROSS INCOME....... 3,190,157.35 3,088,664.50 +- 101,492.85 
Income Batance’ TRANS- 

FERRED TO ProFitT AND Def. 

) oC are sea Cadeaee .- $ 280,993.28 $ 335,770.92 —$ 616,764.20 


OPERATING REVENUES 


During the fiscal year just closed the agricultural and industrial in- 
terests of the South have been subjected to the most trying conditions 
experienced in many years. 

or a long time the South has relied on cotton as their staple money 
crop and when last year, the largest crop of cotton ever produced failed 
to find a ready market, as a result of the European war, the growers 
were compelled to sacrifice their cotton in order to satisfy their obligations. 

Viewing these conditions, which are of a temporary nature, from a 
broad standpoint, they will, undoubtedly, in the long run, prove “a 
blessing in gisguise” to the cotton growing sections of the South, for the 
reason that the farmers and other business interests have now been forced 
to a realization of the fact that if the South is to become prosperous, 
its agriculture must be put upon a permanent basis of diversification, 
which will provide a living at home and something to sell. Furthermore, 
the old system under which the credit business of the Southern farmer 
has so long been conducted is giving way, as a a of these changed 
conditions, to a more substantial form of rural crédits. 

From _ statistics prepared by the New Orleans Cotton Exchange, it is 
found that the average price for “middling cotton” during the past cotton 
year was 7.94c per pound as compared with 13.49c during the preceding 
ear, and 12.20c for the year before; and the average commercial value per 
bale was 5 against $68.06 during the preceding year, and $63.59 for 
the year before. E 

The difficulties encountered in marketing the cotton crop and_ the 
geeieg low prices, as above outlined, resulted in the stagnation of all 
ines of business throughout the Southwest and_ seriously affected the 
Operating Revenues, both freight and passenger, of this company, in com- 
mon with other carriers operating in the same section of the country. 

The total Operating Revenues for the current fiscal year amounted to 
$10,627,861.12, a decrease of $2,164,043.32 or 16.92%, compared with the 
preceding fiscal year. 

OPERATING EXPENSES 

During the fiscal year ended June 30, 1915, the total Operating Ex- 
penses amounted to the sum of $8,361,153.66, a decrease of $1,472,646.95, 
or 14.98% as compared with preceding year, and was sufficient to offset 
over 68% of the loss in operating revenues. 

The ratio of Operating Expenses to Operating Revenues was 78.67% 
as against 76.88% during the preceding year, or an increase of 1.79%. 

The several general operating expense accounts show increases and 
decreases as compared with preceding fiscal year as follows: 


Maintenance of Way and Structures......Decrease $351,161.33 or 18.13% 









Maintenance of Equipment............. «»Decrease 586,712.05 or 22.03% 
Traffic Expenses ..... aitaleawcers ea aed -Decrease 55,574.92 or 10.99% 
Transportation Expenses ......... --Decrease 344,127.89 or 8.29% 
Miscellaneous Operations Expenses.. -»Decrease 12,359.77 or 20.55% 
General Expenses .........cceeee eoccee se Ancrease 6,787.28 or 1.32% 
Transportation for Investment—Cr........Increase 129,498.27 _- 


The substantial reduction in Maintenance of Way and Structures has 
been accomplished without impairment of the physical property and is 
a practical illustration of the benefits derived from the policy, pursued 
in the past, of fully maintaining and gradually improving the roadway, 
bridges and buildings, and this policy will be continued. 

The saving in expenses under Maintenance of Equipment was largely 
due to the limitation placed on the amount of appropriations for repairs 
to “bad-order’”’ freight cars (which were out of service and not urgentl 
needed on account of the limited traffic movement during the past year 
—the repairs to this class of equipment being deferred until more favor- 
able traffic conditions warranted the outlay. 

The decrease in Transportation Expenses would have been more favor- 
able had it not been for the fact that several very large judgments (grow- 
ing out of claims for personal injuries, resulting from accidents in prior 
years), were rendered against the Company, and were settled and charged 
against Transportation mpraees during the current fiscal year. 

The increase in General Expenses was due principally to the increase 
in the primary account ‘“‘Valuation Expenses,” included under this head. 

INCREASED BURDENS 


The operating results of these lines, in common with those of other 
carriers, have been seriously affected ae the past few years by reason 
of the increased burdens imposed through legislative and regulative enact- 
‘ments, causing losses in passenger, freight, mail and express revenues, 
added expenses and increased interest charges on capital invested in un- 
productive facilities and permanent improvements at terminals and else- 
where, reluctantly made in compliance with Federal, State and other 
laws, or to satisfy public demands. ; 

The enforcement of the maximum two cents per mile passenger fares 
resulted in a shrinkage in the passenger revenues of these lines of ap- 
proximately $320,000 during the year under review, and of about $340,000 
during the preceding year. As this loss in revenue did not grow out of 
any reduction in the service rendered, this shrinkage could not be offset 
by a corresponding reduction in expenses. 

Losses have also been sustained in express and mail revenues through 
legislative enactments, or orders of regulating bodies, which, while re- 
ducing the revenues, could not be met by reductions in expenses. For 
example, these lines sustained a loss during the fiscal year of about 
$70,000 in express revenue, which was due, principally, to the inroads 
made on express business through the introduction by the Federal Govern- 
ment of the ‘Parcels Post” and also by the reduction in express rates 
which was made effective February 1, 1914. 

The inadequate compensation allowed by the Government for transport- 
ing the mails is an important question now engaging the earnest attention 
of railway executives who are urging for adoption, as fair and equitable, 
the existing weight basis amended by annual weighing, payment for apart- 
ment cars and payment for, or release from, side or terminal messenger 
service. 

While the revenues have suffered losses due to the causes mentioned, 
expenses and taxes, on the other hand, have been materially increased— 
thus. for instance, the so-called “Full Crew Law’ enacted 4 several of 
the States through which these lines operate, resulted in an added expense 
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caused an increase of approximately $14,000; ‘‘Semi-monthly pay day” 
requirements, and other expenditures of a similar nature, about $16,000, 
and payments for “Injuries to Persons’ increased about $82,000. 

The “normal income tax” of one per cent, imposed by the Federal 
Government, on the income derived by holders of the Company’s so-called 
“Tax Free” bonds (which tax the company is compelled to assume under 
the conditions of such bonds), amounted during the current fiscal year 
to about $11,000. On account of the ruling of the Government, that this 
tax is in the nature of a contractual obligation, on the part of carriers, 
the amounts thus assumed and paid cannot be charged to “Railway Tax 
Accruals” and has, therefore, been charged against Income through the 
primary account “Miscellaneous Income Charges’ as prescribed in the 
classifications of the Interstate Commerce Commission. 

The burdens of the company are also being continually increased, from 
year to year, because of the demands of organized labor in the matter 
of increased pay, shorter hours, etc. 


RATE SITUATION 


Missourt.—In the preceding annual report reference was made to the 
suits begun by the Attorney General of the State of Missouri against the 
railroads operating in that state to recover the difference between the 
Missouri statutory freight rates and the rates charged by the carriers for 
transporting freight and passengers between points in the State of Mis- 
souri during the time the Missouri State-made rates were being contested. 
On the 29th day of June, 1915, the Supreme Court of Missouri held that 
these suits could not be maintained. No refunds, have therefore, been 
made in the State of Missouri. 

During the past year applications have been filed with the Public Serv- 
ice Commission of Missouri, by this company and all of the large trunk 
lines operating in the State, for higher freight rates and passenger fares. 
Numerous hearings have been held at which the carriers and shippers sub- 
mitted testimony. Briefs have been filed, and on July 15, 1915, the case 
was finally submitted and argued. It is hoped that the presentation of 
these applications will result in the establishment by the Public Service 
‘<a, of Missouri of more reasonable freight rates and passenger 
ares. 

ARKANSAS.—Reference was also made in the preceding annual report, to 
the appointment, by the Federal Court ‘in Arkansas, of a Special Master 
to receive and pass upon claims for refunds growing out of the collection 
bv the carriers operating in that state, while the Arkansas rates were being 
contested, of freight rates and passenger fares in excess of the State-made 
rates. Freight claims aggregating 289,237.47 were presented to the Master 
against this company, of which $208,160.13 were allowed. Passenger claims 
aggregating $13,500.00 were presented to the Master, and of these, claims 
aggregating $7,743.61 were allowed. 

Exceptions were filed with the Court to the allowance of all of these 
claims but subsequently a compromise agreement was entered into, which 
provided for the settlement of the allowed freight claims at fifty per cent. 
(50%) of the amount allowed (with the exception of certain claims aggre- 
gating $45,000.90, which are being contested on the ground that they are 
based upon interstate shipments which are not subject to the state rates), the 
payment of such claims to be made in scrip issued by this company, re- 
deemable within two years, in payment for Arkansas intrastate freight 
charges. 

The agreement also provided for settlement of the passenger claims at 
one hundred per cent. (100%) of the amount allowed, in scrip, redeemable 
within two years, in payment for Arkansas intrastate passenger fares. 

On this basis, as of June 30. 1915, $160,931.78 of the freight claims had 
been settled by the issuance of freight scrip amounting to $80,465.89 and 
passenger claims aggregating $6,487.49 by the issuance of passenger scrip 
of an equivalent amount. 

Owing to the large amount of these claims and to the fact that the 
liability on account of the same related to operating revenues and operating 
expenses of previous fiscal periods, authority was obtained from the Inter- 
state Commerce Commission, to charge the amounts paid in settlement of 
the claims in question, together with $22,265.56, representing the cost of 
printing the scrip, legal and other expenses incident to the settlement of 
the claims, etc., to Profit and Loss direct, through the primary account 
“Delayed Income Debits.” 

The balance of the freight and passenger claims allowed, and uncon- 

tested, will no doubt be settled under the terms of the compromise agree- 
ment during the ensuing fiscal year. 
Since the rendition of the decree of the Supreme Court of the United 
States in the Arkansas rate case, the Arkansas carriers have filed a joint 
application with the Arkansas Railroad Commission for increases in freight 
rates. Several volumes of testimony were submitted by the carriers in 
support of, and by the shippers, in opposition to, this application. As 
a result, the Arkansas Railroad Commission has promulgated a new tariff 
of freight rates, effective May 20, 1915, which will return to this com- 
pany on its Arkansas intrastate freight business, revenue approximately 
seven per cent. (7%) greater than the revenue accruing under the old 
rates. 

During the fiscal year under review, the United States District Court 
for the Eastern District of Arkansas has, upon the petition of this com- 
pany, and other Arkansas carriers, temporarily enjoined the application of 
the State-made passenger fare of two (2) cents per mile in the State of 
Arkansas. Pending a hearing on the application for a permanent in- 
junction (which will be had during the coming Fall), effective June 2nd, 
1915, a passenger fare of three (3) cents per mile is being charged, which 
will favorably affect the revenue from passenger traffic. 

Trxas.—Application has also been filed by all of the carriers operating 
in the State of Texas for increases in freight rates in that state. onsider- 
able testimony has been heard by the Texas Commission for and against 
such increases and briefs are now being prepared. 

InTERSTATE.—After the decision of the Supreme Court of the United 
States in the Missouri and Arkansas rate cases this company was forced 
by competition, and other influences, to reduce its interstate passenger 
fares in Arkansas and Missouri to two (2) cents per mile. It now has 
application pending before the Interstate Commerce Commission to in- 
crease these fares to three (3) cents per mile. 

These lines were parties to the application for increase in freight rates 
on certain commodities, in what is commonly known as the 
Rate Advance Case,” which was submitted to the Interstate Commerce 
Commission on June 26, 1915. While the decision in this case does 
authorize some advances, it was on the whole a distinct disappointment 
to the Western carriers. 

Two important lumber cases have also been presented to, and deter- 
mined by, the Interstate Commerce Commission during the year, resulting 
in increases in the interstate rates on hardwood lumber from a consider- 
able producing territory, of from two (2) to five (5) cents per hundred 
(100) pounds. 

AGRICULTURAL AND INDUSTRIAL 

During the past year, and for a number of previous years, the Agri- 
cultural and Industrial Department of this company, and other carriers, 
as well as the Agricultural Press and the Government Demonstration 
forces, have been preaching diversification of crops, and while good seed 
was sown. it lay dormant in the minds of the people until a crisis over- 
took the South. 
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ois | the present crop season there is being raised, throughout the 
Cotton States, more corn, wheat, oats, rice, hay, garden-truck and live 
stock than ever before. The cotton acreage has been considerably reduced, 
as compared with last: year, and. while the rowing crop is.two or three 
weeks late, and has suffered some damage from the severe storm in the 
Southwest, which occurred in the latter part of August, 1915, the present 
prospects indicate a good yield. 

It is impossible to predict, at this time, to what extent the recent action 
of Great Britain, and her war allies, in the placing of cotton on the 
contraband list, will demoralize the cotton market. owever, excepting 
for this temporary restriction, cotton promises to take its proper place, that 
of the cash or money crop of the country. Many farmers will grow their 
living at home and be in position to bank or invest the money received 
from cotton. 

The adverse financial conditions, resultant from the low price of cotton 

during the past year, has greatly reduced industrial operations throughout 
the territory contiguous to these lines. Very few individuals or business 
concerns have had, or could obtain, capital to proceed with new enter- 
prises or with improvements, notwithstanding the fact that labor has been 
plentiful. Many of the large saw mills have been closed down a portion 
of the time, or running on part time, and this has thrown a large number 
of men out of employment; however, the latter part of the fiscal year 
has shown an improvement in this regard—some of the mills, which had 
temporarily closed down, have resumed operations on part time, resulting 
in a increased movement of lumber and raw material in the last few 
months. 
_ There has been very little increase in the capitalization of banks and 
similar enterprises, in fact, the entire business interests of the Southwest 
have been simply “marking time,” trusting that conditions would improve. 
That business conditions are gradually becoming better throughout the 
Southwest is evidenced by the more cheerful attitude of the people and 
increasing activity in many lines. Wholesale houses and Sebare, who 
have allowed their stocks to run extremely low, are restocking and their 
business is slowly resuming normal conditions. 


FEDERAL VALUATION 


Pursuant to the Act of Congress approved March 1, 1913, viz., “An 
Act To amend an Act entitled ‘An Act to regulate commerce’ approved 
February fourth, eighteen hundred and eighty-seven, and all Acts amenda- 
tory thereof by providing for a valuation of the several classes of property 
of carriers subject thereto and securing information re their 
stocks, bonds and other securities,” this company was notified by the 
Government on October 6, 1914, that the Division of Valuation expected 
to begin surveys on this company’s lines North of Texas about January 
1, 1915, and that the date of valuation of all of this company’s lines 
would be as of June 30, 1915. 

No work of any importance has as yet been undertaken on the Texas 
lines by the Division of Valuation of the Interstate Commerce Commission, 
but it is expected that work will be commenced on those lines during the 
coming Fall, and the Engineering Department has been preparing maps 
and getting information in shape for this purpose. 

On the lines North of Texas the Government field forces have been 
actively engaged on the work of valuation since November 12, 1914. Right- 
of-way schedules, as called for by the Division of Valuation, have been 
completed and filed with the Commission. The reproduction of all maps 
and profiles of the line are well underway and will be filed with the 
Commission shortly. 

The Machinery Department has been aay engaged in making an in- 
ventory of all equipment, this work being well advanced. 

he Accounting Branch of the Division of Valuation commenced work 
on i‘ company’s books on February 8, 1915, and is still engaged on that 
work. 

The work accomplished by the several departments of the Government’s 
field forces on the lines North of Texas, at the close of the fiscal year 
ended June 30, 1915, may be summarized as follows: 

Roadway and Track— 

. a commenced Nov. 12, 1914, completed March 26, 1915. 

and— 
2 parties, commenced Jan. 7, 1915, completed May 15, 1915. 

Bridges and Buildings— 

2 parties, commenced Jan. 19, 1915, completed April 12, 1915. 

Telegraph and Signals— 

2 parties, commenced March 8, 1915, completed April 2, 1915. 

Each of the Government field parties was accompanied by representatives 
of this company, called ‘Pilots’? with the view of pointing out all property 
of the railway company and calling attention to hidden quantities. 

The amounts expended by the St. Louis Southwestern Railway Lines 
in this work during the fiscal year ended June 30, 1915, and charged to 
“General Expenses—Valuation Expenses’”’ are as follows: 


Maps (Field work, officc work, etc.)...... cueRGE ba See seek 
Preparation of primary lists or inventories....... 
Land Schedules, land cost data and information f 

of lands ..... ‘ : - 
Construction Cos 
Pilots 
Miscellaneous 


i) ere 


-» $3,891.86 
2,339.40 


1,975.73 
1,504.51 
3,414.71 
1,686.60 


.- -$14,812.81 


proper units........ 


ee 


The foregoing statement includes only the pay and office, traveling and 
other expenses of officers and their assistants, clerks and attendants spe- 
cially employed or assigned to valuation_work, and the’ cost of stationery 
and printing, engineering supplies, etc. Much time, thought and effort has 
been incidentally devoted _to this work by the officers and employes of the 
Executive, Engineering, Legal, Accounting and Operating Departments of 
these lines, but no portion of the pay of such employes, not specially em- 

loyed or assigned to such work, has been, or can be, charged against 
‘Valuation Expenses” under the rules prescribed by the Interstate Com- 
merce Commission. 

The Act of Congress relating to Federal Valuation requires carriers to 
co-operate with, and aid the Interstate Commerce Commission in the 
valuation of their properties. Accordingly, the St. Louis Southwestern 
Railway Lines have appointed a Valuation Committee consisting of repre- 
sentatives of the Engineering, Legal and Accounting Departments. 

The Presidents’ Conference Committee, representing all carriers, has 
also appointed Engineering, Land and Accounting Committees, which 
committees, since the passage of the Act, have been in constant conference 
with Director Prouty and the Division of Valuation of the Interstate Com- 
merce Commission as to many of the details involved in the practical 
work of making the valuation. 

It would be difficult to overestimate the importance or magnitude of the 
task involved in the work of making the valuation. 

This company, as_ well as the Presidents’s Conference Committee, are 
alive to the far-reaching economic effect of the final valuations to be made, 
and the last named committee has appeared before the Interstate Com- 
merce Commission orally and by printed brief for the purpose of dis- 
cussing and reaching satisfactory conclusions on many m the important 
questions involved, and will continue its efforts along these lines. 
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SOUTHERN PACIFIC COMPANY—THIRTY-FIRST ANNUAL REPORT 


REPORT OF THE BOARD OF: DIRECTORS 
New York, October 8, 1915. 


To the Stockholders of the Southern Pacific Company: 

Your Board of Directors submits this report of the operations of the 
Southern Pacific Company and of its Proprietary Companies for the 
fiscal year ended June 30, 1915. 


PROPERTIES AND MILEAGE 


The transportation lines constituting the Southern Pacific System, June 
30, 1915, were as follows: . 











Additional 
First Main Fer- Water 
Divisions. Main Track. Track. Sidings. ries. Lines. 
A.—Mileage of lines belonging to 
or leased by Companies the 
capital stocks of which are 
principally owned by the South- 
ern Pacific Company. 
(1)—Operated by the Southern 
Pacific Company under leases: 
Central Pacific Ry...... eeeee 2,235.68 256.04 870.20 9.90 125 
Oregon & California R. R..... 692.48 2.85 167.87 stare ve 
Southern Pacific R. R........ 3,497.31 211.76 1,478.49 3.00 
South Pacific Coast Ry....... 106.69 20.46 49.58 3.00 
(2)—Operated by the owning Com- 
anies! 
organ’s Louisiana & Texas 
Railroad and Steamship Co. 404.53 58.35 228.35 3.00 
Louisiana Western R. R..... 207.74 aes 70.08 awe 
Galveston, Harrisburg & San 
WARIOMIO TRY: kavies 40000 so LOU aL 6.59 332.80 
Houston, East & West Texa 
We cava Grist 9 a5 e008 sexus 290/08 ine 56.57 
Houston & Shreveport R. R.. 40.72 69 7.35 aire nee 
Houston & Texas Central R. R. 894.63 1.27. 258.79 ae uate 
Southern _ Pacific Terminal 
CN eT ee Kiar aetis 23.64 
Arizona Eastern R. R........ 366.80 ‘ 81.67 
Corvallis & Eastern R. R.... 140.58 16.98 oie 
Southern Pacific Company.... es ware 4,683 
B.—Mileage of lines belonging to 
Companies the capital stocks 
of which are principally owned 
by the Morgan’s Louisiana & 
Texas R. R. & S. S. Co., but 
which are operated by the 
owning Companies. 
Iberia & Vermilion R. R..... 21.44 10.99 ae eee 
Direct Navigation Co.......-. ate wes ore 65 
ORR nc uisais esis alneetienies's 10,618.89 561.47 3,855.85 18.90 4,873 
Less operated jointly by 
Proprietary Cos.......... 31.49 9.97 17.80 Sea 
Total miles of road oper- 
ated June 30, 1915..10,587.40 551.50 3,838.05 18.90 4,873 
Total miles of road oper- 
ated June 30, 1914..10,477.00 506.60 3,788.93 18.90 4,873 
TRCPEOSE Siocdccsseces - LIGAG 44.90 49.12 ° 


In addition to the mileage above tabulated the Southern Pacfic Company 
solely controls through ownership of capital stock 890.46 miles of electric 
lines, and 1,458.09 miles of steam lines; and jointly controls CGrones 
ownership of capital stock in equal proportions with the Atchison, Topeka 
& Santa Fe Ry. Co.) 400.99 miles of the Northwestern Pacific Railroad 
and 62.93 miles of the Sunset Railway, an aggregate of 13,399.87 miles. 

Since June 30, 1914, railways have been purchased by Proprietary 
Companies as follows: 

Houston & Texas CENTRAL RAILROAD. 

Under authority of Chapter 40, Laws of the State of Texas, 1913, the 
Houston & Texas Central Railroad Company ——— as of July 1, 
1914, the railroad and appurtenances of the Hearne Brazos Valley 
Railroad Company, extending from Hearne to Stone City, Texas, a 
distance of 18.61 miles. 

Texas & New Orveans RAILroap. 

Under authority of Chapter 54, Laws of the State of Texas, 1913, 
the Texas New Orleans Railroad Company purchased as of July 1, 
1914, the railroad and appurtenances of the Burr’s Ferry, Browndel & 
Chester Railway Company, extending from Rockland to Turpentine, Texas, 
a distance of 11.89 miles. 


INCOME FOR THE YEAR. 


The income for the year ended June 30, 1915, of the Southern Pacific 
Company and of its Proprietary Companies, combined, excluding off- 
setting accounts, compared with last year, is as follows: 

















+ Increase. Per 
This Year. Last Year. — Decrease. Cent. 
Average miles of road 
operated: 
Lines East of El Paso 3,534.12 3,459.16 + 74.96 2.17 
Lines West of El Paso 7,020.12 6,962.49 + 57.63 .83 
10,554.24 10,421.65 + 132:59° 4.27 
Operating Income. 
Railway operating rev- 
CROCS. Scxkas ois ses $129,865,675.09 $138,520,258.56 —$8,654,583.47. 6.25 
Railway operating ex- 
POUNOR: 0 0:50.600 60:06 . 87,753,842.31 93,662,266.93 — 5,908,424.62 6.31 
Net revenue from 
railway operations $42,111,832.78 $44,857,991.63 —$2,746,158.85 6.12 
Railway tax accruals. $6,371,272.84 $7,162,624.57— $791,351.73 11.05 
Uncollectible railway 
TEVORUER -0.40:0.0s'0% % 50,946.14 POOR . 50:946:14 ws 
Total operating in- 
OEE! Fionsing a aawas $35,689,613.80 $37,695,367.06 —$2,005,753.26 5.32 
Non-Operating Income. 
Rent feos locomotives $72,612.74 $239,269.60 — $166,656.86 69.65 





Rent from passenger- 


























RESUME (COPS Sikccceae 282,448.41 212,944.78 + 69,503.63 32.64 
Rent from floating 

equipment ....... pee 80,759.03 2,609.58 + 78,149.45 cece 
Rent from work equip- 

HIOMON veh wclaenwistiecis 69,555.19 188,542.24— 118,987.05 63.11 
Joint facility rent 

PNGOMG ) 65s dina weiss: 473,475.01 472,424.65 + 1,050.36 -22 
Income from lease of 

POU acc aco asain ans 94,996.46 94,667.66 + 328.80 35 
Miscellaneous rent in- 

Sh Ce ere ree 444,514.74 366,230.03 + 78,284.71 21.88 
Miscellaneous non-op- 

erating physical 

DEGGCICY |. Scare ceca 298,358.19 225,476.78 + 72,881.41 32.32 
Dividend income..... 4,478,250.00 3,656,276.04 + 821,973.96 22.48 
Income from funded 

securities — Propri- 

etary Companies..... 3,833,185.82 3,612,450.71 + 220,735.11 6.11 
Income from funded 

securities — Affiliated 

and other com- 

POMC. oa. sc cae taiee 3,756,061.84 3,813,144.31 — 57,082.47 1.50 
Income from unfunded 

securities and ac- . 

COMM s das ceca os 2,651,463.91 2,334,382.60 + 317,081.31 13.58 
Income from sinking 

and other reserve 

PUM SSS oicecaeiceuaeets 678,550.66 556,873.33 + 121,677.33 21.85 
Miscellaneous income. 577,332.14 109,617.42 + 467,714.72 426.68 

Total non-operating 

WHCOINE— eivekin ws $17,791,564.14 $15,884,909.73 +$1,906,654.41 12.00 
Gross income..... $53,481,177.94 $53,580,276.79— $99,098.85 18 
Deductions from Gross 
Income. 
Hire of freight cars— 

Debit balance...... $120,850.99 $177,822.48 — $56,971.49 32.04 
Rent for locomotives. 24,771.52 30,803.31 — 6,031.79 19.58 
Rent for passenger- 

C891 CATS cee cic 04-00 172,921.37 156,112.16 + 16,809.21 10.77 
Rent for floating equip- 

IHOMENT  cciccecwesde nach 3,613.92. 2,750.00 + 863.92 31.42 
Rent for work equip- 

AOS oa daw ace ea e.i 6,960.69 9,397.65 — 2,436.96 25.93 
Joint facility rents.... 358,839.75 297,571.04 + 61,268.71 20.59 
Rent for leased roads. 717,904.21 707,437.62 + 10,466.59 1.48 
Miscellaneous rents... 647,940.60 612,209.59 + 35,731.01 5.84 
Miscellaenosu rent ac- 

CERIN oc a5:0 ewdasisaie 965,387.10 609,457.87 + 355,929.23 58.40 
Interest on funded 

POMEL Ga cress. eae Oeea 28,939,034.71  27,415,733.89 + 1,523,300.82 5.56 
Interest on unfunded 

2 CL See 356,574.07 546,242.06— 189,667.99 34.72 
Amortization of  dis- 

count on funded debt 237,540.56 505,476.92 — 267,936.36 53.00 
Maintenance of invest- 

ment organization... 125,981.31 159,056.90 — 33,075.59 20.79 
Miscellaneous income 

CUNEO wocncsleaes 232,537.67 1,092,287.48— 859,749.81 78.71 

Total deductions 

from gross income $32,910,858.47 $32,322,358.97 + $588,499.50 1.82 
Net income ..... $20,570,319.47 $21,257,917.82 — $687,598.35 3.23 
Disposition of Net In- 
come. 
Income applied to sink- 

ing and other re- 

serve funds ....... $939,724.57 $805,702.07 + $134,022.50 16.63 
‘Income balance trans- 

ferred to credit of 

Profit and Loss.... $19,630,594.90 $20,452,215.75 — $821,620.85 4.02 
Per cent. on outstand- 

ing capital stock of 

Southern Pacific 

COMIDENS © 6c0-c0es ses 7.20 7.50 — 30 ©64.02 


In the foregoing table the income has been classified in accordance with 
the regulations of the Interstate Commerce Commission, effective July 1, 
1914. his change in the classification has necessitated a restatement of 
the figures for last year. 

The details of Railway Operating Revenues and Railway Operating 
Expenses are fully dealt with under Transportation Operations. 

The $50,946.14 reported against Uncollectible Railway Revenues repre- 
sents the amount of charges against companies and individuals, for trans- 
portation services rendered, which have been determined to be uncollectible 
and which are debited to said account in accordance with regulations of 
the Interstate Commerce Commission, effective July 1, 1914. Similar 
charges in previous years were debited to Railway Operating Revenues. 

The income for the year from rent of equipment exceeds th payments 
to other companies for rent of equipment by $176,256.88. This is a de- 
crease, as compared with last year, of $90,223.72. 

The principal item of increase in Miscellaneous Rent Income is the 
rental received from the City of Portland for the use of the Willamette 
River bridge, a one-half interest in which was acquired during the year. 

Of the $317,081.31 increase in Income from Unfunded Securities and 
Accounts, $177,722.09 represents interest on increased investment advances 
to Affiliated Companies, and the remaining $139,359.22 represents increased 
interest received on bank deposits, etc. 

The increase of $467,714.72 in Miscellaneous Income is the result, 
principally, of taking into the year’s income the net receipts from the 
operations of the steamships Persia and Nile from July 1, 1913, to June 
30, 1915; and of crediting to income, in accordance with the regulations 
of the Interstate Commerce Commission, interest on the Companies’ own 
funds used for construction. 

he increase in Miscellaneous Tax Accruals is the result, principally, 
of including in this account this year, in accordance with the regulations 
of the Interstate Commerce Commission, effective July 1, 1914, certain 
taxes which were included in Railway Tax Accruals last year. 

The increase in Interest on Funded Debt is the result, principally, 
of the excess of interest accruing this year on the Five Per Cent. Twenty- 
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Year Convertible Bonds issued in June of last year over the interest accru- 
ing last year on the One-Year Five Per Cent. Secured Gold Notes retired 
in June of last year. 

- The decrease in the charge for Amortization of Discount on Funded 
Debt is the result, principally, of charging against last year’s income the 
remainder of the discount on the $26,000,000 of Southern Pacific Company 
One-Year Five Per Cent. Notes retired in June of last year. 

The amounts reported against Maintenance of Investment Organization 
represent expenses of the Southern Pacific Company for other than rail- 
way operations, and the expenses of keeping up the corporate organiza- 
tions of the Proprietary Companies, the properties of which are operated 
by the Southern Pacific Company under leases. 

The decrease in Miscellaneous Income Charges is due to the fact that 
last year the charge for depreciation on rolling stock owned by the 
Southern Pacific-Company and leased to other companies, was included 
in this account; while this year the corresponding charge is included in 
operating expenses, in accordance with the regulations of the Interstate 

mmerce Commission. 

On June 30, 1915, the principal of advances to the Southern Pacific 
Railroad Company of Mexico amounted to $38,993,894.69. Interest accru- 
ing on these advances has not been taken into the income of the Southern 
Pacfiic Company. 


CAPITAL STOCK. 
The capital stock of the Southern Pacific Company outstanding at the 
beginning of the year amounted to $272,672,405.64 
Issued during the year: 

Common stock issued in exchange for a like amount of 
Five Per Cent. Twenty-Year Convertible Gold Bonds 
surrendered and cancelled 2,000.00 

Amount of Southern Pacific Company stock outstanding 
June 30, 5 $272,674,405.64 
There was no change during the year in the capital stocks of the Pro- 
rietary Companies. 
he amount outstanding June 30, 1915, was as follows: 
Common stock $315,800,572.00 
Preferred stock 29,400,000.00 
———————- $345,,200,572.00 


Stocks - Proprietary Companies outstanding June 30, 1915, were held 
as follows: 
Owned by Southern Pacific Company.... $344,767,400.00 
Owned by Morgan’s Louisiana & Texas 
R. R. & S. S. C aeons 


— . S. Co ° 
In the hands of the public 83,172.0 


FUNDED DEBT. 


In December, 1914, to provide for the parchees of new agigmant, an 
equipment trust known as “Southern Pacific Equipment Trust, Series C,” 
was created, and an issue of $1,170,000, par value, Four and One-Half 
Per Cent. Equipment Trust Certificates authorized, all of which were 
issued during the year, and, in accordance with the terms of the trust, 
. guaranteed by the Southern Pacific Company. 

Under an agreement made in December, 1914, between The Galveston, 
Harrisburg & San Antonio Ry. Co. and the holders of all of the out- 
standing Galveston, Harrisburg & San Antonio Ry. Co. Mexican and 
Pacific Extension Second Mortgage Six Per Cent. Income Bonds, $3,815,- 
000, par value, of the said bonds were retired; the rate of interest on the 
remaining $2,539,000, par value, of such bonds still outstanding, was 
reduced to five per cent. per annum; the endorsement making such inter- 
est conditional was cancelled; all obligation, if any, of the Railway Com- 
pany in respect to sinking fund payments accruing on or pow to January, 

1915, was released; and the payment of the principal of and interest on 


1 
the $2,539,000, par value, of such bonds still outstanding, was guaranteed 


by the Southern Pacific Company. 
The funded and other fixed interest-bearing debt of the Southern Pacific 

Company and of its Proprietary Companies outstanding June 30, 1914, 

was as follows: 

Southern Pacific Company 


$203,226,336.58 
Proprietary Companies 


456,106,632.24 


Total outstanding June 30, 1914 $659,332,968.82 


Add: 
First Mortgage Six Per Cent. Bonds of the Burr’s 
Ferry, Browndel & Chester Ry. Co., the property of 
which was purchased by the Texas & New Orleans 
R. R. Co., July 1, 1914, subject to the mortgage in- 
debtedness 165,000.00 
$659,497,968.82 
Issued during the year: 
Southern Pacific Company. 
Equipment Trust Certifi- 
cates, Series $1,170,000.00 
Five Per Cent. ‘TS wenty- 
Year Convertible Gold 
Bonds, balance of sub- 
scriptions 3,006,573.42 


Southern Pacific Railroad Company. 
First Refunding Mortgage 
Four Per Cent. Bonds: 
Against outstanding old 
onds retired 
Against expenditures for 
additions and better- 


6,585,500.00 j 
————————-__ 6,606,500.00 
——————_ 10, 783,073.42 


$670,281,042.24 


$4,176,573.42 


$21,000.00 


Retired during the year: 
Southern Pacific Company. 
San Francisco Terminal 
First Mortgage Four 
Per Cent. Bonds: 
Purchased from pay- 
ments to sinking 
$12,000.00 
Year Convertible Gold 
Bonds: 


RAILWAY AGE GAZETTE 


Vor. 59, No. 18 


Retired in exchange 
for a like amount 
of Common Stock 
issued 

Equipment Trust Certifi- 
cates, Series A, due 
March 1, 1915, paid off. 

Equipment Trust Certifi- 
cates, Series B, due 
September 1, 1914, paid 
off 201,000.00 


$1,227,000.00 
Central Pacific Railway Company. 
Three and One-Half Per 
Cent. Mortgage Gold 
Bonds: 
Purchased from pro- 
ceeds of sale of 


2,000.00 


1,012,000.00 


lands $649,500.00 
Purchased from pro- 

ceeds of sale of 

securities 
Purchased from 

ments to. sinking 

fund 46,500.00 
Bond scrip retired 

25.00 


from general funds 
$1,612,525.00 


First Refunding Mort- 
Four Per Cent 
Purchased from pay- 
ments to sinking 


916,500.00 


29,000.00 


Galveston, Harrisburg & San Antonio Rail- 
way Company. : 
Second Mortgage Mexican and Pacific 

Six Per Cent. Income Bonds retired. 
Houston & Texas Central Railroad Company. 
First Mortgage Five Per 
Cent. Bonds: 
Purchased from pro- 
ceeds of sale of 
lands 
Purchased from pro- 
ceeds of sale of 
other mortgaged 
property coece 


1,641,525.00 


3,815,000.00 


$154,000.00 


22,000.00 


South Pacific Coast Railway Company. 
First ectenae Four Per Cent. Bonds: 
Purchased from payments to sinking 


176,000.00 


fund 237,000.00 
Southern Pacific Railroad Company. 
First Refunding Mortgage Four Per 
Cent Gold Bonds: 
Purchased from payments to sinking 
un 14,000.00 
Texas & New Orleans Railroad Company. 
Payment to State of Texas on account of 
School Fund Debt 5,350.80 
7,115,875.80 


Amount of funded_and other fixed interest-bearing debt 
of the Southern Pacific Company and of its Proprietary 
Companies, outstanding June 30, 1915 - $663,165.166.44 


Net increase during the year 


The outstanding funded securities are held as follows: 
In the hands of the public 
Owned by Southern Pacific Company.... $67,831,849.53 
Owned by Proprietary Companies 3,386,000.00 
Held in Sinking Funds of Proprietary 
Companies 9,793,000.00 
———_ 81, 010,849.53 


$582,154,316.91 


ASSETS AND LIABILITIES 


The value of the granted lands belonging to the Central Pacific Railway 
Comeany and to the Oregon and California Railroad Company, remaining 
unsold at the close of: the year, is not included in the statement of the 
assets of the said companies. : 

The assets and liabilities of the Southern Pacific Comey and of its 
Proprietary Companies, combined, on June 30, 1915, and the increases and 
decreases during the year, excluding the offsetting accounts between the 
Companies, summarized, were as follows: 

Increase 
or Decrease. 
$6,080,284.18 
—264,256.29 


303.36 


1,069,081.55 
362,618.80 


Total 
June 30, 1915. 
$908,712,243.46 
11,961,803.55 
15,997.60 


1,425,925.63 
17,155,150.60 


Investments. 
Investment in road and equipment.. 
Sinking funds 
Deposits in lieu of mortgaged property 


Investments in affiliated companies: 
Stocks and bonds 
Notes and advances 

Other investments: 
ESS SS ere as 
Notes, advances, and miscellaneous 


14,908,811.86 
5,650,500.99 


—452,211.50 
164,803.79 


$27,519,936.74 


*430,739,758.47 
111,175,191.32 


7,907,307.30 
6,838,555.05 


$1,495,931,932.98 








Current and Deferred Assets. | 
Cash and demand loans and deposits. 
Special deposits 
Other cash accounts 
Material and supplies.......... paens 
Deferred assets 


—$2,862,656. 
453,883. 
,262,466.80 
177,192.91 
200,459.37 


—$6,293,587.57 


$16,307,928.64 
541,169.50 
10,829,629.23 
18,859,879.40 
6,211,521.00 


$52,750,127.77 











Ocroser 29, 1915 


Unadjusted Debits. : 




















Discount on capital stock........... $3,678,600.00 ciatas canals 
Discount on funded. debt....... éeauien 4,223,011.38 —$445,139.40 
Other unadjusted debits............. 4,550,807.66 654,308.68 
$12,452,419.04 $209,169.28 
Total agnGts. ..cccccccccccccee $b,562,134,479.79 $21,435,518.45 
Stock. 

— stock of Southern Pacific Com- 
Eee $272,674,405.64 $2, 000.00 
capital stock of Proprietary Companies *345,200,572.00 maarelies 
$617,874,977.64 $2,000.00 

Long Term Debt. 

F — debt of Southern Pacific Com- 
OE ee rere eeeeee  $206,175,910.00 $2,949,573.42 
windet debt of Proprietary Companies *456,989,256.44 882,624.20 
$663,165,166.44 $3,832,197.62 





Non-negotiable debt to affiliated com- 


panies $6,083,949.92 


$669,249,116.36 


$4,424,550.89 
$8,256,748.51 











Current and Deferred Liabilities. 


Audited accounts and wages payable. . 

Interest and dividends matured unpaid . 
Unmatured dividends declared. 
Unmatured interest accrued. 
Other cash accounts. 


$7,692,791.07 
8,552,932.24 
4,090,116.08 
5,472,775.07 
2,648,010.66 


—$566,561.24 
478,511.44 


30.00 
—69,047.34 
—1,728,248.85 


eceeeee 


See eer eee sersese 








Deferred liabilities ...........eeeeee 395,504.97 —248,274.80 
$28,852,130.09 —$2,133,590.79 

Unadjusted Credits. 
Accrued depreciation ....... gates one $36,144,227.71 $1,976,065.14 
Other unadjusted credits........ re 31,617,828.45 4,827,675.97 





$67,762,056.16 
socccccee $1,383,738,280.25 


$6,803,741.11 
$12,928,898.83 





Total liabilities 





Corporate Surplus. 








Appropriated surplus ...........00. $30,644,472.20 $1,607,018.14 
Profit and loss. ....cccccccecs ere 146,751,727.34 6,899,601.48 
Total corporate surplus........ $177,396,199.54 $8,506,619.62 

TOA 6060000 6csestacens Gl,0Ogbo4,4e9009 $21,435,518.45 








* The ent capital stock and funded debt include capital 
stocks and funded debt of Proprietary Companies of the par value of 
$345,117,400 and $81,010,849.53, respectively, a total of $426, 128,249.53, 
which securities are’ owned by the Southern Pacific Company or by 
Proprietary Companies, or are held in sinking funds of Proprietary 
Companies. The cost of these securities is included in the invest- 
—— shown above. Of the said amount, stocks of the par value 

fedeei’ 653,161, which stand charged on the books at $232, 932,667.41, are 
se ed against the issue of Southern Pacific Company stock and bonds. 


TRANSPORTATION OPERATIONS. 


The results of the nm transportation operations compared with 
those of last year are as follows: 


Increase or Per 





RAILWAY AGE GAZETTE. 








This Year. Last Year. Decrease. Cent. 
Average miles of road 
DOUCREON. 5:05:5.0.0%:0 000 10,554.24 10,421.65 132.59 1.27 
Railway Operating Rev- 
enues. 
Freight eesseeecees $80,020,751.38 $85,864,378.75 —$5,843,627.37 6.81 
Passenger ...... «see 36,864,997.50 40, 414, 932.05 —3,549,934.55 8.78 
Mail and Express. . ate 9922,171.25 5 207, 7092.03 "715, 079.22 13.73 
All other transportation 3,055,134.36 2°743,780.82 Shi; "353.54 11.35 
ETS rere 3,941,910.42 4,190,613.25 —248;702.83 5.93 
joint facility—Credit. . 76,942.58 134,213.84 —57,271.26 42.67 
oint facility—Debit.. *16,232.40 *34,752.18 18,519.78 53.29 
CCT’ EE vee . $129,865,675.09 $138,520,258.56 —$8,654,583.47 6.25 
Railway Operating Ex- 
penses. 
Maintenance of wa 
and structures....... $15,356,355.77 $16,515,452.13 —$1,159,096.36 7.02 
Maintenance of equip- 
SEE aiestnik ola canon «+ 19,815,973.36 21,475,526.20 —1,659,552.84 7.73 
po wee 2,915,009.84 3,114,348.10 —199,338.26 6.40 


THORSGOTIEtION, « oc000:s 


44,006,753.11 
Miscellaneous operations 


46,400,045.47 —2,393,292.36 5.16 
2,031,856.61 


2,292,153.36 —260,296.75 11.36 




















LOSS ere 3,955,027.24 3,864,741.67 90,285.57 2.34 
Transportation for in- 
vestment—Credit *327,133.62 —327,133.62 .... 
OUEE! acoso wsssownes $87,753,842.31 $93,662,266.93 —$5,908,424.62 6.31 
Net revenue from rail- 
way operations...... $42,111,832.78 $44,857,991.63 —$2,746,158.85 6.12 
Railway tax accruals... $6,371,272.84 $7,162,624.27 —$791,351.73 11.05 
Uncollectible railway 
TOVENHES 60 ccscccs (f) 50,946.14 $50,946.14 ..... 
Total operating income 
(Table No. 23)...... $35,689,613.80 $37,695,367.06 —$2,005,753.26 5.32 
Freight Traffic. 
Tons—revenue freight— 
MEY is cssc e's 964088 x4 $31,857,039 $32,599,138 —$742,099 2.28 
Ton miles — rev 
freight—total . ee) 6, 637,345,295  7,108,331,050 —470,985,755 6.63 
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Average ton miles per 
train mile—all oa. 
East of El Paso. 390.24 399.43 —9.19 => 
West of El Paso... 507.84 510.30 —2.46 
pe 463.71 471.21 —7.50 1. $9 
Average loaded freight 
car miles per train 
mile. 
East of El Paso... 18.43 18.95 —.52 2.74 
West of El Paso... 24.66 24.10 56 2.32 
PS eS Seer 22.32 22.28 04 .18 
Average ton miles per 
loaded freight car mile 
—all freight. 
East of El Paso... 21.18 21.08 10 = .47 
West of El Paso... 20.60 21.18 —.58 2.74 
ME UEMOEL «cen tsens 20.78 21.15 —.37 1.75 
Percentage of loaded 
freight car miles to 
total. 
East of El Paso.... 69.22 70.91 —1.69 2.38 
West of El Paso... 70.13 70.25 —12, .17 
pS re 69.84 70.45 —.61 .87 
Average freight revenue 
per train miles....(e) $4.39 $4.44 —0.05 1.13 
Average revenue per 
ton mile of freight— 
revenue freight...(e) 1.099 cents. 1.104 cents. —.005cents. .45 


Average miles hauled— 


revenue freight...(e) 218.05 miles. 


208.35 miles. —9.70 miles. 








Passenger Traffic. 
Passengers carried — 
revenue — including 
ferry suburban...... 
Passenger miles — rev- 
enue—including ferry 
ONO wea ceaee 
Average passenger serv- 
ice train revenue per 
ENE SUE ee ice cn we 
Average revenue per 
passenger mile...... 
Average miles carried— 
revenue passengers— 
including ferry sub- 
urban 39.86 miles. 40.92 miles. —1.06 miles. 2.59 


(e) Figures in last year’s report were based on commercial freight only. 
(f) Similar charges in previous years were debited to Railway Operating 
evenues. 


Since the opening of the Panama Canal, August 13, 1914, competition 
has been intensified and the gross revenue of the lines of this Company 
has been considerably reduced by a large increase in the number, capacity, 
and sailings of steamships bétween Atlantic and Pacific ports, which, by 
a material reduction of rates, have taken a substantial volume of freight 
that was formerly shipped over transcontinental railroads. 

The business depression prevailing throughout the United States was 
een on our lines by the outbreak of the European War. Some 

the copper mines served by them were closed down and others were 
operated to about half normal capacity, which reduction of activity 
resulted in a large shrinkage of earnings from products of the mines 
and from the fuel consumed in their operation. The construction of new 
buildings was retarded and railroad construction and development al- 
most entirely abandoned, these conditions causing a material decrease in 
revenue derived from lumber and other construction material. There. 
was, moreover, a widely distributed decrease of earnings upon general 
merchandise and miscellaneous traffic. 

These unfavorable conditions, and consequent general retrenchment in 
expenditures, have also affected both business and pleasure travel and 
have brought about a large reduction in passenger and related earnings, 
the former amounting to 41 per cent of the total reduction of $8,654,583.47 
in operating revenues. his reduction has been increased by serious 
inroads made upon local railroad travel by automobile competition, which 
the improvement of highways has encouraged and rapidly developed. 

While these losses were offset to some extent by Exposition travel, the 
increased earnings derived from that source before the close of the year 
were not sufficient to affect materially the general results. Earnings from 
express business increased under a new and more favorable contract with 
the Express Company. 

he net decrease in operating revenues of the Company was equivalent 
to 6.25 per cent., which is less than the average percentage of reduction 
in earnings of large railroad systems reporting to the Interstate Commerce 
Commission. 

readjustment of rates is now being made which is expected to check 
the diversion of traffic to the Canal steamship lines; a normal condition 
of the mining industry has been restored; and, as has been previously 
stated, passenger earnings since the beginning of the new fiscal year have 
been, substantially increased by Exposition travel. The prospect of better 
earnings during the coming fiscal year is encouraging, but the extent 
and permanence of the improvement will depend upon the return of general 
confidnce in the business world, the destruction of which, without doubt, 
has been the most potent influence that has held back a revival of business 
and investment in new enterprises. 

Although railway operating revenues decreased $8,654,583.47, or 6.25 
per cent., total operating income decreased only $2, 005, 753. 26, or 5.32 per 
cent, owing to a decrease of $5,908,424.62 in operating expenses, and 
$791,351.73 in railway tax accruals. This reduction was effected in face 
of an increase of $765,082.34, in price of locomotive fuel; of an increase 
of $37,398.00 through higher wage schedules; of an increase of $75,589.80 
in valuation expenses; and of an increase of $1,240,290.62 in charges to 
operating expenses for equipment depreciation and retirements, caused by 
including in this year’s expenses $1,190,432 to comply with Interstate 
Commerce Commission’s classification, by which we were required to 
charge to operating expenses the depreciation portion of rental paid on 
equipment, which last year was charged to income account. But for these 
abnormal and uncontrollable charges total operating income would have 
shown an increase despite the large decrease in operating revenues. 

These favorable results, attained under the most trying conditions as 
to new and intense competition, higher wages and fuel costs, increases 
in expenses due to costs of valuation, and increases in other operating 
expense items 0 by compliance with new laws and rules of regulatin 
bodies, in face of a decrease in, volume of 6.63 per cent in freight res | 
4.94 per cent in passenger traffic caused by business depression, reflect 
great credit on your officers. For instance: Marked improvement was 
effected during the year in the use of locomotive fuel, each pound of 
which moved in freight service 6.83 per cent and in passenger service 2.85 
per cent more gross ton miles than in the previous year. The savin 
thereby effected amounted to $450,388 as compared with last year, an 
$1,158,015 as compared with two years ago. 
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As shown by chart below, continued efforts were made to secure safer 
operation, as a result of which the number of fatalities and injuries was 
reduced and the payments on account of casualties and damages of all 
kinds were $234,758.74 less than last year. 


RAILWAY TAX ACCRUALS 


The net operating revenue for the fiscal year ended June 30, 1915, 
amounted to $42,111,832.78, whereof $6,371,272.84, or nearly one-sixth, was 
paid in taxes. With an increase of 179.40 per cent in the mileage of all 
tracks operated during the life of the Company, taxes have increased 
$5,511,767.78, or 641.27 per cent. The decrease in Railway Tax Accruals 
of $791,351.73, or 11.05 per cent, compared with last year, is the result, 
principally, of charging to Miscellaneous Tax Accruals this year, in 
accordance with the new classification of the Interstate Commerce Com- 
mission, certain taxes which heretofore have been charged to Railway 
Tax Accruals; and to the decrease in such taxes as are based on gross 
operating revenue. 


SAFETY OF OPERATION 


ge | the past year, no passenger lost his life in a train accident, 
and, with but one exception, none has been killed in a train accident for 
SIX YEARS AND ELEVEN MONTHS, during which period 373,233,119 
locomotive miles were run and 282,719,444 passengers were carried an 
average of 42.61 miles, or 12,045,555,744 passengers carried one mile. 
During the year 6 employees out of 8,664 lost their lives through train 
accidents in running 51,127,703 locomotive miles. Out of 38,833 employees 
engaged in pursuits not involving train movements, 15 lost their lives— 
an average of one fatality to every 810,300 days, or 2,200 years worked. 
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GOVERNMENT ATTACK ON RIGHT TO CONTROL CENTRAL 
PACIFIC RAILWAY 


In February, 1914, the United States, acting through the Attorney- 
Geneal, brought suit in the United States District Court for the District 
of Utah, against the Southern Pacific Company and the Central Pacific 
Railway Company, to separate the two companies, on the ground that their 
union in one system was in violation of the Federal Anti-Trust Act of 
1890, known as the Sherman law, and also in violation of the Pacific 
Railroad Acts, meaning the acts of Congress providing for the construction 
of the Union Pacific and Central Pacific Railroads. Since the last annual 
report, in which the nature of this litigation was explained, the testimony 
on both sides has been taken and the case has been fixed for argument 
in the lower court on December 1, 1915. It may be assumed that an 
appeal to the Supreme Court of the United States will be taken by the 
losing party. As the case will be submitted to the court for decision 
at an early date, it will serve no useful purpose to attempt now to predict 
the outcome. 


GOVERNMENT ATTACK ON TITLE TO OIL LANDS 
The last report contained the following statement: 


“Tt follows, as a result of the decision in the Burke case, that proven 
fraud alone can avail to defeat our title to our oil lands. We know 
there was no fraud in obtaining the patents, and we may consider 
that the danger of losing the lands is now removed. Moreover, except 
as to a comparatively small quantity of land, in respect to which suits 
have already been instituted, the six years period of limitation is 
believed to be a bar even to a suit alleging fraud.” 

The Attorney-General of the United States, deeming it his duty not 
to abandon the pursuit of the Company’s lands without a judicial inves- 
tigation to determine whether or not our patents were fraudulently ob- 
tained, has renewed the litigation, specially alleging such fraud; and, in 
order to avoid the six years period of limitation, it has been further alleged 
that the Government was prevented from suing within the required time, 
by fraudulent concealment of its acts by the Railroad Company. There 
has been no final decision in these suits. The fact that they have been 
instituted does not lessen the confidence expressed in whe last annual 
report a8 to our ability to sustain our title to the lands in question. 


GOVERNMENT ATTACK ON THE TITLE TO THE OREGON AND 
CALIFORNIA RAILROAD’S LAND GRANT 


In 1908 the United States brought suit against the Oregon and California 
Railroad Company and the Southern Pacific Company, to forfeit to the 
Government the unsold portion of the lands granted by act of Congress 
to aid in the construction of the Oregon sol Cilia. Railroad. The 
ground of forfeiture mainly relied on was that some of the lands in- 
cluded in the grant had been sold in disregard of the requirements of the 
ranting act, namely, that the lands should be sold to actual settlers only, 
or not more than $2.50 per acre, and in quantities not exceeding 160 
acres. The quantity of land involved amounted to about 2,300,000 acres. 

The lower court decided in favor of the Government, but in June of 
this year the Supreme Court reversed the decision of the court below, 
and declared that the title of the railroad company to the unsold lands 
had not been forfeited and was unimpaired by the alleged grounds of 
forfeiture. The Supreme Court further decided that the lands were held 
subject to the original terms of the grant limiting sales to actual settlers, 
in quantities not exceeding 160 acres to any one purchaser and at prices not 
exceeding $2.50 per acre. Recognizing that such restrictive covenants 


were not appropriate to lands of the character of those remaining unsold, 
the Court practically referred the matter ‘to Congress, by enjoining any 
disposition of the unsold lands or of the timber thereon “until Congress 
shall have a reasonable opportunity to provide by legislation for their 
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disposition in accordance with such policy as it may deem fitting under 
the circumstances* and at the same time secure to the defendants all the 
value the granting acts conferred upon the railroads; with the_proviso 
that, if Congress does not act within six months, the Railroad Company 
may apply to the lower court for a modification of so much of the injunc- 
tion as enjoined any disposition of the land or timber. In other ons if 
Congress does not act within the time named, the lower court should grant 
relief from the broad injunction against any sales of the lands, and should 
confine the injunction to sales in violation of the terms of the grant. 
It will be observed that any legislation which Congress may provide is 
subject to the condition that it must secure to the railroad all the value 
the granting acts conferred. ; pene 

It would not be profitable or pn at this time to speculate upon 
the possible action of Congress. The Railroad Company will be prepared 
to co-operate with Congress in securing appropriate modification of the 
original restrictions upon the sales of lands, BUT IT WILL INSIST 
UPON OBSERVANCE OF THE CONDITION THAT THE FULL 
rae CONFERRED BY THE GRANTING ACTS IS SECURED 


*The italics are ours. 


FEDERAL LEGISLATION FORCING PACIFIC MAIL STEAMSHIP 
COMPANY OUT OF BUSINESS 


The Southern Pacific Company owns 55.40 per cent of the capital stock 
of the Pacific Mail, an American steamship company, that has been operat- 
ing lines of steamships on the Pacific ocean for the last 67 years. 

The Act of Congress, approved March 4, 1915, generally known as the 
La Follette Act, becomes effective, as to vessels of the United States, 
November 4, 1915. The Company cannot continue operations under the 
terms of that Act without incurring heavy losses. igures prepared by 
chartered accountants show that the Act would increase the expenses of 
its transpacific fleet as to wages and feeding crews, alone, by $640,805 per 
annum. Other provisions of the Act, relating to lifeboat crews and to 
the Central America line, would swell this amount. The abnormally large 
surplus in 1915, due to higher rates following the withdrawal of Canadian 
Pacific and Japanese steamers in consequence of the European war, 
would not suffice to meet the increases in wages and gy Rag ero only 
that the Act will demand. The stockholders of the Pacific Mail Steamship 
Company realized that the Company could not obey this oppressive law and 
exist, and, therefore, have authorized the sale of their vessels as a 
necessary condition precedent to the liquidation of the Company. 


GENERAL 


Dividends on the capital stock of your Company were declared during 
the year, payable as follows: 


1% per cent payable January 2, 1915 





1% per cent payable April 1, 1915............ceeees 

Ae er NE NEON BULLY, By BO 0s 0550 cosa soses's ce Vases ese 

1% per cent payable October 1, 1915..........ceeecees oLaweee 4,090,116.08 
OS ee eee jseeee e000 sins 0% oe cpl eOUmOnor 


The revolutionary disturbances on the line of the Southern Pacific 
Railroad Company of Mexico have continued. It is estimated that from 
the beginning of the Madero Revolution, in 1910, to June 30, 1915, the 
cost of property destroyed will approximate 3,124,000 pesos, equivalent to 
$1,562,000. On account of these losses the Company filed claims with the 

adero Government amounting to 287,953 pesos, all of which were approved 
but have not yet been paid. No further claims for property losses have 
been filed owing to the lack of a constitutional central government to 
which they could be presented. In addition to the above the Company has 
claims for freight and passenger service performed, for rental of road and 
equipment, aoa for material furnished to or confiscated by the various 
military authorities, amounting to 5,088,000 pesos. Bills for this amount 
(less 434,000 pesos received on account) will be filed with the proper 
authorities as soon as conditions permit. ——s the year only such 
maintenance work has been done as was absolutely necessary to render 
it possible to operate trains over those portions of the line which are open 
for traffic. The revenues during the year, including those derived from 
the transportation of troops and munitions of war, were slightly in excess 
of the expenditures for maintenance and operation. : 

In addition to the losses during the year from revolutionary causes, the 
vane mig suffered heavily from an unprecedented flood along the line in 

onora. 

The continued revolutionary disturbances | reclude any thought of 
completing, at the present time, the 99.47 miles of line from Tepic to 
La Quemada referred to in last year’s report. : 

In addition to the completed lines of railway reported under Properties 
and Mileage, and the railway of the Southern Pacific Railroad Company 
of Mexico, hereinbefore mentioned, construction is progressing on the 
lines of the following companies, viz.: 


CentTRAL PaciFic RatLway: 


a Track Grading Grading 





Pro- Com- Com- Pro- 
jected pleted. pleted. gressing 
Line. eS Bk tA 
Miles. _ Miles. Miles. 
Colfax to Blue Canon, Cal.— 
Second track: 
Length of projected line....25.08 ..... Sees phe sivas 
Less placed in operation..... Yt ee ie mie ae 
2.03 1.99 -04 Janets 
Cotusa & Hamitton RaILrRoapD: ¥ 
Hamilton to Harrington, Cal....... 61.15 46.69 11.99 2.47 
WILLAMETTE PaciFic RAILROAD: 
Eugene to Marshfield, Oregon...... 121.50 73.39 43.30 4.81 
Texas & New OrveAns RAILROAD: 
Turpentine to Browndel, Tex....... 17.63 9.13 8.50 


The Board announces with sorrow the death, on May 19, 1915, of 
General Thomas H. Hubbard, a Director, and, on November 14, 1914, of 

r. H. A. Jones, Assistant Treasurer, of your Company. General Hub- 
bard served as a Director and as Vice-President for many years prior 
to 1901, and was again elected a member of the Board shortly before his 
death. Mr. Jones was in the service from 1885 to the time of his 
death, serving as General Freight Agent, Freight Traffic Manager and 
Assistant Treasurer. 

Under the pension system put into effect on January 1, 1903, seven 
hundred and forty-six employees are carried on the pension rolls of the 
rail and water lines. The payments to them for the year amounted to 
$326,685.04. 

By order of the Board of Directors, 
JULIUS KRUTTSCHNITT, 


Chairman of the Executive Committee. 





